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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 


A traffic department, in charge of a capable traffic — 


man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





WELL, MAKE UP YOUR MIND 


TATEMENT by Association of American Railroads, 
October 19: “Despite the fact that volume of 
freight traffic, measured in cars loaded with revenue 
freight, has been greater so far this year than in any 
corresponding period since 1931, the demand for freight 
cars has been met with no actual shortages of any con- 
Sequence, although the demand for certain special types 
of cars, in some instances, has been close to the supply. 
The car service division believes that the shipping pub- 
lic can be assured of the ability of the railroads of this 
country to fill the demands for freight cars during the 
remainder of the year without car shortage.” 
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Samuel O. Dunn, editor of Railway Age and in 
charge of railroad public relations in the west, in a 
speech at Richmond, Va., October 19: “The shippers of 
the country are being confronted this fall with a freight 
car shortage for the first time in thirteen years. It is 
not serious, but it is real, and, if traffic continues to 
increase as fast during the next year as within the last 
year, either the railroads will have to acquire meantime 
approximately 150,000 new freight cars, or there will 
be a really serious car shortage at the next peak of 
traffic a year hence, if not sooner.” 


SIMPLIFICATION OF TARIFFS 


OR years, one of the grave problems confronting 

the rail carriers has been the simplification of their 
tariffs. Until comparatively recently, there were no 
motor truck tariffs and only since last spring have 
there been any that must be filed with the Interstate 
Commerce Commission. And yet one of the matters 
before the truckers for serious consideration at their 
national convention in Chicago this week was sim- 
plification of their tariffs. 

If there was ever a glaring example of how the 
lessons to be learned from experience and the mistakes 
of others are ignored, this is it. 


POLITICAL BLAH 


HILE it is not within the province of this publica- 

tion to enter mto political discussions—or dis- 
cussions of anything else not connected with transpor- 
tation—we have always been free to comment on the 
transportation policies and utterances of office holders 
and candidates for office, whether Republican, Demo- 
crat or New Deal. We, therefore, call attention to these 
things said by President Roosevelt, candidate for re- 
election, in his Chicago speech last week: 

What was it that the average business man wanted gov- 
ernment to do for him—to do immediately in 1933? . . . Decrease 
interest rates, power rates, and transportation rates—and we 
did it. We have given the business man cheaper transporta- 
tion rates. . . . Are you in railroads? Freight loadings are 
steadily going up. Passenger receipts are steadily going up— 
have in some cases doubled—-because your government made 
the railroads cut rates and make money. 

We are dealing only with what he said with re- 
spect to transportation rates. In so far as it indicates 
an administration policy looking toward lower trans- 
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portation rates or administration action accomplishing 
that end, it is an unqualified falsehood. It will not 
deceive the kind of persons who read this publication 
—they know what has happened—but it will, perhaps, 
deceive the ordinary voter, and that was its intent. It 
is the sheerest kind of political blah—to call it by the 
mildest term that can be applied to it. 

Of course, the President, in talking about the wants 
of business men, as such, was referring to freight rates. 
They are higher now than when he took office, not, to 
be sure, because of anything he has done or said, but 
in the natural course of business. If they were lower 
and he claimed credit for that fact, the inference would 
be that he controlled the Interstate Commerce Com- 
mission, without whose consent rates may be neither 
increased nor decreased. 


The only thing for which his administration might 
take credit or blame as affecting freight rates is the 
motor carrier act, placing under regulation motor 
trucks in interstate commerce. It was not a New Deal 
scheme and it had long been the subject of discussion 
and proposed action, but the law was enacted under 
the Roosevelt administration, written by his Coordina- 
tor, and passed by his Congress. Its effect, however 
—and the effect was part of the intent behind it—has 
been to increase rather than decrease transportation 
charges—this by its tendency to eliminate competition 
among the trucks themselves and to equalize the com- 
petition between the trucks and the rail carriers. 


As to passenger fares, they have been cut while 
President Roosevelt has been in the White House, but 
not through any act of his. The railroads, other than 
those in what is known as Eastern Territory, cut fares 
long ago of their own volition. In the east they were 
cut recently after a long investigation by the Interstate 
Commerce Commission and its resulting order—though 
the eastern railroads opposed to the order might have 
contested it if they had not, as a practical matter, been 
forced to make the reduction because some others 
favored that course and intended to obey—and obey 
gladly. Does the President wish to convey the impres- 
sion that he and his New Deal were behind this reduc- 
tion, in whole or in part? If so, he is again attempting 
to fool the public by telling it what is not true. If, 
indeed, he were really instructing the Interstate Com- 
merce Commission what to do and getting away with 
it, he would be guilty of a much worse thing than cam- 
paign misrepresentation, for, if the Commission is to 
amount to anything, it must be kept, as it always has 
been, free from political control, even when the High 
Command is inspired by New Deal revelations. 

The indictment, then, is on three counts. First, 
business was not, in 1933, demanding lower transporta- 
tion rates. Second, it got higher instead of lower freight 
rates, though passenger rates were lowered. Third, 
whatever happened, for good or for ill, President Roose- 
velt and the New Deal had nothing to do with it— 
except as they may be credited with the motor carrier 
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act, the effect of which, as we have stated, was to ip. 2 
crease rather than lower freight rates. This legislation, 
however, it is fair to say, was advocated by many long 
before Mr. Roosevelt was thought of for President and 
has never been considered a part of New Deal policy. 
It merely happened while Mr. Roosevelt was in the 
White House, just as did the drought last summer and 
as, perhaps, will the zero weather next winter. 

It may be interesting, in this connection, to review | And 
the situation as to recent reductions and increases ip 
transportation charges. 


Freight rates may not be considered in connection 
with the Roosevelt declaration about reductions result- 
ing from action of the government, because they have 
been increased while he has been in office. It may be 
pointed out, however, that, though freight rates were 
not generally reduced and passenger rates were, freight 
revenues in recent months have substantially increased 
—for the eight months ended with August by a greater 
percentage over the corresponding period last year than 
passenger revenues increased. The question that 
nobody will ever be able to answer conclusively is: 
“How much of an increase in passenger revenues would 


























the carriers—particularly those in the east—have had as 
since June 1, when the reductions ordered by the Com- 
mission became effective, if the old fares of 3.6 cents a} pai 
mile plus the so-called Pullman surcharge had been in] pat 
effect?”’ Of course, taking the increase in freight rey-} pos 
enues as an indicator, it may well be that the increase 
. : hort 
in revenue under the higher passenger charges would § tray 
have been greater than it actually has been under the om 
reduced rates. That there would have been an increase } pas; 
in passenger revenues under the old fares, compared § ic! 
with the corresponding period last year, is indicated by J ;,.. 
the results for the five months ended with May. and 
The issue as to rate reductions raised by the Presi- _ 
dent makes interesting a review of the percentage in- “a 
creases in freight and passenger revenues in recent ow 
months. In the eastern district, where the railroads had 
not reduced passenger fares as had the roads in the ¥ 
west and the south, class I railroads, in the five months | @s| 
ended with May this year, showed an increase in pas- 4 
senger revenue of 9.8 per cent over the same period § pol 
for 1935. The upward trend in business generally was = 
reflected in this increase even though the railroads in § her 
that district were still adhering to the basic fare of 3.6 § int 
cents a mile plus the Pullman surcharge, which accrued } by 
to the rail lines. In the southern district, where fares ~ 
had been reduced, the percentage increase for the five ] 
months over the 1935 period was 15.4 per cent, while o 
in the western district, the percentage increase was | for 
18.2 per cent. For the country as a whole the increase a 
was 12.7 per cent. wh 
For the three months ended with August, with the by 
reduced fares of 2 cents in coaches and 3 cents in Pull- | ree 
mans (no surcharge) in effect, by order of the Com- ie 
mission, class I railroads in the eastern district had an su 
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Current Topics in 
Washington 





Piano manufacturers, perhaps, should 
be giving thought to the damage that may 
be done to their business by the way the 
radio broadcasting companies are using 
the fine instruments they produce. 

Does a radio entertainer or instructor stub his toe, out 
bounces the piano player to take up the slack. Listeners whose 
ears have become cauliflowered by reason of their devotion to 
the dial, if the piano manufacturers don’t do something about it, 
will snigger every time they hear the tinkle of the piano. That 
sort of emotional outlet, it might be surmised, will not do 
anything good for the piano. 

“Jack” Garner (otherwise Vice-President John N. Garner) 
and “Jim’’ Reed (otherwise Ex-Senator Reed, of Missouri) 
stubbed their toes a week ago and the radio companies had to 
rescue them by allowing the piano player to use up the time 
that had been ailotted to them but which they did not use in full. 
They had no visible audiences to hear their talks. There was no 
applause. So those seasoned campaigners plowed ahead with 
their eloquence so steadily that each got through about five 
minutes ahead of scheduled time. 

The piano men might insist that awkward pauses of that 
sort should be filled with something other than piano playing, 
lest the piano become known as a raspberry or Bronx cheer 
instrument. 


And Out Bounces 
the Piano Player 





It is the thought among some that, if 


Rail-Truck Oil and when the Commission as a result of its 
i. theuir inquiry into costs in No. 27565, petroleum 

nttidd and petroleum products from California to 
Possibilities Arizona, prescribes minimum rates for the 


railroads, it will have walked into the largest 
hornet’s nest it has seen along the highway it has successfully 
traveled in the fifty years of its life. At present, there is little 
thought of the possibility of its prescribing minimum rates for 
the trucks. Minimum rates for trucks, it might be said in 
passing, also would be regarded as dangerous by those whose 
inclination is to think of the inquiry with a few qualms. 


A thought among those who have at least a smattering of 
information about the sharp ‘competition between the trucks 
and the railroads on the Pacific coast is that its inquiry into 
costs will show that, generally speaking, truck costs in the 
hauling of gasoline are somewhat higher than the costs of 
hauling by the railroads. There are some trucks, it is the 
understanding among such, that are able to haul at as low a 
cost as the railroads, or lower. 


A natural step after a finding that rail costs are somewhat 


lower than truck costs, it has been suggested, is the issuance 
of a minimum rate order forbidding the railroads to go below 
aspecified level, the level to be high enough to enable the trucks 
to haul in competition with the railroads. Such an order, it has 
been argued, might be issued with a view to carrying out the 
policy declared by congress in section 202, of part II, of the 
interest commerce act, “to regulate transportation by motor 
carriers in such manner as to recognize and preserve the in- 
herent advantages of and foster sound economic conditions in 
such transportation and among such carriers in the public 
interest; promote adequate, economical, and efficient service 
by motor carriers, and reasonable charges therefor, without 
unjust discriminations, undue preferences or advantages, and 
unfair or destructive competitive practices. . . .” 


It is admitted among those who have talked about the matter 
that the Commission probably will have much work in the 
courts if and when it undertakes to prescribe a minimum rate 
for the benefit of trucks higher than the cost of hauling by rail, 
plus a reasonable profit. At the threshold of the litigation the 
Commission would be confronted with an allegation that no- 
where in the interstate commerce act or in the law as laid down 
by the courts is there any warrant for condemning a rate equal 
to cost plus a reasonable profit as unreasonably high or un- 
Teasonably low. 


The declaration of policy, it has been suggested, is the 
expression of a pious hope that, by the enforcement of the 
Substantive provisions of the act, the policy therein declared 
will be achieved, even as the general welfare of the people will 
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be established by the statutes enacted in consonance with the 
definite grants of power made by the Constitution that contains 
the general welfare language. A minimum rate order forbidding 
a railroad to charge as low a rate as covers the cost of the 
service and leaves a reasonable profit, it is believed, would be 
attacked by the railroads as depriving them of property without 
due process of law, by undertaking to forbid the use of their 
property to bring in a revenue that would pay costs and leave 
a reasonable profit. It might be alleged’ that such an order 
also violated other parts of the Constitution but making one 
such allegation stand up in court, it might be suggested, would 
be enough to kill such an order. 

A suggestion has also been made that possibly the Commis- 
sion could frame an order so as to make it impossible for trucks 
to undertake long haul traffic not yielding an adequate return. 
But, with regard to such an order, the trucker might ask where 
the Commission got its warrant therefor. 





Time was, in the late 90’s and 
early nineteen hundreds, when 
Washington, in a presidential year, 
was almost a deserted village. A 
religious-like calm prevailed. Po- 
litical managers never have cared 
to conduct their fights from Washington. New York and Chi- 
cago have been headquarters. 

A generation ago Washington in a presidential year prac- 
tically dried up as a source of news. The Washington corre- 
spondents went out into the campaign. Few of them had 
assistants. Therefore, to all intents and purposes, their offices 
were closed. It was not at all infrequent to find the corre- 
spondent of some newspaper in the deep south, whose editor 
did not send him campaigning, representing eight or ten news- 
papers, ad interim, to answer questions from the home offices 
of correspondents who were out in the fight. 

Things are different now. Nearly every newspaper has two 
or more men in its Washington bureau. Every chain of news- 
papers has a Washington bureau of two or more men. The chief 
correspondent may be “out on the road” writing about the 
political fight, but the members of the staff remaining in 
Washington continue to dig up stories that vie with the political 
talks from the campaign front. The government “public rela- 
tions” and “information service’ men remain in Washington. 
So, unless the order from the home office is to “cut it to the 
bone, and then some,” the stream of Washington material con- 
tinues without much diminution. 


A Presidential Year 
Fairly Lively in 
Washington These Days 





As the not far away fiftieth an- 
niversary of the Commission comes 
nearer, one thing, it is believed, is not 
to be gainsaid. It stands alongside the 
Supreme Court of the United States in 
the affections of the people. It has 
never tooted its own horn. Its decisions, in the language of the 
courts, “speak for themselves.” 

Preparations for a celebration of its semi-centennial are 
now going on among practitioners before it. Whether that 
celebration will be as of February 4, when the act to regulate 
commerce was passed, or March 31, when the Commission was 
organized, or April 1, when it began functioning, has not been 
determined. Commissioner Meyer, as the veteran of the Com- 
mission, is expected to fhake a historical address reviewing the 
work of the body of which he has been a member for 25 years. 

The Commission has never been investigated in a hostile 
or other manner, though President Theodore Roosevelt once sent 
Department of Justice men to seize the office and records of Ed- 
ward A. Moseley, its secretary, in an investigation to determine 
whether Mr. Moseley had used labérers of the Commission for 
his own benefit. There was never anything formal about it and 
nothing ever came of the matter. Secretary Moseley resumed 
his tasks after the flurry. The Commission also is notable for 
its success in obtaining money from Congress without material 
cut of its estimates, which for many years have been prepared 
by Secretary McGinty and presented by him to the committees 
of Congress. The Commission, of course, took a percentage 
cut in the early years of the depression. 

The Commission’s first annual report, a book of 240 pages, 
was made to “Hon. Lucius Q. C. Lamar, Secretary of the In- 
terior,” the statute of its creation providing for submission of 
its report to the cabinet officer. The first members of the 
Commission, the name of which was preceded by the title 
“Hon.” were Thomas M. Cooley, of Michigan, the noted law 
writer; William R. Morrison, of Illinois, known in politics as 
“Horizontal Bill” on account of a percentage tariff reduction 
bill introduced by him; Augustus Schoonmaker, of New York; 
Aldace F. Walker, of Vermont, and Walter L. Bragg, of Ala- 
bama. The first 43 pages of the report consisted of a statement 


Future of the Com- 
mission Never More 
Assured Than Now 
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and discussion of the new statute; from page 43 to 53, fifty- 
eight fourth section applications were abstracted, No. 1 being 
that of the Pittsburgh and Lake Erie; pages 54 to 63 consisted 
of statements, petitions, memorials and arguments presented 
in support of applications for relief, 698 papers in all being 
listed. 


The first fourth section petition was withdrawn and merged 
with one submitted by the New York Central and the Lake 
Shore and Michigan Southern. The first decision was rendered 
June 15, 1887, Chairman Cooley writing a long report, on the 
application of the L. and N. for fourth section relief. No order 
was made in that case. In that first year 103 formal complaints 
were filed, 30 heard and decided. When the report came out 
the rest were in various stages of handling, withdrawn, or held 
in suspension. 

The first formal complaint was that of W. M. Holbrook 
et al. vs. St. Paul, Minneapolis and Manitoba, filed April 18. 
It was dismissed, the Commiss‘on holding that nothing was 
presented calling for an order by it.—A. E. H. 





POLITICAL BLAH 
(Continued from page 786) 

increase in passenger revenue of 13.7 per cent, as com- 
pared with the corresponding period in 1935. As has 
been pointed out, no one will ever know, however, what 
the percentage increase would have been had'‘the higher 
fares remained in effect. It is interesting to note, how- 
ever, that, in the southern and western districts, where 
reduced fares had been in effect before June 1, the per- 
centage increases in passenger revenue were 22.3 per 
cent and 22.9 per cent, respectively, over the 1935 
period. For the country as a whole the percentage in- 
crease for the three months ended with August was 
17.5 per cent over the 1935 period. 


For the eight months ended with August, class I 
railroads for the country as a whole had an increase in 
passenger revenue of 14.7 per cent over the correspond- 
ing 1935 period. By districts the percentage increases 
were: Eastern, 11.4; Southern, 17.8; Western, 20.3. 


Through the President’s assertion about the gov- 
ernment making the railroads cut rates and make 
money can have no application, as has been pointed out, 
to freight rates, there having been no general reduc- 
tion in these rates, yet the railroads, due to increased 
volume of traffic, have been taking in more money. 


For the eight months ended with August, class I 
railroads had 17.8 per cent more freight revenue than 
they had for the corresponding period of 1935. By 
districts the increases were: Eastern, 16.6; Southern, 
15.8; Western, 20.1. 


In the eastern district the freight revenue increase 
of 16.1 per cent exceeded the passenger revenue in- 
crease of 11.4 per cent. This district is referred to 
especially because passenger fare reductions were not 
made effective there until June 1, while in the other 
districts reduced fares had been in effect prior to June 1. 

For the five months ended with May, class I rail- 
roads had an increase in freight revenue of 14.9 per 
cent as compared with the corresponding period last 
year. By districts the increases were: Eastern, 13.9; 
Southern, 13.8; Western, 16.6. 

Taking the three months ended with August, the 
increase in freight revenue for the country as a whole 
was 22.5 per cent over the corresponding period last 
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year. By districts the increases were: Eastern, 21.1; 
Southern, 19.3; Western, 25.2. 

For each period considered—eight months ended 
August 31, five months ended May 31, and three 
months ended August 31—the percentage increases in 
freight revenues compared with the corresponding 
periods last year exceeded the percentage increases in 
passenger revenues. Thus, for the eight months, the 
freight increase was 17.8 and the passenger, 14.7; for 
the five months, 14.9 for freight and 12.7 for passenger: 
for the three months, 22.5 for freight and 17.5 for 
passenger. 

If the Roosevelt intimation that, the Commission 
has been working with the administration is to be ac- 
cepted and the administration policy was to cut rates, 
it appears that the Commission did not coordinate its 
activities with those of the administration so far as 
freight rates were concerned. It has, of course, refused 
permission to the railroads to make permanent the 
charges authorized in Ex Parte No. 115, and those 
charges wiil terminate, under the Commission’s deci- 
sion, December 31. The Commission is confronted with 
the present effort of the railroads to retain as much as 
possible of the revenue accruing from the charges in- 
volved in Ex Parte No. 115. The President, however, 
was talking about the railroads having been forced to 
cut their rates and make money thereby. It is par- 
ticularly unfortunate, at a time when the Commission 
must pass on the question of allowing the railroads to 
keep certain rates up, that the President saw fit to 
discuss transportation rates in the way he did. 


SOUTHERN GRAIN RATES 


The Commission has denied petitions of southerm grain 
interests for discontinuance or indefinite postponement of pro- 
ceedings in No. 17000, part 7-A, grain and grain products in 
southern territory. In connection with an announcement to 
that effect Secretary McGinty gave notice that there would be 
a conference of parties interested in that proceeding before Ex- 
aminers Mackley and Hall at the Sherman Hotel, Chicago, IIl., 
November 10, at 10 o’clock a. m. The conference, according to 
the notice, is for the purpose of a general discussion of the 
issues, procedure and assignment for hearing, with a view to 
the convenience of the parties and to the expedition of the 
hearings. The date for the initial hearing has been set for 
December 2 unless changed as a result of the conference. The 
place of the initial hearing will also be determined at the con- 
ference said the notice issued by Secretary McGinty. 

This notice pertains to I. and S. No. 4208, grain to, from and 
between southern territory and the formal docket cases joined 
with the cases already mentioned, as follows: 


No. 15026, Oklahoma Millers’ League vs. Alabama & Mis- 
sissippi et al.; No. 15082, Capital Grain & Feed Co. vs. Illinois 
Central et al.; No. 15292, Traffic Bureau of Nashville vs. L. & N. 
et al.; No. 15944, Florence Chamber of Commerce vs. Same; No. 
16029, Florence Chamber of Commerce vs. Illinois Central et al.; 
No. 19849, American Grain & Hay Co. et al. vs. L. & N. et al.; 
No. 20252, Mississippi Railroad Commission et al. vs. A. & R. 
et al.; No. 20963, Muscle Shoals Grain Dealers’ Association VS. 
A. T. & S. F. et al.; No. 23360, New Orleans Joint Traffic 
Bureau vs. A. & R. et al.; No. 24368, Rea-Patterson Milling Co. 
vs. Missouri Pacific et al.; No. 26345, Tex-O-Kan Flour Mills 
Co. vs. A. & S. et al.; No. 26965, Farmers’ National Grain Cor- 
poration et al. vs. A. G. S. et al.; No. 27226, New Orleans Joint 
Traffic Bureau vs. A. & R. et al.; No. 24718, Traffic Associa- 
tion of the South Atlantic Ports et al. vs. A. & R. et al.; fourth 
section applications Nos. 16151 and 16253, grain and grain 
products between points in southern territory and to points im 
southeastern and Carolina territories; fourth section applica- 
tion No. 13079, grain rates to Memphis, Tenn.; and fourth sec 
tion application No. 13081, grain rates to Mississippi Valley 
points. 
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Decisions of Interstate Commerce Commission 


eee 


RATES ON COAL 


HE Commission, in No. 26849, Utah Coal Operators’ Asso- 

ciation vs. Arkansas Valley Interurban et al., and a sub 
number thereunder, Chesterfield Coal Company vs. Same, has 
ordered a revision of rates on coal from the Castle Gate Dis- 
trict and Thompson, Utah, and from the Bowie Somerset Dis- 
trict, Colo., to destinations in Nebraska, Kansas, Missouri, Iowa, 
and South Dakota, not later than December 24, for the removal 
of undue preference for the Walsenburg district. The rates 
were found unduly prejudicial to the extent that they might 
exceed from Castle Gate more than $1.25 to destinations in 
Nebraska, Iowa, and South Dakota and to destinations in 
Kansas and Missouri, $1.50. The carriers are also to remove 
undue prejudice to Thompson and the Bowie Somerset dis- 
trict by making rates not more than $1 higher than from 
Walsenburg to Kansas and Missouri and 75 cents higher to 
destinations of Nebraska, Iowa, and South Dakota. 

Rates from the Castle Gate district and Thompson to 
destinations in Colorado east of and including Colorado com- 
mon points have also been found unreasonable. 


UTAH-WYOMING COAL 


With Commissioners Aitchison, Eastman and McManamy 
not participating in the disposition of the case, the Commission 
in No. 26822, Utah Coal Operators’ Association vs. A. T. & 
§. F. et al., has ordered a change in the relationship of rates 
on bituminous coal from the Castle Gate district in Utah from 
the southern Wyoming mines to the Pacific northwest, effective 
not later than December 24. Chairman Mahaffie and Commis- 
sioner Miller dissented in part: 

In disposing of the case the Commission said it found 
that the assailed rates from mines in Utah in the Castle Gate 
district, and from mines in southern Wyoming in the Rock 
Springs and Kemmerer districts, to McCammon, Ida., and to 
destinations located north and northwest thereof, in Idaho, 
Montana, Oregon and Washington, were and for the future 
would be unduly prejudicial to mine operators in the Castle 
Gate district, and unduly preferential of operators in the Rock 
Springs and Kemmerer districts, Wyo., to the extent that the 
rates from the Castle Gate group exceed or may exceed those 
from the Rock Springs and Kémmerer districts by more than 
30 cents a net ton. 

A further finding was that the assailed rate on lump coal, 
from mines in the Rock Springs and Kemmerer districts to 
Boise, Caldwell, and Nampa, Ida., was and for the future would 
be unreasonable to the extent it exceeded or might exceed by 
more than 25 cents a ton the rate on lump coal prescribed for 





application from the same origins to Mountain Home, Ida. It - 


said that the assailed rates had not been shown to be otherwise 
unlawful. 


By complaint filed in December, 1934, the report said, it 
was alleged that the rates on bituminous coal from mines in 
the Castle Gate district, from mines in southern Wyoming in 
the Rock Springs and Kemmerer groups, called the southern 
Wyoming mines, and from mines near Hanna, Wyo., to des- 
tinations in Idaho, Montana, Oregon, Washington, California 
and Nevada, were unreasonable, prejudicial to producers in the 
Castle Gate district, and preferential of operators of the Wyom- 
ing mines. The grouping of the Rock Springs and Kemmerer 
mines for rate making purposes, the report said, was also 
assailed as prejudicial to complainant’s members and prefer- 
ential of operators of southern Wyoming mines. The Com- 
mission said no coal was shipped from the Hanna mines to the 
destinations involved. 

Commissioner Miller, dissenting in part, said that he did 
agree that the record here justified a reduction in the present 
differential of 40 cents, Castle Gate district mines over rates 

m southern Wyoming mines, on coal to the northwest. The 
40 cent differential, he said, was prescribed by the Commis- 
sion on further hearing in Western Coal Rates, 89 I. C. C. 666, 
after a thorough consideration of the record therein, which 
showed that the operating conditions affecting transportation 
from the Castle Gate district mines were much more difficult 
than pertained to the transportation from southern Wyoming 
mines, which, he said, involved no unusual conditions. For 
Many years, he said, the Castle Gate district had shipped, and 
how shipped, much more coal to the northwest than had, or did, 





the southern Wyoming mines. Chairman Mahaffie concurred 


in that expression. 


COMMISSION REPORTS 


Pine Lumber 


No. 24981, Biles-Coleman Lumber Co. vs. C. & N. W. et al. 
By the Commission. On rehearing, finding in 209 I. C. C. 471, 
that the carload rates, pine lumber, special-cut stock, Omak, 
Wash., to Brooklyn, N. Y., and Burlington, Ia., were inap- 
plicable, affirmed. Finding that the applicable rates, $1.76 to 
Brooklyn and $1.285 to Burlington were not unreasonable re- 
versed. New finding is that the rates were unreasonable to 
the extent they exceeded the contemporaneous rates on lumber 
or 88 cents to Brooklyn, and 66 cents through Laurel, Mnt., 
and 70 cent through Minnesota Transfer, Minn., to Burlington. 
Reparation of $883.26, with interest, awarded. Carriers au- 
thorized to waive collection of outstanding undercharges on a 
shipment from Omak through Minnesota Transfer to Burling- 
ton. 





Glass 


I. and S. No. 4174, glass from Okmulgee, Okla., to Kansas 
and Missouri. By the Commission. On further hearing findings 
in prior report, 215 I. C. C. 240, that the proposed reduced rates, 
Okmulgee, Okla., rough rolled glass, in straight carloads, and 
in mixed carloads with window glass, to destinations in Kansas 
and Missouri, to East St. Louis, Ill., and to Memphis, Tenn., 
had been justified as to straight carloads but not as to mixed 
carloads, affirmed. Second supplemental order suspending the 
schedules filed in purported compliance with the prior findings, 
vacated and the proceeding discontinued. Commissioner East- 
man noted a dissent. 


Cabbage Reparation 


No. 24223, Carolina Shippers’ Association, Inc., et al. vs. 
A. C. L. et al. By the Commission. On further hearing, amounts 
of reparation due certain complainants under findings in the 
former report, 201 I. C. C. 65, that the rates, cabbage, carloads, 
prior to July 14, 1928, from points in Texas to destinations in 
North Carolina were unreasonable, determined and ordered to 
be paid not later than December 24. The amounts found due 
total $3,336.74 to which interest is to be added. Commissioner 
Aitchison noted a concurrence in the result. 


Aluminum Articles 


No. 27206, Enterprise Aluminum Co. vs. Ann Arbor et al. 
By division 3. Dismissed. Rates, aluminum articles, carloads, 
Massillon, O., to New York, N. Y., and Boston, Mass., and in 
less than carloads and carloads to St. Louis, Mo., not shown 
to be unreasonable or unduly prejudicial and preferential. The 
report said that class rates applied from Massillon, O., and 
Manitowoc, Wis., prior to 1935 but that in that year lower com- 
modity rates were established from Manitowoc. Refusal of the 
carriers to make corresjfonding reductions from Massillon, the 
report said, resulted in this complaint. 


Hog Reparation 


No. 22378, Romeo Stores Co. et al. vs. Union Pacific et al., 
and No. 25908, D. S. Keefe et al. vs, A. T. & S. F. et al. By the 
Commission. On further hearing awards of reparation totaling 
$5,706.87 determined to be due to parties under previous find- 
ings in Romeo Stores Co. vs. Union Pacific. 179 I. C. C. 503, 
185 I. C. C. 1, 194 I. C. C. 621, 203 I. C. C. 414, 210 I. C. C. 513, 
and 211 I. C. C. 679; and American Packing & Provision Co. vs. 
C. & N. W., 191 I. C. C. 75. The parties found to be entitled to 
reparation were the Maywood Equity Exchange; D. S. Keefe, 
Earl La Grange, and Roland La Grange, trading as Keefe & 
La Grange; and J. C. Snavely and David Rodine, trading as 
Rodine Brothers. Commissioners Aitchison and Splawn noted a 
concurrence in the result. Reparation is to be paid not later 
than December 24. 

Coal 


No. 26317, Carolina Cotton & Woolen Mills Co. et al. vs. 
C. & O. et al., originally decided with other proceedings in 
A. S. Nowlin & Co. vs. Chesapeake & Ohio, 213 I. C. C. 101. By 
the Commission. On reconsideration findings in former report, 
213 I. C. C. 101, that rates, bituminous coal, mines in Kentucky, 
West Virginia, and Virginia to Draper, Spray and Leaksville, 
N. C., were unreasonable prior to August 24, 1934, affirmed. 
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The affirmation extends also to an award of reparation. Chair- 
man Mahaffie dissented from the award of reparation and 
Commissioner Lee noted a dissent. 


Scrap Leather 


No. 26648, National Utilization Corporation vs. Erie et al. 
By the Commission. On further hearing the Commission re- 
verses the finding in the prior report, 210 I. C. C. 366, that the 
authorized emergency charge on scrap leather, carloads, Endi- 
cott and Johnson City, N. Y., to Norfolk, Va., have not been 
shown to have been unreasonable. The new finding is that the 
line haul charges were unreasonable to the extent that the 
emergency charges exceeded those which would have accrued 
at 1 cent a 100 pounds. An emergency charge of 2 cents was 
imposed on 220 carloads delivered between January 8 and 
November 22, 1932. Reparation has been awarded. Chairman 
Mahaffie noted a dissent. 


Commutation Fare 


No. 27373, George W. Bristol vs. Central of New Jersey. 
By division 3. Dismissed. Commutation fare, $13.35 for 60 
trips between New York, N. Y., and Atlantic Highlands, N. J., 
not unreasonable or unjustly discriminatory. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 11307, Minneapolis, St. Paul 
& Sault Ste. Marie Railway Company abandonment, permitting aban- 
donment by the Minneapolis, St. Paul & Sault Ste. Marie Railroad 
Company of a line of railroad in Barron and Washburn counties, Wis., 
approved. 

Report and order in F. D. No. 11366, Minneapolis & St. Louis 
Railroad Company receivers’ certificates, granting authority to issue 
$1,008,000 of receivers’ certificates to renew or extend matured and 
maturing certificates of like principal amount, approved. 

Report and order in F. D. No. 11360, Kanawha Central Railway 
Company note, granting authority (a) to issue a promissory note for 
$16,202.23 to refund a matured note of like amount, and (b) to pledge, 
as collateral security for the note, $16,000 of 20-year 6-per cent secured 
notes, approved. 

Report and order in F. D. No. 11337, St. Lawrence & Adirondack 
Railway Company lease, approving and authorizing lease by the New 
York Central Railroad Company of the railroad properties and fran- 
chises of the St. Lawrence & Adirondack Railway Company, approved. 

Report and certificate in F. D. No. 11355, Blissfield Railroad Com- 
pany abandonment, permitting abandonment, as to interstate and 
foreign commerce, by the Blissfield Railroad Company of its entire line 
of railroad in Lenawee county, Mich., approved. 


Report and order in F. D. No. 11375, Chicago & Eastern Illinois 
Railway Company trustee’s equipment-trust certificates, granting au- 
thority to assume obligation and liability in respect of not exceeding 
$1,080,000 of the Chicago & Eastern Illinois Railway Company equip- 
ment-trust certificates, series C, to be issued by the First National 
Bank of Chicago, as trustee, and delivered at par to the General 
American Transportation Corporation, as vendor, in connection with 
the procurement of certain equipment, approved. 

Supplemental report and order in F. D. No. 10409, Chicago Great 
Western Railroad Company equipment-trust certificates, modifying 
order of May 14, 1934, so as to permit $960,000 Great Western Railroad 
equipment-trust certificates, series B, to be amended by eliminating 
therefrom the applicant’s right of redemption, approved. 


Report and certificate in F. D. No. 11250, Moosic Mountain & 
Carbondale Railroad Company et al., abandonment, permitting aban- 
donment by the Moosic Mountain & Carbondale Railroad Company 
of a line of railroad in Lackawanna county, Pa., and abandonment 
of operation thereof by the Erie Railroad Company, approved. 


FINANCE APPLICATIONS 


Finance No. 11385. Lehigh Valley applies for authority to pledge 
and repledge as security for short term indebtedness, $11,400,000 prin- 
cipal amount of its general consolidated mortgage 5 per cent bonds. 
The carrier proposes to pledge the bonds with the Equitable Trust Co. 
of New York is security for the payment of a note of $4,000,000. The 
loan was negotiated in September with a view to taking care of bank 
loans from J. P. Morgan & Co. and the First National Bank of the 
City of New York on various dates on and after November 14, 1931. 
By reason of the increased market value of the company’s general con- 
solidated mortgage 5 per cent bonds the applicant says it has been 
able to obtain $4,000,000 from the Equitable Trust Co. at the interest 
of 2.5 per cent, and, for such part of the loan as may be repaid 
within six months at a rate of 1.5 per cent. The loan from Morgan & 
Co. was $3,000,000 and from the First National $2,000,000. At various 
times in that period of need for short term loans the company was 
authorized to pledge $13,400,000 of its general mortgage 5 per cent 
bonds in one instance, and $1,000,000 4.5 per cent bonds for the loans 
which have been reduced to $4,000,000. 

Finance No. 11386. Pennsylvania Railroad Co. asks authority to 
abandon that part of its Sewickley branch extending about 1.5 miles 
beyond the Bessemer branch junction to the village of Trauger, Pa. 
The branch was built to serve coal and coke operations. The applica- 
tion says the last industrial operation was at the Hecla No. 2 mine 
— H. C. Frick Coke Co., which was worked out and abandoned in 
1925. 

MC-F 126. Short Way Lines, Inc., Toledo, O., asks authority to pur- 
chase part of the properties of the Central Coach Lines, the latter op- 
erating between Fort Wayne, Ind., and Lansing, Mich., for $3,000. 
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MC-F 127. Joint application of Stanley L. Wasie, St. Paul, Minn, 
doing business as Merchants Motor Freight Co., Merchants Motor 
Freight, Inc., an Iowa corporation, and Merchants Motor Freight, Inc., 
a Minnesota corporation, for authority to consolidate into Merchants 
Motor Freight, Inc., a Minnesota corporation. 

MC-F 128. Consolidated Motor Lines, Inc., Hartford, Conn., asks 
authority to buy certain of the properties of Simpson Transportation 
Lines, Inc. Among the terms of the purchase is an agreement that for 
ten years the purchased line will not engage or otherwise compete in 
any manner in the transportation business with the consolidated line: 
that for five years the purchaser may use the terms ‘Simpson Divi- 
sion’’ or ‘‘Simpson’s’’ or any other designation or variation of the com- 
pany’s corporate name, and that Earl E. Simpson and Wendell E. Simp- 
son shall be employed for five years, the compensation to Earl EF, 
Simpson to be $8,000 a year and to Wendell E. Simpson, $5,000 a year, 

MC-F 129. Southern Pacific Transport Co., Houston, Tex., con- 
trolled by stock ownership by the Southern Pacific Company, asks 
authority to purchase certificate and equipment of Sanders Motor 
Freight Line for $4,000. 

MC-F 130. Greyhound Corporation, Chicago, IIl., asks authority 
to issue up to $1,953,030 par value of 5% per cent preference stock 
for the purpose of paying a stock dividend on its common stock, with 
dividends cumulative from the date of issue. The proposed issue js 
to be a dividend on common stock at the rate of 75 cents a share 
after a heretofore authorized split-up of stock has become effective. 
The applicant estimated that if it did not distribute surplus in this 
or some other way it would be liable for a surtax of from $280,000 
7 — based on its net earnings in 1936, under the revenue act 
o : 

MC-F 131. Greyhound Corporation, Chicago, Ill., asks authority 
to acquire control of Pacific Greyhound Corporation by the purchase, 
from Automotive Investments, Inc., of 56,000 shares of common stock 
of the Pacific Greyhound Corporation by delivering in payment there- 
for 11,200 shares of the common stock of the Greyhound Corporation 
to be newly issued, and 11,200 shares of $3.50 dividend convertible 
preferred stock of the Pacific Greyhound Corporation with the right 
to cumulative dividends from July 1, 1935. 

MC-F 132. Missouri Pacific Transportation Co., St. Louis, asks 
authority to purchase three units of equipment and permits of the 
Dardanelle Transfer Co., a bus line operating between Paris, Ark., 
and Dardanelle, Ark., between Dardanelle, Ark., and Russellville, Ark., 
and between Russellville, Ark., and Morrilton, Ark., for $6,500. 

MC-F 133. United Transports, Inc., Oklahoma City, asks authority 
to purchase property of Guy Gauntt Transport Co., Inc., and Guy 
Gauntt, individually, Oklahoma City, used in the transportation of 
automobile tires, for $14,000. The agreement between the parties 
provides that the sellers will engage in the transportation of auto- 
mobils for hire, or automobile convoy business for a term of four years 
from the date of their contract. 


LOANS TO RAILROADS 

By a third supplemental report in Finance No. 9180, New 
York Central Railroad Co. reconstruction loan, embracing 
also Finance Nos. 9465, 9696 and 9870, the Commission, by 
division 4, has modified previous reports and certificates so as 
to permit the release of a portion of the collateral pledged by 
the New York Central for RFC loans, the indebtedness of 
the carrier to the RFC having been reduced to $9,478,737.45 
from a total of $27,499,000. 

The Commission, by division 4, in Finance No. 10642, Le- 
high Valley Railroad Co. reconstruction loan, Nos. 9308 and 
9664, of the same title, on supplemental application, has made 
provisions for the release of collateral by the RFC on the 
payment of $3,000,000 on account of loans by the Lehigh Valley 
on November 1. All collateral other than $6,000,000 of Lehigh 
Valley 5 per cent general consolidated mortgage bonds; $4,- 
000,000 of Lehigh-Buffalo Terminal Railway Corporation, 4% 
per cent first mortgage bonds; $1,000,000 of Lehigh Valley 
Coal Co., 6 per cent secured notes, and $2,910,150 of Coxe 
Brothers & Co., Inc., capital stock will be released by the RFC 
under terms of this supplemental report. 

At present the Lehigh Valley has loans totaling $8,500,000 
from the RFC. It proposes to make a payment on account of 
$3,000,000 November 1. 


CONSOLIDATION OF RAILROADS 


James M. Kurn and John G. Lonsdale, trustee of the St. 
Louis-San Francisco; the Atchison, Topeka & Santa Fe, and the 
Gulf, Colorado & Santa Fe have asked the Commission, in No. 
12964, consolidation of the railway properties of the United 
States into a limited number of systems, to amend its consolida- 
tion plan so as to transfer the Forth Worth & Rio Grande from 
System No. 19, Rock Island-Frisco, to System No. 17, Santa Fe. 
They have asked that on account of the application in Finance 
No. 11344, wherein the approval and authorization of the Com- 
mission are sought for the sale of the securities of the Fort 
Worth & Rio Grande to the A. T. & S. F. concurrently with 
the sale of certain of its properties to the St. Louis, San 
Francisco & Texas, a Frisco system line, and the leasing of the 
remaining properties to the Gulf, Colorado & Santa Fe, a 
Santa Fe system property. They say that if the application is 
approved and authorized the result will be to transfer the line 
of the Forth Worth & Rio Grande, except terminals at Fort 
Worth, to the Santa Fe system. 
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Proposed Reports in L C. C. Cases 





KEESHIN MOTOR ACQUISITION 


N a recommended report in MC F-11, Keeshin Motor Ex- 

press Co., Inc. (Illinois), and National Freight Lines, Inc., pur- 
chase of property, certificates and permits of Charles T. Durand, 
doing business as National Transfer and Storage Co.; and 
Keeshin Transcontinental Freight Lines, Inc., acquisition of 
control of National Freight Lines, Inc., Joseph G. Cooper, 
assistant chief of the section of finance of the Commission’s 
Bureau of Motor Carriers, has proposed that the Commission 
approve and authorize the purchase proposed by the National 
Freight Lines, Inc., and the acquisition proposed by the Keeshin 
Transcontinental Freight Lines, Inc. 

The Keeshin Motor Express Co., Inc., an Illinois corpora- 
tion, sought authority to purchase the property, certificates 
and permits of Charles T. Durand, doing business as National 
Transfer and Storage Co., and to transfer the property, cer- 
tificates and permits so acquired to National Freight Lines, Inc. 
By the same application Keeshin Transcontinental Freight 
Lines, Inc., sought authority to acquire control of National 
Freight by purchase of its capital stock. 

While the Burlington, Chicago & North Western, Milwau- 
kee, Illinois Central and various motor interests intervened in 
the case opposition was shown only, according to the report, 
by the H. & W. Motor Express Co. of Dubuque, Ia. None of- 
fered testimony in favor of the transactions, said the report. 
The H. & W., Mr. Cooper said, opposed the application on the 
ground that approval would authorize the establishment of 
additional through routes between certain points at present 
adequately served by it. In this respect, says the report, it 
should be noted that the operations of Keeshin (Illinois) and 
Durand at present constitute a through route between the 
points to which reference had been made and, therefore, the 
question raised by the H. & W. Motor Express Co. is not based 
on foundation in fact. 

Applications for certificates under the grandfather clause 
of the motor carrier act have been filed by the applicants. 
The outstanding stock of Keeshin (Illinois), 3,600 shares, is 
owned by Keeshin Transcontinental. National Freight is an 
Iowa corporation with 1,000 shares of $100 shares par of com- 
mon stock, of which 500 shares have been issued and are owned 
by Keeshin (Illinois). 

The purpose of the application as stated by counsel for the 
applicants, was to vest title to all the Durand property in 
National Freight and to place control of the latter in Keeshin 
Transcontinental. The consideration for the Durand property 
is $45,000 cash, and includes all assets except real estate at 
—. Ia., and two trucks purchased since the sale 

ate. 

Durand, according to the report, has rendered valuable 
and efficient service in the territory covered by his operations 
but has been pressed by lack of adequate capital. The report 
said that in the event of approval of the purchase and acquisi- 
tion, Durand’s operation would become part of a well-estab- 
lished, well-managed stable and financially sound system of 
motor carriers and that it was claimed that approval would 
react to the benefit of the public. Representatives of various 
shipping concerns testified, said the report, that the services of 
both Keeshin companies were reliable and dependable. Another 
incentive offered in justification of the proposal, the report 
said, was the Keeshin arrangement with various railroads for 
so-called motor-rail-motor service recently inaugurated. 


NU-CAR CARRIERS, INC., CONTROL 


_ Saying that it was obvious that the applicant still con- 
tinued in effective control and management of Nu-Car Carriers, 
Inc., in violation of section 213(b)(1), Examiner Frank A. 
Clifford, in MC-F 45, Lester J. Lishon acquisition of control 
of Nu-Car Carriers, Inc., has recommended that the Commis- 
sion approve and authorize acquisition of control by stock pur- 
chase. (See Traffic World, October 17). 

“However,” the examiner adds, “the evidence impresses 
that the violation was, so far as the unauthorized acquisition 
on October 24, 1935, is concerned, not the result of repre- 
hensible conduct, or an endeavor to wilfully flaunt the law. 
Considering the date of the approval of the act, the date of 
the transaction described, and other circumstances detailed, 
there is not reason to doubt his good faith in the premises. 
However, applicant’s continued domination of the affairs and 


management of Nu-Car, and notwithstanding his having filed 
the instant application, is properly subject to censure. In 
view of the extenuating circumstances of this particular case, 
it is recommended that the Commission take no steps to in- 
voke the punitive provisions of the statute. It should not 
hesitate to do so in subsequent cases, if, as, and when the facts 
appear to justify such action.” 

Lishon, according to the report, is the owner of all but 
two shares of the stock of University Overland Express, Inc., 
hence the question as to the legality of his acquisition of control 
of Nu-Car Carriers, Inc., after the passage of the motor carrier 
act, forbidding acquisition or continuance of control or man- 
agement of a motor carrier by another such carrier without 
approval of the Commission. 

Lishon’s University Overland Express, Inc., transports 
cars for the Ford Motor Co. in truckaway equipment from the 
Somerville, Mass., plant. According to the report the Ford 
people were dissatisfied with similar service performed from 
the Chester, Pa., plant by Nu-Car Forwarding Co. so they 
asked Lishon to undertake that service. Through a new cor- 
poration he bought the property and assets of the forwarding 
company for $75,692. He explained that he put his property 
into two companies with the idea of having one company for 
each of his sons. According to the examiner Lishon learned of 
his amenability to the new law, in a.chance conference in 
January, 1936, with a representative of the Commission’s Bu- 
reau of Motor Carriers. Thereupon he sold the stock to one 
of his sons. 

In this application he sought to repurchase that stock. 
That divestiture of control, the examiner said, could scarcely 
be regarded as “other than a mere paper transaction, and, as 
such, not cognizable by the statute. He said that the Commis- 
sion should say, on that point, “it is the view of the Commis- 
sion that applicant, for all practical purposes, has had com- 
plete and continuous control of both carriers from October 24, 
1935, to the present time.” 

Speaking of the predecessor of the Lishon company, the 
examiner said the testimony amply demonstrated, “that the 
forwarding company was not being operated as it should and 
that its management took no steps whatever to place it upon 
a more stable basis.” He added that the desirability of con- 
trol of the successor corporation by applicant, “from the stand- 
point of public benefit, is incontrovertible.” 


PROPOSED REPORTS 
Red Oil Reparation 


No. 27378, A. Gross & Co. vs. Baltimore & Ohio et al. By 
Examiner E. L. Glenn. Rates charged, red oil, in drums, car- 
loads, and in tank cars, Newark, N. J., to Chicago, Ill., Fox 
Point, R. I., Ivorydale, O., and Rome, N. Y., twenty-five ship- 
ments made between June 13, 1929, and June 20, 1933, proposed 
to be found to have been unreasonable, to Chicago, Fox Point 
and Rome to the extent they exceeded by more than 10 per 
cent the present prescribed rates, and to Ivorydale to the extent 
they exceeded by more than 10 per cent the present prescribed 
rates thereto, plus an additional 10 per cent for account of 
movement over circuitous routes in excess of 15 per cent of the 
short line route. Reparation of $390.63, with interest, proposed. 
Rates on red oil were prescribed by the Commission, according 
to the examiner, in Cottonseed, Its Products, and Related 
Articles, 188 I. C. C. 605 and 203 I. C. C. 177. The basis for 
reparation on account of the oil rates found unreasonable therein 
was prescribed in Armour & Co. vs. A. T. & S. F., 201 I. C. C. 393 
and 206 I. C. C. 325, according to the examiner. 


Natural Asphalt Rock 


No. 27372, New Mexico Construction Co., Inc., vs. A. T. & 
S. F. et al. By Examiner Leland F. James. Dismissal pro- 
posed. Rates, asphalt rock, natural or coated not to exceed 5 
per cent of road oil, crushed or ground, Hawks, N. M., to Flor- 
ence and Salida, Colo., not shown to be unreasonable. 


Cotton 


Fourth section application No. 15302, cotton to Texas and 
Louisiana ports, and No. 15639, as amended. By Examiner J. 
Edgar Smith. Examiner recommends that the applicants be 
authorized to establish and maintain rates over all routes, 
cotton (other than absorbent, carded or dyed), in bales, car- 
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loads, from Memphis, Tenn., Natchez and Vicksburg, Miss., 
and points in Arkansas, Kansas, Louisiana, Oklahoma, Texas 
and southern Missouri, to Beaumont, Corpus Christi, Galves- 
ton, Houston, Orange, Port Arthur, and Texas City, Tex., Lake 
Charles and New Orleans, La., on the bases prescribed or ap- 
proved in Cotton from and to Points in Southwest and Memphis, 
208 I. C. C. 677, without observing the aggregate-of-inter- 
mediate part of section 4. The recommendation is for per- 
manent relief, temporary relief being authorized by fourth 
supplemental fourth section order No. 11385. The examiner said 
the rates under consideration were for individual or group dis- 
stances, based on distance scales adopted for the purpose of 
recovering traffic which had been captured from the railroads 
by motor trucks and barges. He said the rates comprising these 
scales reflected the competitive influence of truck and barge or 
barge competition to New Orleans and of truck competition 
throughout the territory. The examiner said the authority 
should be granted provided that the relief should not apply from 
West Memphis, Ark., to Lake Charles, La., in excess of the 
sum of the rates to and from Alexandria, La., or in situations 
possessing circumstances similar to those between West Mem- 
phis and Alexandria. The examiner said reasons for the main- 
tenance of the same rate to Alexandria as to New Orleans had 
not been explained. He said he did not consider that the record 
showed sufficient justification for the relief sought in the rate 
from West Memphis to Lake Charles or in situations possessing 
similar circumstances. 


PROPOSED MOTOR REPORTS 


MC 19437, application of John C. Burns for extension of 
operations. By joint board No. 106, Hugh White of Alabama 
and W. H. Turner of Tennessee. Board recommends grant of 
authority to the applicant, doing business as Burns Transporta- 
tion Co., Sheffield, Ala., to operate as a common carrier of 
passengers, baggage of passengers, mail, light express, and 
newspapers between Florence, Ala., and Savannah, Tenn., and 
the transportation by him of special or chartered parties be- 
tween Florence or Sheffield and points in northern Alabama or 
southern Tennessee. 

MC 50433, application of Godfrey Frank Wootton, doing 
business as Shore Transportation Co. By Examiner A. J. 
Sullivan. Examiner recommends authority to applicant to op- 
erate as a common carrier of art objects over irregular routes 
between Atlantic City, N. J., New York, N. Y., and Philadelphia, 
Pa., and between those points and points in various states and 
the District of Columbia. The examiner said there was no 
evidence to show convenience and necessity required the service 
of the applicant as to transportation of household goods or 
convention merchandise, the applicant’s transportation being 
largely confined to the hauling of art objects. 

MC 50056, application of Gene Ainsworth. By joint board 
19, Ernest & Blincoe of Kansas and Robert Powell of Nebraska. 
Board recommends denial of the application for a permit au- 
thorizing operation as contract carrier of liquid petroleum 
products from El Dorado, Wichita, and McPherson, Kan., to 
Humphrey, Neb., and vicinity, without prejudice. The applicant 
at the hearing asked dismissal of his application for the reason 
that the transportation performed by him was in connection 
with his own business as a retail dealer of petroleum products 
and that he did not desire to transport for the public. The 
board recommended denial without prejudice because of failure 
of the applicant to offer proof to support his application. 

BMC 40971, applications of Marion Campbell. By joinf 
board No. 85, Joseph S. Snow of Utah and M. J. Foley of Wyom- 
ing. Board recommends authority to the applicant to continue 
operation as a common carrier of commodities generally be- 
tween Manila, Utah, and Rock Springs, Wyo., and between Lin- 
— Utah, and Salt Lake City, Utah, by way of Evanston, 

yo. 

MC 33548, application of Star Cartage Co., as common car- 
rier. By Examiner William A. Maidens. Examiner recommends 
certificate authorizing applicant to continue as a common carrier 
of commodities generally over specified and irregular routes 
between points in Ohio, West Virginia and Pennsylvania, and 
of household goods and related articles over irregular routes 
between points in New York, North Carolina, New Jersey, 
Michigan, Maryland, Illinois, Delaware, Kentucky, Indiana, 
District of Columbia, Virginia, Massachusetts and Vermont. 
The examiner recommended denial of a certificate as a com- 
mon carrier over irregular routes between points in South 
Carolina, Georgia and Florida on the ground that he was not 
in bona fide operation on June 1, 1935, as to those irregular 
routes. 

MC F-40, merger in McCloud River Railroad Co. of Mc- 
Cloud Transportation Co. By Grover L. Swink, assistant chief, 
section of finance, Bureau of Motor Carriers. Recommended 
that the Commission authorize the merger of the properties 
and operating rights of McCloud Transportation Co., in McCloud 
River Railroad Co. for ownership, management, and/or opera- 
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tion. The transportation company was organized by the rail- 
road company to provide passenger service because the pas- 
senger business along its railroad in Siskiyou County, Calif., 
did not warrant the operation of trains. 

MC 72139, application of Arthur C. Barwood for extension 
of operations. By joint board No. 70, composed of Frank J. 
McArdle of Maine. Board recommends permit authorizing 
extension of operations by applicant as a contract carrier so 
as to transport motion picture films and accessories, including 
advertising matter, between Lewiston and Rumford, Me., by 
way of Augusta, Skowhegan, and Wilton, Me. 

MC 50130, application of Continental Transportation Co. 
By joint board No. 27, Charles F. Schaber of Ohio and P. 
Stephen Stahlnecker, Pennsylvania. Board recommends per- 
mit authorizing operation as a contract carrier of steel con- 
tainers between Cleveland, O., and points in Pennsylvania over 
a specified route. Operation by applicant as a carrier between 
Cleveland and Portsmouth, O., proposed to be found to be in 
intrastate commerce, and not subject to the jurisdiction of the 
Commission. 

MC 50310, application of Harry L. Gladding. By joint 
board No. 108, H. Lester Hooker, Virginia. Recommended that 
a permit be granted authorizing operation as a contract carrier 
of commodities generally, between Chincoteague, Va., and Le- 
cato, Va., over Virginia Highway 175, under contract with the 
Pennsylvania Railroad Co., which favored grant of the appli- 
cation. 

MC 50139, application of D. H. Belknap. By joint board 
63, Harold E. West of Maryland, H. Lester Hooker, of Virginia 
and James P. Tierney of West Virginia. Board recommends 
issuance of a permit authorizing operation as a contract car- 
rier in the transportation of oils and greases, over irregular 
routes from Curtis Bay, Md., to Sutton, W. Va. 

MC 50043, application of White Top Bus Line. By joint 
board No. 37, D. C. Moore of Kentucky and Harry L. Good- 
bread of Ohio. Board recommends denial of a certificate au- 
thorizing operation as a carrier of passengers between Ports- 
mouth, O., and Fullerton, Ky., the board saying that grant of 
the application would result merely in more service of the 
character that is now offered by the existing lines, with a 
minor exception. 


TRAINLOAD OIL RATES 


A proposal to establish a rate of 7 cents on crude petroleum 
when shipped in lots of fifty carloads or more on one day, on 
one bill of lading to one consignee has been drawn to the atten- 
tion of the Commission by protests asking for the suspension 
of an item in Dodge's I. C. C. No. 1780-J of Supplement No. 27, 
dated to be effective October 31. 

The Continental Oil Co., Ponca City, Okla., calling atten- 
tion to the fact that the Commission, on many occasions, has 
consistently refused to sanction or approve trainload rates lower 
than single carload rates, asserts that if this rate is permitted 
to go into effect, trainload rates will spread, “revolutionizing 
the present system of rate making, demoralizing the various 
rate structures, materially reducing carriers’ revenues, and 
adversely affecting various shippers.” . 

The proposed rate is to apply on export and coastwise 
traffic in tank cars from stations on the Kansas City Southern, 
Ravanna, Ark., to Shreveport, La., to stations on the Louisiana 
& Arkansas and the Yazoo & Mississippi Valley, North Baton 
Rouge to Good Hope, La., via routes Nos. 77 and 89. It would 
displace a rate of 8.8 cents when the oil moved in lots of 50 
cars or more. The Continental protest alleges that the 8.8 
cent rate is an extremely low one considering ‘the hauls in- 
volved, 274 miles via one route and 363 miles via another. _ 

“We see no need for any reduction in this already: low 
rate, but, in any event, if reduction: to 7 cents is approved,” 
says the Continental, “it should not be with the provision that 
shipments be tendered in fifty-car lots. In other words, there 
should be no lower rate for trainloads than for single carloads.” 

The Mid-Continent Petroleum Corporation, Tulsa, Okla.. 
also asking for suspension, says that the rate, even if profit- 
able to carriers, would lead to a complete disruption of the 
petroleum rate structures throughout a large territory, and, in 
consonance with previous decisions of the Commission, must 
therefore be held to be unreasonable. The company says that 
in the marketing and distribution of petroleum products it has 
to and does meet the competition of other refiners and mar- 
keters, including those located at points in Louisiana named in 
the tariff and that in the preponderance of instances shipments 
made by it move in single tank car lots. 

“Consequently,” says the request for suspension, “the 
granting of special low and subnormal rates on the movement 
of crude petroleum oil moving in train lots of fifty or more 
cars . . . will result in the establishment and application of 
rates and charges for rail transportation that will be unduly 
preferential and prejudicial in violation of the act to regulate 
commerce.” 
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October 24, 1936 


Rail Rate Change Proposal 


Class I Railroads Ask I. C. C. to Modify Outstanding 
' . Rate Orders to Permit Filing of Tariffs Car- 
rying Revised Rates and Charges— 
Approval Not Now Sought 


A petition asking the Commission to clear the way for 
the filing of tariffs giving effect to the railroads’ plan for 
retaining a substantial part of the revenue now accruing from 
the charges authorized in Ex Parte No. 115, but which expire 
December 31 under the decision of the Commission in that 
proceeding was filed by attorneys for Class I railroads October 
22. (See also page 820.) 

The carriers specifically ask that the Commission modify 
outstanding orders to enable them lawfully to publish and file 
the tariffs carrying the proposed rates and charges, and that 
appropriate fourth section relief be granted which will permit 
the publication of the rates and charges. 

“Petitioners are not herein seeking approval by the Com- 
mission of the rates and charges, or any of them, which will be 
contained in the above described tariffs,’ said the petition. 
“The relief sought will merely enable petitioners to publish and 
file the tariffs, and the rates and charges contained therein 
will be subject to protest and suspension. 

“If the relief here requested should be denied, your peti- 
tioners would be deprived of the opportunity to establish rates 
which might otherwise become effective without suspension 
and deprived of an opportunity of a hearing on the merits 
with respect to rates which might be suspended.” 

The railroads said they were confronted with a situation 
which demanded that they take immediate steps to prevent a 
substantial decrease in their revenues. For the first eight 
months this year, they said, the net income of the petitioners 
was approximately $16,400,000. In the same period the emer- 
gency charges authorized in Emergency Freight Charges, 1935, 
208 I. C. C. 4, 215 I. C. C. 439, said the petition, produced 
revenue to the Class I railroads of $77,000,000. 


“Without the emergency charges,” continued the petition, 
“which will expire December 31, 1936, in the absence of further 
order by this Commission, Class I railroads would have failed 
to earn by approximately $60,600,000 their fixed charges for 
the first eight months of 1936.” 


After referring to the decisions of the Commission orig- 
inally authorizing the emergency charges and permitting their 
continuation with exceptions and modifications until December 
31, the carriers, referring to the supplemental report of June 
9, 1936, said: . 


In this report, the Commission stated that the railroads should 
bear in mind that the emergency charges could not be regarded as a 
permanent remedy and that the railroads should, among other things, 
undertake a revision of the rate structure to meet changed conditions. 
However, the Commission stated further that petitioners were not 
debarred from attempting to translate any of the emergency charges 
into permanent rates by filing tariffs subject to suspension. There- 
after on July 27, 1936, Class I railroads filed a petition with the 
Commission for modification of outstanding orders and for other 
relief to enable them to publish and file subject to suspension, tariffs 
translating the emergency charges then in effect into permanent rates. 
This petition was denied by the Commission on the 30th day of July, 
1936. 


The carriers said that in an effort to bring about a revi- 
sion of the rate structure to meet present day conditions and 
to avoid the enormous decrease in railway revenues which 
would otherwise follow the expiration of the emergency 
charges, their traffic officials had undertaken an intensive ex- 
amination and study of the entire rate structure for the purpose 
of bringing about such reasonable changes in rates as would, 
in their judgment, after thorough analysis of all attendant 
circumstances, offset in part the revenue losses whch will result 
from the elimination of the emergency charges. In making 
this study of the rate structure the netitioners said they had 
had the benefit of actual experience under the emergency 
charges and added: 


While the aforesaid study has not been entirely completed, your 
petitioners are now in a position to propose a large number of changes 
in the base rates and charges on particular kinds of traffic, such pro- 
posed changes being shown in Exhibit 2, attached hereto. 

In some instances the proposed rates involve increases in existing 
rates, including emergency charges. In some instances, the proposed 
rates are the same as existing rates, including emergency charges. In 
many instances, the proposed rates are less than existing rates, in- 
cluding emergency charges, and in some instances less than existing 
base rates. For example, it is proposed to reduce existing class rates 


The Traffic World 


to the level of the present base rates, with the exception of fifth and 
sixth class rates in official territory, which will be somewhat higher 
than present base rates. Again, with respect to the classification rat- 
ings on articles in less than carloads or any-quantity, rated not less 
than third class in Official, Southern, Western, and Illinois classifica- 
tions, it is proposed, with few exceptions, to make them uniform on the 
basis of the lowest rating in any one of the classifications. This will 
result in more than 1,800 reductions in ratings, and less than 40 in- 
creases. It will also constitute an important forward step in the sim- 
plification of tariffs. 

The proposed changes, in the aggregate, will result in a lower level 
of rates than the level of existing rates, including emergency charges. 

Petitioners desire to file tariffs carrying the aforesaid proposed 
changes in rates and charges, but find themselves unable lawfully to do 
so without the modification of certain outstanding orders of the Com- 
mission shown in Exhibit 3 attached hereto. 

Manifestly, it would be impracticable to file separate petitions in 
each of the hundreds of cases where orders are outstanding. To do so 
would result in unnecessary, if not insuperable, procedural difficulties. 
Furthermore, a comprehensive rate revision is proposed, and it could 
not be brought fairly before the Commission and to the attention of 
the interested parties by a great number of separate petitions. 

Certain of the proposed rates would be in contravention of the pro- 
visions of the fourth section and petitioners could not lawfully apply 
them without appropriate relief from this Commission of the character 
ordinarily granted as in incident to changes in rate levels. 

At the outset of this petition, attention was called to the financial 
results of the operation of Class I railroads during the first eight 
months of 1936, and to the revenues produced by the emergency charges 
during that period. For the purpose of making a more comprehensive 
showing of the financial condition of Class I railroads, we are attach- 
ing hereto Exhibits 4 and 5. 

Exhibit 4 relates to the year ending August 31, 1936, the last full 
year for which figures are available. This exhibit shows the revenue 
resulting from emergency charges, the net railway operating income, 
the net income, the rate of return on property investment, and the 
rate of return on Ex Parte 74 value, brought down to date. It will be 
seen that the actual net income was approximately $96,400,000, and 
that without the revenue of approximately $115,000,000 attributable to 
the emergency charges, there would have ‘been a deficit of approxi- 
mately $18,600,000 in the net income. A large number of important rail- 
road companies which were able to earn their fixed charges during the 
twelve-month period ending August 31, 1936, would have failed to do 
so and would have incurred heavy deficits if they had been deprived 
of the revenues resulting from the emergency charges. It will also be 
seen that the actual rate of return on property investment was only 2.32 
per cent and that without the revenue resulting from the emergency 
charges the rate of return would have been only 1.88 per cent. Al- 
though the volume of traffic during the past year has shown an im- 
provement as compared with the years immediately preceding, it is self- 
evident that the railroads, in the absence of a revision of base rates, 
are not in a position to withstand the loss of revenue which would re- 
sult from the elimination of the emergency charges. Even with the pro- 
posed rates, the railroads will still be in dire need of additional rev- 
enues which are to be obtained, if at all, only in the event of a very 
substantial increase in the present volume of traffic. 

Exhibit 5 shows the total property investment, the Ex Parte 74 
value, brought down to date, the net railway operating income, the rate 
of return on property investment, the rate of return on Ex Parte 74 
value, brought down to date, and the net income for each calendar 
year 1925 to 1935, for the eight-month period ending August 31, 1936, 
and for the average year in the five-year period 1925-1929. From this 
exhibit, it appears that although the rate of return on property invest- 
ment for the first eight months in 1936 of 2.3 per cent (which would 
have been only 1.8 per cent in the absence of emergency charges) is 
more favorable than the corresponding figure during the depth of the 
depression, it compares very unfavorably with the rate of return of 
4.67 per cent for the average year in the five year period 1925-1929. It 
also appears that the net income for the eight-month period of ap- 
proximately $16,400,000 (which would have been a deficit of approxi- 
mately $60,600,000 in {he absence of emergency charges) is to be com- 
pared with an average annual net income of $773,283,114.00 for the 
period 1925-1929. 

During the year 1935 railroad companies having an aggregate mile- 
age of more than 121,000 miles, constituting 50.89 per cent of the total 
Class I railroad mileage in the United States, failed to earn their fixed 
charges by $167,377,000; and if the emergency charges (which were es- 
tablished April 18, 1935) had not, been in effect, railroad companies 
having an aggregate mileage of more than 155,200 miles, constituting 
65.24 per cent of the total Class I railroad mileage in the United States, 
would have failed to earn their fixed charges by $199,858,000. 

Further light is thrown upon the financial condition of the railroads 
by the fact that companies having aggregate mileage of more than 70,- 
000 miles, constituting 28 per cent of the total railroad mileage in the 
United States, are now in the hands of trustees or receivers. 

The emergency charges were authorized by this Commission upon 
a showing by your petitioners that operating expenses, on the basis of 
1935 business, had increased by some $260,006,000 as a result of increased 
unit labor costs and increased unit prices of materials and supplies. 
The unit costs of railway labor are now the same as at the time of the 
previous showing, and the unit prices of materials and supplies are 
slightly higher. The increased operating costs, due to these increased 
unit costs and prices, on the basis of 1936 business, will be more than 


Detailed Rate Proposals 
Exhibit No. 2, captioned, “commodities on which increases 


are provided in this exhibit,” is a printed document of 77 pages, 
setting forth in detail the proposals summaried and submitted 
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to representatives of the National Industrial Traffic League 
and others. (See Traffic World, October 3, p. 611.) It is in 
tariff form, without, however, the item numbers that would 
be shown in a tariff. It is in three columns. The first column 
is headed “commodity,” the second is “column ratings,” and 
the third is “commodity rates increase.” The first page of it, 
for illustration, in the first item shows the commodity to be 
“canned goods.” The column rating is shown as carrying a 
2 cent increase. The commodity rates increase is shown to 
be 10 per cent with 2 cents as the maximum. 

Further to illustrate the matter it may be set forth that 
in the summary of proposals given to representatives of the 
National Industrial Traffic League and other shipper representa- 
tives all that is there shown about fresh meats; fresh salted 
meats; packing house products; and meats, cooked, N. O. I. 
B. N.; is the equivalent of one typewrtiten page. In the printed 
exhibit No. 2 the details occupy the equivalent of a page and 
a half set in tariff type. The printed material relating to the 
foods mentioned also refer to appendices that give further in- 
formation, the information being so arranged as to indicate 
to the habitual tariff reader where, in the printed tariffs the 
carriers desire to file, he will find the material in which he is 
interested, without having to assume from the summary that 
the carriers are not proposing, in the tariffs they desire to 
file, to depart from the customary arrangement of the rates, 
descriptions and other form matters. 

Exhibit No. 3, a printed document of 76 pages, lists the 
cases, the outstanding orde?’s inewhich the railroads desire the 
Commission to modify so that they may file their tariffs and 
have such relief from the provisions of section 4, as may be 
necessary for them to have in the event they are permitted to 
file the tariffs. 

The exhibit is a four column affair, showing the docket 
number, the citation by Interstate Commerce Commission re- 
port volume and page numbers, the title and the commodity 
covered by the case the rate on which the petitioners desire 
to increase. There are between 900 and 1,000 cases, the orders 
in which require the carriers to maintain the rates prescribed 
therein “until the further order” of the Commission. 

Exhibit 2, containing a general statement of proposed 
changes in freight rates and charges, follows: 

1. Rates Involved 

Unless otherwise specifically provided, the changes specified in this 
exhibit will apply on traffic all-rail or partly by rail and partly by 
water, viz., domestic, proportional, export, import, coastwise and inter- 
coastal traffic, also on international traffic between the United States, 
on the one hand, and Canada or Mexico, on the other hand. 

Note—The changes set forth in this exhibit do not involve Inter- 
mountain or Pacific Coast rates. Transcontinental rate changes are set 
forth in section XIV. 

il. Arbitraries, Differentials, Etc. 

Unless otherwise provided in -this exhibit, arbitraries or differen- 
tials, where shown as such and where published separately in tariffs, 
to be added to, or deducted from, basic road haul rates, or to be added 
to or deducted from rates on another commodity, are not to be changed. 

Where arbitraries or differentials (such as the Texas differentials) 
have been added to the road haul basic rates, and are published in tar- 
iffs as one unit rates, the changes provided herein are to be applied 
to the total rate. 

Commodity rates applicable between North Atlantic ports, on the 
one hand, and Official and Western territories, on the other hand, are 
to refiect the established differential port relationships. 

Revised rates between Gulf and South Atlantic ports on the one 
hand, and Official and Western territories on the other hand, are to re- 
flect the established port relationships with rates to or from the North 
Atlantic ports. 

Recognized differentials below rates of so-called standard lines, 
maintained by so-called differential rail, water, or part rail and part 
water lines operating between the same points of origin and destina- 
tion, are to be preserved. 


lil. Unification of Classification Ratings 


The classification ratings on articles in less carloads or any quan- 
tity, rated not less than third class in the Official, Southern, Western 
or Illinois Classifications are to be made uniform, on the basis of the 
lowest rating on these articles in any of the classifications named, 
except in a few instances, where conditions justify, the proposed 
unifictaion will obtained by an increase in the rating in one or more 
of the classifications. This will result in more than eighteen hundred 
reductions in ratings and less than forty increases. 


IV. Revised Rates Not to Exceed Class Rates 


With respect to increases provided in this exhibit, the revised rates 
are in no case to exceed the class rates, unless otherwise provided. 


V. Class Rates 


No increases are to be made in class rates as such, except that 
in Official and in Illinois Classification territories and between Official 
Classification territory and Western territory where the rates are 
governed by the Official Classification, the following changes are 
to be made: 

Fifth class to be revised from 35 per cent to 37% per cent of 
first class. 
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Sixth class to be revised from 27% per cent to 30 per cent of 
first class. 


Vi. Carload Rates 


Except as provided in paragraph III, supra, the changes set 
forth in this exhibit relate to carload rates and ratings only. 


Vil. Commodity Descriptions 


Present commodity descriptions are not to be disturbed and in- 
creases provided on the predominant article in the item will control 
the measure of the increase for the entire item. When an incresae 
is specified on any individual article which is included in a commodity 
description with other articles and would in consequence be _ sub- 
ject to a different increase, the increase specified on the individual 
article will be applied only when the article is covered by a special 
item or is subject to a different rating or rate. For example—different 
Increases are provided on canned goods and vinegar. Where vinegar 
is included in the canned goods description the increase provided on 
canned goods will apply, but where vinegar is covered by a special 
item or different rating, the increase specified on vinegar will apply. 

When an increase is not specifically provided for a given com- 
modity, but that commodity is included in a general description on 
which an increase is provided, the increase provided for the gen- 


eral description will apply on that commodity when published sep- 
arately. 


Vill. Truck or Water Competitive Commodity Rates Not Now Subject 
to Emergency Charges 


Except as otherwise provided in this exhibit commodity rates, not 
class or column rates, issued to meet truck or water competition and 
so indicated in tariffs, where not now subject to an emergency charge, 
are not to be increased as part of this proposal. Wherever an increase 
is contemplated in such truck or water competitive rates, this exhibit 
indicates that increases are to be made in ‘‘Compelled Rates.’’ 


1X. Ratings Having Restricted Territorial Application 


Where in a limited rate terirtory column ratings apply with a re- 
stricted application that are different from those shown in this 
exhibit for the major rate territory, said column ratings shall be 
increased the same number of percentage points (or the same num- 
ber of cents where a flat increase is proposed) as is shown in this 
exhibit for the major rate territory, unless otherwise specifically pro- 
vided for in this exhibit. 


X. Rates From, to and Within Illinois Freight Association Territory 


The following will govern changes in rates from, to and within 
Illinois Freight Association territory. 

(a) Where rates or rating at present from, to and within Illinois 
Freight Association territory are the same as those in Official territory, 
the changes provided in this exhibit with respect to rates in Official 
territory will also apply for Illinois Freight Association territory. 

(b) Where rates or ratngs at present from, to and within Illinois 
Freight Association territory are the same as those in Western Trunk 
Line territory, the changes provided in this exhibit with respect to 
rates in Western Trunk Line territory will also apply for Illinois 
Freight Association territory. 

(c) Where column rates in Illinois Freight Association territory ae 
on their own bases, i. e., not the same as either the Official territory 
or Western Trunk Line territory basis, the increases to be applied 
within Illinois Freight Association territory are to be as specifically 
provided for that territory in this exhibit. Where no specific instruc- 
tions are contained herein, commodity rates in Illinois Freight As- 
sociation territory will be increased the same as commodity rates in 
Central Freight Association or Western Trunk Line territories. 

(d) Where rates or ratings at the present time between points 
in the south, on the one hand, and St. Louis, Mo., and group and 
intermediate points between St. Louis and the Ohio River on the 
Illinois Central R. R., L. & N. R. R., M. & O. R. R., the Southern 
Ry., in C. F. A. and I. F. A. territories, on the other, are on the 
same basis as applicable between points in the south, the action pro- 
posed with respect to rates within the south will also apply’ in 
revision of rates between points in the south, on the one hand, and 
St. Louis group and intermediate points between St. Louis and the 
Ohio River on the I. C. R. R., L. & N. R. R., M. & O. R. R. and 
Southern Ry., in C. F. A. and I. F. A. territories, on the other 


X1. Commodity Rates Between the South and Western Trunk Line 
Territory 


Where not otherwise specified in this exhibit, the action pro- 
posed in this exhibit with respect to commodity rates between the 
south and Official territory will also apply in revision of commodity 
rates between the south and Western Trunk Line terirtory. 


X11. Disposition of Fractions 


In determining rates resulting from a percentage increase provided 
in this exhibit, fractions are to be disposed of as follows: 

(a) Class rates or column rates are to end in whole cents, dis- 
posing of fractions by dropping .49 and under, and making .50 and 
over the next whole cent. 

(b) Commodity rates in cents per 100 pounds. In disposing of 
fractions .24 and under are to be dropped, .25 to .74, inclusive, made 
one-half cent, and .75 and over the next whole cent. 

(c) Commodity rates in cents per ton (or in dollars and cents per 
ton) are to end in whole cents by dropping .49 and under and making 
.50 and over the next whole cent 
(ad) Commodity rates per unit other than weight are to end in 
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whole cents by dropping .49 and under and making .50 and over the 
next whole cent. 


League Acts on Emergency Rates 


The executive committee of the National Industrial Traffic 
League at a meeting at the Palmer House, Chicago, October 
20, accepted the proposal of the railroads that an exception 
to the practice of the public docketing of rate change proposals 
be made in the case of the proposed rate increases to be made 
to supersede the emergency charges which expire December 31 
of this year (see Traffic World Oct. 3, p. 611). The proposal 
was accepted by the league committee reluctantly. In a state- 
ment issued after the meeting attention was called to the fact 
that the docketing plan had been in effect since 1920 and that 
it had always worked successfully. The statement said the 
plan had curtailed litigation and that the abandonment of it 
in this case might well result in delay in making the proposed 
rates effective, exactly the opposite from the result the rail- 
roads hoped to attain by eliminating docketing. The league’s 
agreement to the proposal was made subject to the understand- 
ing that the docketing agreement be not impaired. The state- 
ment issued by the league’s committee was as follows: 

In reply to the carriers’ request that they be relieved temporarily 
of the agreement to docket for public hearing before publication of 
tariffs making certain changes in rates, which agreement has been in 
effect since 1920, The National Industrial Traffic League wishes to call 
attention to the fact that the present plan of docketing for hearing pro- 
posed rate changes, adopted with the Commission’s hearty sanction and 
approval, was designed to avoid litigation and suspensions by full de- 
velopment of the facts before the tariffs were published. This plan has 
been quite successful, and has undoubtedly facilitated proper rate 
changes and curtailed the amount of litigation before the Commission, 
and promoted the mutual interests of both carriers and shippers. 

While the carriers have declared that an emergency exists which 
makes it impossible to docket such proposed changes before the tariffs 
are published, we are by no means certain that the contemplated action 
will not produce exactly the reverse of what the carriers are striving 
for and that in the ultimate the hope for advancement of the effective 
dates will actually result in delay. 

In view of the carriers’ representation that they are confronted 
with an emergency in the compilation and publication of tariffs in- 
tended to cover certain proposed changes in rates, and without approv- 
ing those proposed changes or the manner of making them, the execu- 
tive committee accepts the carriers’ proposition that they will furnish 
the league advance information concerning all proposed changes in 
rates in lieu of public docketing and hearing, so that the league may 
furnish such information to its members; but that in no case does the 
league agree to the continuation of such relief from our mutual agree- 
ment after January 1, 1937, and that after that date it is understood 
that the railroads will return to the practice of giving public notice and 
hearings before publication in tariff form, and provided further, that 
this relief is without prejudice to any action that the league has taken 
or may take hereafter. 


PETITIONS FOR REHEARING, ETC. 

No. 20769, charges for protective service to perishable freight. 
Wilson & Co., Inc., Cudahy Packing Co., Swift & Co., and Armour 
& Co., ask for modification of the Commission’s order of September 
29, vacating and setting aside its previous order of June 2 and re- 
opening and assigning the proceeding for further hearing. The case 
has been reopened. (See Traffic World, October 10, page 671.) 

No. 20039, National Mortar & Supply Co. vs. Ann Arbor et al. 
Defendants ask for reopening, consolidation and rehearing with Docket 
No, 27472, National Mortar & Supply Co. vs. Pennsylvania et al. 

BMC No. 50085, application of Martin Beckel and John Ziebel, 
doing business as Beckel & Ziebel, for permit authorizing operation 
as a contract carrier in the transportation of certain commodities in 
interstate commerce between Herington, Kan., and Kansas City, Mo. 
The Atchison, Topeka & Santa Fe, Missouri Pacific, and the Chicago, 
Rock Island & Pacific Railway Co. have filed a motion asking the 
Commission to dismiss the application of Martin Beckel and John 
Ziebel alleging that the record contained no evidence of contracts 
which applicants had covering operations in the past and no evidence 
of contracts applying to future operations, and without evidence of 
such contracts it is impossible for the Interstate Commerce Commis- 
sion or for the joint board to say whether or not the proposed opera- 
tion will be consistent with the public interest. , 

No. 21665 and Sub. No. 1, North Carolina Corporation Commission 
vs. A. C. & Y. et al.; No. 21373 and Sub. No. 1, Commonwealth of 
Kentucky et al. vs. A. & W. et al.; No. 26488, East Tennessee Border 
Traffic Association vs. A. C. & Y. et al.; and No. 7865, Chamber of 
Commerce of Johnson City vs. Southern et al. Defendants ask for 
modification of orders. 

Ex Parte No. 104, part 11, Louisiana Development Co. terminal 
allowances. Louisiana Development asks the Commission to vacate 
and set aside the fifty-eighth supplemental report and order and to 
grant a rehearing so far as they relate directly or indirectly to peti- 
tioner. 

No. 11672, Mason City Brick & Tile Co. vs. Director General 
as agent A. T. & S. F. et al. E. B. Boyd, agent and attorney for 
carriers’ defendants in this proceeding, in a supplemental petition, 
asks the Commission to modify its findings and order to the extent 
necessary to also establish emergency charges on brick and articles 
taking same rates from points in Iowa to destinations in Minnesota 
on like basis contemplated from points in Iowa to points in Nebraska. 
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1. and S. No. 4187, grain from Mobile and New Orleans transited 
in the south. Mobile - Chamber of Commerce asks for further stay of 
the order and to reopen the matter for rehearing, at least so far as 
transit at Rome, Ga., is concerned. 

No. 12887, National Veneer & Panel Association et al. vs. A. & R. 
et al. L. E. Kipp, agent and attorney for transcontinental carriers 
participating in joint rates on lumber and related articles from Pa- 
cific coast origins to eastern destinations ask for modification of the 
Commission’s order (81 I. C. C. 227 and 195 I. C..C. 411) to permit 
the establishment and maintenance of a rate of 78 cents a 100 pounds 
eastbound on lumber (cedar, fir, hemlock, larch, pine, redwood, spruce 
or tamarack), the product of saw and planing mill plants not further 
advanced in manufacture than by sawing, resawing, and passing length- 
wise through a standard planing machine, crosscut to length, and end- 
matched, as more specifically described in Item 2800 of petitioners’ 
I. Cc. C. No. 1382, and Item 1400 of I. C. C. No. 1371, without a cor- 
responding reduction in the rates on veneers and built up woods 
from and to the same points. 

No, 26224, The Lane Co. vs. Virginian, embracing also two sub- 
numbers thereunder, Same vs. Same, and Same vs. Same. Complain- 
ant asks for reopening, reconsideration by and oral argument before 
the entire Commission. The proceeding deals with the rates on coal 
in carloads from mines on the Virginian Railway to Altavista, Va. 

No. 27179, S. A. Gerrard Co. et al. vs. A. C. & Y. E. B. Boyd 
and E. Morris, agents and attorneys for carriers defendants, involving 
rates on certain kinds of melons, carloads, from Colorado to eastern 
destinations, ask that the Commission postpone the effective date of 
their order entered July 27 for an additional period of 120 days beyond 
the present effective date of December 9. 

No. 26983, Newnan Cotton Mills vs. Atlanta & West Point et al. 
Defendants ask that the effective date of the order in this proceeding 
be postponed so as to become effective on February 8, 1937. 


COMMISSION ORDERS 


No. 26558, Midland Electric Coal Corporation vs. C. & N. W. et 
al.; No. 26711, Northern ‘Illinois Coal Corporation vs. Alton et al.; 
No. 26677, Bell & Zoller Coal Co. et al. vs. A. T. & S. F. et al.; No. 
26585, United Electric Coal Co. et al. vs. C. B. & Q. et al.; No. 26719, 
Fifth and Ninth Districts Coal Traffic Bureau vs. A. & E. et al.; and 
No. 26685, Illinois Coal Traffic Bureau vs. Same. Proceeding reopened 
for further hearing on all issues except the one of undue prejudice 
or preference and unjust descrimination against interstate commerce 
under section 13 in respect of the Iowa intrastate rates. Effective 
date of the order of May 11 entered in these proceedings, as subse- 
quently modified, indefinitely postponed. 

No. 21020, Traffic Bureau, Davenport Chamber of Commerce et al. 
vs. A. & E. et al. Proceeding reopened for further hearing only so 
far as it concerns the rates on bituminous coal from Alpha, Ill., to 
Iowa destinations beyond Davenport, Ia. 

1. and S. No. 4215, pebble lime from Bellefonte, Pa., to Phoenix, 
N. J. Petition of respondents for vacation of the suspension, denied. 

No. 25980, Idaho Grimm Alfalfa Seed Growers’ Association vs. A. 
& R. et al., and a sub-number thereunder, H. L. Hammond et al. vs. 
Same. Commission corrects its order of October 5 which showed a 
modified effective date of May 17, 1937, in error. Effective date should 
read ‘‘December 17, 1936.’’ 

1. and S. No. 4166, harness leather from Chattanooga, Tenn., to 
Canton, Pa. Petition of respondents, official territory lines, for re- 
consideration by and argument before the entire Commission, denied. 

No. 19501, John Arko et al. vs. A. T. & S. F. et al. Petition of 
complainants for further consideration, denied. 

No. 22137, Eastern Tanners’ Glue Co. vs. Southern et al. Order 
of December 27, 1930, modified by eliminating from the second order- 
ing paragraph thereof the word ‘‘Kingsport.’’ 

No. 23279, Joseph Denunzio Fruit Co. et al. vs. A. T. & S. F. et al., 
and two sub-numbers thereunder, Trautman & Squeri et al. vs. Same 
and Glas Bloom Co. et al. vs. Asherton & Gulf et al. Petition of 
defendants for reopening and/or reconsideration, vacation of all find- 
ings and orders, andefor rehearing as to the reasonableness and other- 
wise lawfulness of the rates on onions, carloads, denied. 

No. 24731, Hanna Manufacturing Co. vs. A. C. L. et al. Petition 
of complainant for oral argument and reconsideration, denied. 

No. 25084, Kansas City Pump Co. et al. vs. Alton and No. 25189, 
Kansas City Gas Co. vs. A. G. S. et al. Petition of complainant for 
rehearing, denied. 

No. 25100, Alabama Grocery+Co. of Huntsville, Ala., et al. vs. 
A. T. & S. F. et al., and No. 25665, A. Z. Bailey Grocery Co., Inc., vs. 
Cc. B. & Q. et al. Order of April 6, 1936, reopening the above entitled 
proceedings for further hearing as to rates for the future, rescinded. 

No. 26006, Tri-State Packers’ Association, Inc., et al. vs. Penn- 
sylvania et al., and No. 26767, Same vs. Same. Complainants’ joint 
petition for reconsideration denied. 

No. 26652, Dawson Brothers Distributing Co. et al. vs. Alton et al. 
Petition of complainants for reopening and/or rehearing and/or recon- 
sideration and/or modification of the order denied. 

No. 26660, Shelt Co., Inc., vs. B. & O. et al. Complainants petition 
for reconsideration and rehearing, or the benefit of argument, denied. 

No. 26682, Traffic Bureau, Lynchburg Chamber of Commerce et al. 
vs. L. & N. et al. Proceeding reopened for reconsideration and oral 
argument as to the rate from Cape Girardeau only. 

No. 26702, Merchant Truckmen's Bureau of New York vs. Erie 
et al. At the request of complainant complaint dismissed. 

No. 26807, Fuhrer Ford Milling Co. et al. vs. A. G. S. et al. Com- 
plaint dismissed at the request of complainant. 

No. 26733, Traffic Bureau, Lynchburg Chamber of Commerce vs. 
Southern et al. Petition of complainant for further hearing before 
or reconsideration by and oral argument before the entire Commission, 
denied. 
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No. 26817, Globe Grain & Milling Co. vs. C. B. & Q. et al. Petition 


of defendants for rehearing and reconsideration, denied. 


No. 26878, Long Island Coal Merchants’ Association, Inc., et al. 
vs. Long Island Railroad Co. et al., and a sub-numbe thereunder, 
Queens-Ballaire Coal Co., Inc., et al. vs. Same, and No. 27073, Laurel- 
ton Fuel & Supply Co., Inc., vs. Same. Petition of complainants for 
further hearing and reargument, denied. 

No. 26895, Elgin Butter Tub Co. vs. Ann Arbor et al. Petition 
of complainant for reconsideration, denied. 

No. 26889, Carter Oil Co. vs. St. L.-S. F. et al. Petition of de- 
fendants for reconsideration, denied. 

No. 26928, Atiantic Terra Cotta Co. vs. C. & I. M. et al. Petition 
of defendants for reconsideration, denied. 

No. 26930, M. Fine & Sons Manufacturing Co., Inc., vs. B. & M. 
et al. Petition of complainant for reconsideration, denied. 

No. 27002, John Nix & Co. et al. vs. Railway Express Agency, 
Inc., et al. Petition of complainants for reconsideration and re- 
argument, denied, in view of division 2 reopening the proceeding 
for further hearing at such time and place as the Commission may 
hereafter direct. 

No. 26966, General Dry Batteries, Inc., vs. C. & E. I. et al. Peti- 
tion of complainant for rehearing or further consideration or reargu- 
ment, denied. 

No. 27005, Holly Sugar Corporation vs. Alton et al. Proceeding 
reopened for reconsideration. 

No. 27014, A. Bronstein et al. vs. B. & O. et al. Petition of com- 
plainants for reconsideration, denied. 

No. 27030, Kansas City Ice Co. et al. vs. A. T. & S. F. et al. 
Petition of complainant for reconsideration and reargument or re- 
hearing, denied. 

No. 27061, Holly Sugar Corporation vs. A. T. & S. F. et al. Peti- 
tion of complainant for reargument, reconsideration and reversal of 
the decision, denied. 

No. 27063, Dodge Cork Co., Inc., vs. Pennsylvania et al. Petition 
of complainant for reconsideration by and argument before the whole 
Commission, denied. 

No. 27131, Gentile Bros. Co. vs. C. N. O. & T. P. et al. Petition 
of complainant for reconsideration, denied. 

No. 27166, Clovis Chamber of Commerce vs. A. & S. et al. Pro- 
ceeding dismissed at the request of complainant. 

No. 27179, S. A. Gerrard Co. et al. vs. A. C. & Y. et al. Petition 
of complainant for rehearing, reargument and reconsideration, denied. 

No. 27218, Dorothy C. Black, trading as Bisceglia Brothers, Inc., 
vs. Alton & Southern et al. Motion filed by defendants to dismiss the 
complaint for want of prosecution, overruled. 

No. 27549, Fifth and Ninth Districts Coal Traffic Bureau vs. Alton 
et al. Coal Trade Association of Indiana permitted to intervene. 

No. 27550, Fifth and Ninth Districts Coal Traffic Bureau vs. Alton 
et al. Coal Trade Association of Indiana permitted to intervene. 

No. 23318, Auburn Mills et al. vs. Chicago & Alton et al.; No. 
23851, Beaver Dam Milling Co. et al. vs. Same; No. 23437, Southwest- 
ern Millers’ League et al. vs. A. T. & S. F. et al., and two sub-num- 
bers thereunder, Same vs. Same and Same vs. L. & N. et al.; and 
No. 26704, Larabee Flour Mills Co. vs. A. T. & S. F. et al. Proceed- 
ings reopened for reconsideration and order of May 26 vacated and 
set aside. 

Fourth Section Application Nu. 16383, gasoline and kerosene Nor- 
folk to Suffolk, Va., reopened for reconsideration and assigned for 
oral argument at a time to be hereafter fixed by the Commission. 

Fourth Section Application No. 16246, cement to trunk line ter- 
ritory. Petition filed by agent B. T. Jones for modification of tempo- 
rary fourth section order No. 12278, entered March 23, denied, suffi- 
cient justification not having been shown. 


1. and S. No. 4189, petroleum from California to Arizona and 
Nevada. Petition of Tank Truck Operators Association, Truck Own- 
ers Association of Carolina, and American Trucking Association for 
further consideration and oral argument, denied. 


Fourth Section Application No. 16111, switching at New Orleans, 
La. Petition filed by Texas & New Orleans Railroad Co. for a reopening 
for rehearing or reconsideration and for postponement of the effective 
date of fourth section order No. 12449, denied. 


Fourth Section Application No. 15834, automobiles and chassis 
to Chicago, Ill., 215 I. C. C. 495. Petition of the National Automobile 
Transporters’ Association and Automobile Transporters’ Association of 
Michigan, for vacation of fourth section order No. 12342 and for a 
reopening and reargument of the proceeding, denied. 


No. 26699, class rates within the state of Georgia. Petition of cer- 
tain respondents, the Central of Georgia, Wrightsville & Tennille, 
Seaboard Air Line, Macon, Dublin & Savannah, Atlantic Coast Line, 
Savannah & Atlanta, Georgia & Florida, and Southern Railway Co. 
for modification of findings and order so as to permit them to pub- 
lish a commodity rate on tapioca flour from Savannah, Ga., to Dublin, 
Ga., in lieu of the existing eighth-class rate and that the said eighth 
class rate as such will not be changed, denied. 

1. and S. No. 4173, transit lumber, Pacific coast to eastern des- 
tinations. Proceeding reopened for further hearing to bring the record 
down to date at such times and places as the Commission may here- 
after direct. 


No. 27491, Creamery Packing Manufacturing Co. vs. Alton et al. 
West Kentucky Coal Bureau permitted to intervene. 


No. 26869, Bisbee Linseed Co. vs. B. & O. et al., and four sub- 
numbers thereunder, Same vs. C. & E. I. et al., Same vs. B. & O. 
et al., Same vs. Same and Same vs. Grant Trunk et al., and No. 
26879, Same vs. Central of N. J. et al., and a sub-number thereunder 
Same vs. B. & M. et al. Corrected order states that proceedings are 
to be reopened for reconsideration as to the Philadelphia shipments 
(in issue in No. 26879 and Sub. No. 1. 

No. 27277, Texas Steel Co. vs. M.-K.-T. et al. Motion of complainant 
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to strike certain portions of reply to complainant’s exceptions filed 


by the intervening Texas fabrication overruled. 

No. 26985, Deisel-Wemmer-Gilbert Corporation vs. Pennsylvania. 
Petition of defendant for reconsideration and argument before the 
entire Commission, denied. 

No. 20572, Celotex Co. vs. A. C. & Y. et al.; No. 17544, Same vs. 
Same; and |. and S. No. 3138, chipboard, fibreboard and pulpboard 
from Gulf ports to eastern points. Motion of Celotex Corporation, 
successor to Celotex Co., for reconsideration of order of June 1, deny- 
ing complainant’s petition for reopening, reconsideration, oral argu- 
ment, specific findings, and award of reparation, overruled. 

Fourth Section Application No. 16244, as amended, Leather from 
Middlesborough, Ky., to Chattanooga, Tenn. Petition filed by B. T. 


Jones, agent, for a modification of fourth section order No. 12409, 
denied. 


DROUGHT RELIEF ORDER 

By amendment No. 2 to drought order No. 31, the Com- 
mission, by Commissioner Aitchison, has authorized establish- 
ment of reduced rates on live stock from points in additional 
drought-stricken areas in Montana on the Great Northern and 
the Chicago, Milwaukee, St. Paul & Pacific, to available feed- 
ing lots on the Union Pacific in Montana and Idaho and return- 
ing to points in the stricken areas. 

The Commission, by Commissioner Aitchison, in amend- 
ment No. 5 to drought order No. 32, on petition of the Great 
Northern on its own behalf and on behalf of parties to its 
I. C. C. A-7479 has increased list on which carriers may pub- 
lish reduced freight rates on feed for animals by adding: Feed, 
ground or chopped sweet clover, straw and hay, ground or 
chopped. 

By amendment No. 6 to drought order No. 22, also issued 
by Commissioner Aitchison, the Great Northern and parties 
to its I. C. C. No. A-7479 have been authorized to publish re- 
duced rates on live stock feeds, on the basis of 66% per cent of 
the hay rate, originating at points on the Chicago, Milwaukee, 
St. Paul & Pacific and having its destination at points on other 
carriers embraced in order No. 32, and on traffic destined to 
points on the C. M. St. P. & P. having its origin at points on 
other carriers embraced in that order, without observing the 
provisions of sections 4 and 6, so as to assure quick and eco- 
nomical publication. 


ST. PAUL ABANDONMENT 

The Commission, by division 4, in Finance No. 11091, Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. trustees’ 
abandonment, has authorized that carrier to abandon the part 
of a branch line between Scotland Junction and Tyndall, S. D. 
It has denied in part the application to abandon the part of 
its line between Marion Junction and Freeman, S. D. Train 
service between Marion Junction and Freeman was discon- 
tinued in May, 1935, and the communities between Scotland 
and Freeman were given a tri-weekly service. The segments 
are about 11.2 miles long. The protestants said that the de- 
crease in railroad service to Freeman and Menno, S. D., the 
latter one of the communities greatly interested, was driving 
much traffic to trucks and expressed the fear that if the Free- 
man segment was abandoned the resulting rate increase might 
cause a greater diversion and thereby jeopardize the con- 
tinuance of rail service to those points in the future. The Com- 
mission said the records showed a public need for the Free- 
man segment, and did not clearly show that the applicant had 
given proper consideration to that need. It said the amount 
necessary to restore that segment to operating efficiency was 
not prohibitive. 


CLASS RATE PROTESTS 


An unusual volume of protests has been received by the 
Commission from shipping interests asking suspension of class 
rate revision tariffs filed by Curlett, Jones, Pope and other tariff 
publishing agents in purported compliance with the Commis- 
sion’s decision in No. 21665, North Carolina Corporation Com- 
mission vs. A. C. & Y.; No. 21373, Commonwealth of Kentucky 
et al. vs. Ahnapee & Western et al.; and No. 26488, East Ten- 
nessee Border Traffic Association vs. A. C. & Y. The tariffs are 
dated to be effective October 27. The schedules revise class 
rates between Carolina and official territory and between Ken- 
tucky and Tennessee territory and official territory. 

Among the requests for suspension were those filed by 
Railway Supply & Manufacturing Co., Cincinnati, O.; Rockford, 
Tll., Manufacturers’ and Shippers’ Association; traffic depart- 
ment of the American Cotton Manufacturers’ Association, North 
Carolina Cotton Manufacturers’ Association, Inc., and Cotton 
Manufacturers’ Association of South Carolina; North Carolina 
Traffic League, Charlotte, N. C.; Blue Ridge Glass Corporation, 
Kingsport, Tenn.; Tennessee Eastman Corporation, Kingsport, 
Tenn.; East Tennessee Border Traffic Association; Wisconsin 
Paper & Pulp Manufacturers’ Traffic Association, Chicago, 
Ill.; and Cincinnati Sheet Metal & Roofing Co., Cincinnati, O. 
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PERISHABLE REFRIGERATION 


The Commission has postponed the hearing in No. 20769, 
charges for protective service to perishable freight, from Octo- 
ber 27 to December 1, at the Morrison Hotel, Chicago, Ill. The 
postponement was made on account of the representations of 
those interested in having the order of the Commission changed 
that a could not be prepared to present their case by Octo- 
ber 27. 

Anheuser-Busch, Inc., Blatz Brewing Co., Premier-Pabst 
Corporation, and Joseph Schlitz Brewing Co. asked the Com- 
mission to enlarge the scope of the proceeding and to postpone 
the hearing to not earlier than December 1. The brewers pointed 
out that there was nothing in the record concerning pro- 
tective service on beer and ale because among other things 
shipments of malt liquors were forbidden at the time the Com- 
mission made the record in this case. They asked the Com- 
mission to take judicial notice of the adoption of the twenty- 
first amendment to the Constitution making shipment of malt 
liquors lawful at the present time. 

Interior Iowa packers asked the Commission to broaden 
the proceeding and to postpone the date for hearing on the 
reopened phase of the case. =e 

In their first petition the Iowans asked the Commission 
to broaden the third ordering paragraph of its order of Sep- 
tember 29 reopening the case on the question as to whether line 
haul rates were made so as to include cost of protecting ship- 
ments, so as to include not only line-haul rates “prescribed 
in any effective and outstanding order of the Commission” on 
any traffic moving under the special rules and charges govern- 
ing services as provided in section 4 of the Dearborn tariff, but 
also include all rates on fresh meats and packing house products 
which have been prescribed or approved by the Commission 
without specific order, rates which are related to rates pre- 
scribed or approved by the Commission with or without specific 
order, and rates voluntarily established by the carriers. 


That broadening, they said, they asked for the obvious 
reasons that as most of the rates from their packing plant were 
not the result of outstanding orders of the Commission, and 
as the rates of other packers were in some instances the result 
of such outstanding orders, undue prejudice and preference 
would result from the consideration of the latter and not the 
former; and whether or not double charges would be paid should 
the new basis of section 4 charges be made effective, they said, 
was just as significant in connection with Commission-consid- 
ered or approved rates, and rates voluntarily established by the 
carriers, as Commission-ordered ates. 


In their petition for postponement of the hearing the 
Iowans said it was out of the question for them even to attempt 
to make a proper presentation of the extent to which double 
charges would result from the Commission’s decision in this 
proceeding, in such a short time. They said they had taken a 
very inactive part in this proceeding. That was so, they said, 
because they were lulled into the belief that no double charges 
were contemplated prior to the determination of the questions 
if and where such double charges might result. They said they 
used “lulled” for the reason that the Commission rarely exer- 
cised its power to require minimum rates. They added they did 
not expect it to exercise that power in this proceeding and that 
the carriers themselves had not expected it. The preparation 
for the presentation of a proper case bearing on double charges, 
they said they might term a “Herculean task.” 

American Dairies, Inc., and other dairy and poultry interest 
organizations asked the Commission to postpone the hearing 
to a date to be later fixed, preferably not prior to March 1. 
The other petitioners were: Beatrice Creamery Co., Borden Co., 
Bridgeman-Russell Co., Falls City Creamery Co., De Soto 
Creamery & Produce Co., Fairmont Creamery Co., M. J. Good- 
rich, the Gray & White Co., Harding Cream Co., Independence 
Produce Co., Jerpe Commission Co., Kraft-Phenix Cheese Cor- 
poration, Land O’Lakes Creameries, Inc., Mandan Creamery and 
Produce Co., North American Creameries, Inc., Omaha Cold 
Storage Co., Pacific Egg Producers Co-Operative, Inc., Priebe 
and Sons, Schlosser Brothers, Seymour Packing Co., Standard 
Brands, Inc., Sugar Creek Creamery Co., Utah Poultry Pro- 
ducers’ Cooperative Association, the Wadley Co., W. D. Wright 
Produce Co., American Association of Creamery Butter Manu- 
facturers, National Poultry, Butter and Egg Association, Na- 
tional Cheese Institute, Inc., and Institute of American Poultry 
Industries. 

In addition the petitioners asked the Commission to 
reopen the proceeding and order further hearing to determine 
whether or not any normal line-haul rate in effect anywhere 
within the United States on any traffic moving under the rules 
and charges governing the services of icing and reicing as pro- 
vided in section 4 of the perishable protective tariff includes an 
amount as compensation to the carriers for all or any part of 
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the cost to such carriers of performing such icing and reicing 
service, or whether such normal line-haul rates are now on 
a sufficiently high level to include compensation for the cost of 
such services. 

The petitioners said that to prepare adequately for the hear- 
ing on the case as heretofore reopened they deemed it necessary 
fully to review the Commission’s orders, decisions, and records 
in many prior proceedings involving the prescription by the 
Commission of line-haul rates on commodities moving under 
section 4 charges and that the location, analysis and preparation 
for proper presentation to the Commission of such proceedings 
was a task beyond the possibility of performance by October 27. 

The Midwest Association of Meat Packers also asked a 
broadening of the order of September 29 reopening the case. 
It asserted that if the rehearing was to be restricted as 
shown in that order it would substantially preclude its offering 
any testimony and likewise preclude any other shippers 
of meat products bringing into review the principal line-haul 
charges to which the traffic of the petitioner is subjected. 
With the exception of the fresh meat rates from Chicago and 
St. Louis to New York, said the petition, there was probably no 
eastbound freight rate on either fresh meat or packinghouse 
products specifically prescribed by the Commission from any of 
the petitioner’s plants. The order reopening the case says it is, 
“solely for the purpose of determining whether or not any 
line-haul rate prescribed in any effective and outstanding order 
of the Commission . . . included any amount as compensation 
to the carriers for any portion of the cost of rendering such 
icing and reicing services, and the amount, if any, so included.” 

Only by indirection, said the petition, might the Commis- 
sion be said to have fixed the fresh meat rates eastbound from 
central territory, but under the language of the order a con- 
sideration of such line-haul rates would be precluded. None of 
the packing house products rates from any of the petitioner’s 
slaughtering establishments, said the petition, had been pre- 
scribed by the Commission. In effect, therefore, this limitation 
in the order would deny the petitioner a full and complete 
hearing. 

The plants of the petitioning association are situated at 
Indianapolis, Ind., Cleveland, Columbus. Cincinnati, O., Detroit, 
Mich., Pittsburgh, Pa., Buffalo, Wheeling, Chicago, East St. 
Louis Ill., and St. Louis, Mo. 


SUSPENDED TARIFFS 


In I. and S. No. M-33, the Commission has suspended from 
October 19 until January 17, schedules in the Black Hills Trans- 
portation Company’s MF-I. C. C. No. 7. The suspended sched- 
ules propose to establish a reduced commodity rate of 77 cents 
a 100 pounds, minimum weight 5,000 pounds, on groceries, 
canned gords, candy, hardwood lumber and plumbing and heat- 
ing supplies from Omaha, Neb., to Rapid City, S. D. 

In I. and S. No. M-28, groceries, St. Paul, Minn., to Aber- 
deen, S. D., the Commission has issued an order discontinuing 
the proceeding, involving rates contained in Hosking’s MF 
I. C. C. 110, the operation of which was suspended until De- 
cember 24, the respondents having canceled the suspended 
schedules. 

In I. and S. No. M-13, minimum charges in southern and 
eastern territory, the Commission has further suspended the 
schedules therein listed from October 30 to January 28. The 
first suspension was from July 27 to October 30. 

In I. and S. No. M-10, insurance allowances, the Commis- 
sion has further suspended the schedules therein involved from 
October 23 to January 21. The original suspension was from 
July 21 to October 23. 

In I. and S. No. 4261, the Commission has suspended from 
October 17 until May 17, schedules in supplement No. 14 to 
Missouri-Kansas-Texas of Texas I. C. C. No. C-247 and Supple- 
ment No. 7 to Texas and Pacific I. C. C. No. 3790. The sus- 
pended schedules propose to cancel the application of existing 
transit arrangements on animal or poultry feeds, in carloads, 
at stations on the lines of these carriers in Texas, which would 
result in increases. 

In I. and S. No. 4262, the Commission has suspended from 
October 20 until May 20 schedules in supplement No. 9 to 
Southern Railway I. C. C. No. A-10513. The suspended schedules 
propose to reduce the back-haul charges on shipments of grain 
and related articles originating at points in eastern trunk line 
territory, when moving via Potomac Yard, Va., and Southern 
Railway and milled in transit on the Harrisonburg branch of 
the Southern and the products reshipped to points in the south- 
east. 

In I. and S. No. M134, the Commission has suspended from 
October 20 until January 18 schedules in G. F. Jarvis and E. D. 
Harness (a partnership operating under the trade name of Jarvis 
& Harness) Tariff MF I. C. C. No. 2. The suspended schedules 
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propose to establish rates, rules, and regulations resulting in 
changes and reductions between points in several eastern, cen- 
tral and southern states. The following is illustrative: On oil 
field equipment a present any quantity rate of 18 cents for a 
50-mile haul is to be changed to 23 cents for 5,000 pounds; 15 
cents for 10,000 pounds; 12 cents for 15,000 pounds and 11 cents 
for 20,000 pounds. 

In I. & S. No. M-11, classes and commodities in Delaware, 
New York, New Jersey and Pennsylvania, the Commission has 
further suspended the tariffs covered by the order of July 27, 
from October 27 to January 25, on account of its inability to 
dispose of the matter within the time of the first suspension. 

In I. and S. No. 4263, the Commission has suspended from 
October 21 until May 21, schedules in supplement No. 42 to 
Pope’s I. C. C. No. 1872, and supplement No. 42 to Peel’s I. C. C. 
No. 2658. The suspended schedules propose to reduce rates 
on manufactured iron and steel articles, in carloads, from 
points in Alabama, Georgia and Tennessee to Monroe and West 
Monroe, La., to meet water competition. The following is 
illustrative: 

To Monroe, La., from Birmingham, Ala., present 47, proposed 35; 
Atlanta, Ga., present 50, proposed 45. Rates in cents per 100 pounds. 


In I. and S. No. 4264, the Commission has suspended from 
October 21, until May 21, schedules in supplement No. 19 to 
Union Pacific I. C. C. No. 4239 and its I. C. C. No. 4335. The 
suspended schedules propose to assess a charge of 3 cents per 
100 pounds in addition to the through rate on shipments of 
grain and grain products moving under proportional rates in 
connection with the Chicago & North Western Railway from 
Sioux City, Ia., to points in Idaho, Montana, Oregon, Wash- 
ington and British Columbia, when transited by the Union Pa- 
cific at Omaha, South Omaha, Neb., or Council Bluffs, Ia. 


REPARATION ORDERS 

The Commission has entered reparation orders in No. 20212, Sub. 
No. 1, Alexander Marketing Co. et al. vs. B. S. L. & W. et al.; No. 
19954, Gugenheim-Goldsmith Co. et al. vs. C. R. I. & G. et al.; No. 24867, 
Sub. No. 6, Miles-Bradford Co., Inc., vs. Pennsylvania et al.; No. 
25458, Sub. No. 1, Granite Cordage Co. et al. vs. A. & W. P. et al.; 
No. 26142, Kanotex Refining Co. vs. A. T. & S. F.; No. 26554, Grasselli 
Chemical Co. vs. C. B. & Q. et al.; No. 26621, Lewis Hubbard & Co. 


et al. vs. B. & O. et al.; and No. 26762, Bethlehem Steel Co. vs. A. 
& R. et al. 


P. & N. VALUATION 


In valuation No. 1200, Piedmont & Northern Railway Co., 
opinion B-949, 47 Val. Rep. 508-33, the Commission, by division 
1, has found the final value for rate making purposes of the 
property owned and used for common carrier purposes to be 
$10,500,000 as of December 31, 1933, and of property owned 
but not used, $2,174. 





CHICAGO SWITCHING RATES 


The Commission has denied the petition of the South Chi- 
cago Coal & Dock Co. for reconsideration and modification of 
the order in No. 19610, switching rates in Chicago switching 
district, so as to permit the establishment of switching rates 
on coal from the petitioner’s docks at South Chicago to points 
in the Chicago switching district on the basis of 35 cents, 45 
cents and 55 cents, respectively, for 1, 2 and 3 line hauls. The 
rates at present are 60, 70 and 80 cents a ton. 


It was alleged in the petition that if the Commission per- 


mitted the establishment of the rates suggested the coal com- 
pany would be able to dispatch 100,000 tons to customers hav- 
ing rail facilities and thereby increase the revenues of the 
carriers $35,000 or $40,000 a year. The coal company suggested 
the reduced rates on account of such reductions having been 
made on crushed stone, sand and gravel. 


EASTERN-WESTERN DIVISIONS 

Answering the petition of the southwestern lines, western 
trunk lines and southern lines for reconsideration and reargu- 
ment before the entire Commission in No. 25390, Abilene & 
Southern et al. vs. Akron, Canton & Youngstown et al., official 
territory railroads submit that “it is clear that the petitions 
of the three groups of carriers raise no point which was not 
considered by the Commission in its decision.” The official 
territory lines further assert that the petitions point to no 
error in the findings of fact on which the decision is based; 
and that the Commission has taken into consideration all of 
the elements mentioned in the statute. 

A further assertion of the official territory lines is that 
it is evident that the petitioners rely on incidental results of 
the application of the inflated mileage basis prescribed by 
the Commission as a principal reason for demanding “a much 
larger proportion of the aggregate revenue than the Commis- 
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sion found they were entitled to.” Finally the official lines 
declare it is clear that the basic premise of the southwestern, 
western trunk line and southern carriers is that because the 
record does not support and the Commission does not and 
cannot find substantially different traffic and transportation 
conditions in the two territories which would warrant the divi- 
sions which they seek, they fall back on “their old discredited 
contention that the class rate structures in the different terri- 
tories reflect the varying traffic and transporation conditions 
and that, therefore, that divisions of rates on all traffic should 
be divided on a class rate prorate basis.” They ask that the 
petition of the southwestern, western trunk line and southern 
lines be denied. 


D. & R. G. W. REORGANIZATION 
The Commission in Finance No. 11002, Denver &. Rio 
Grande Western Railroad Co. reorganization, has permitted the 
Security Research Bureau and the United States Trust Co. of 
New York, as trustee under the consolidated mortgage of the 
D. & R. G. W. dated July 15, 1886, to intervene. 


Another step toward reorganization of the Denver & Rio 
Grande Western and related companies was taken October 20 
when Examiners Boyden and Kirby began hearings in Finance 
No. 10002. 

William Wyer, secretary and treasurer of the Missouri 
Pacific Railroad Company, representing the management com- 
mittee of the debtor company, submitted for the record the 
reorganization plan heretofore filed and a mass of data. 


TURKEY TRAFFIC SOUGHT 


As a bid for the transportation of Thanksgiving turkeys 
for the Atlantic seaboard markets by rail instead of by water 
from the Pacific northwest, transcontinental railroads asked 
the privilege of cutting their present rate of $3 a hundred on 
a 24,000 pound minimum to $2.50 on a 30,000 pound minimum, 
on one day’s notice. L. E. Kipp, as agent for the railroads 
in making that application, said that 250 carloads of dressed 
turkeys had been bought in the Pacific northwest and that the 
shippers intended shipping them by refrigerator ship at a rate 
of $1.75 a hundred, if the railroads did not reduce their $3 
rate. 

At the $3 rate a 30,000 pound load would yield a car rev- 
enue of $900. At the proposed rate it would yield $750. A mini- 
mum carload on the present rate and minimum would yield a 
revenue of $720. The $2.50 rate, if authorized, would be 
— to all transcontinental groups east of groups G, H 
and I. 

When the Kipp application was received the question was 
raised as to whether steamships having refrigeration equép- 
ment could carry shipments from the Pacific northwest to group 
A points, such as New York and Boston, in time for the Thanks- 
giving market. By rail it was admitted there would be no 
question about the arrival of the birds in time for the trade 
for which they were intended. The $1.75 rate by steamer 
could not be used in making comparison with the proposed all- 
rail rate without adding to it whatever rate might have to 
be paid to the Pacific port of shipment, insurance, and cost 
of handling. 


ILLINOIS GRAIN 

The Commission in No. 17000, part 7, grain and grain prod- 
ucts within the western district and for export, has modified 
its prior order with respect to interstate rates on grain from 
Illinois points to Chicago so as to permit the Baltimore & Ohio, 
the Nickel Plate, the Big Four and the Pennsylvania to file the 
rates ordered to be made effective October 30 on one day’s 
notice instead of on 15 days’ notice, in accordance with the 
order of July 30. This lessening of the notice with respect 
to the tariffs was made on account of the proceedings in the 
federal court at Chicago, heard on October 16. The railroads 
mentioned asked the court to enjoin the order on the ground, 
among others, that the Commission’s order required the estab- 
lishment of intrastate rates and went beyond the scope of the 
grain case. 


RFC SALE OF RAIL NOTES 
The Reconstruction Finance Corporation has announced it 
will receive bids November 5 on $4,624,000 of 4 per cent equip- 
ment trust certificates of the New York, Chicago & St. Louis 
Railroad Co. 


Cc. M. ST. P. & P. REORGANIZATION 
The Commission in Finance No. 10882, Chicago, Milwau- 
kee, St. Paul & Pacific Railroad Co. reorganization, has per- 
mitted Alfred Wolstenholme and Thos. Wolstenholme Sons & 
Co., Inc., to intervene. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMERCE CARRIERS 


(Circuit Court of Appeals, Second Circuit.)—-Shippers are 
required to know contents of published tariffs, and hence there 
is no room to estop carrier from charging lawful rate shown in 
its properly filed tariff. (Hygrade Food Products Corporation 
vs. Chicago, M. St. P. & P. R. Co., 85 Fed. Rep. (2d) 113.) 

Where construction of Supplement to Freight Tariff in- 
volves words used in ordinary meaning and requires no tech- 
nical or expert knowledge possessed by Interstate Commerce 
Commission, court could decide interpretation of tariff inde- 
pendently of the Commission.—Ibid. 

Jones Rule containing formula for constructing combina- 
tion rates for carriers participating in continuous rail ship- 
ment between points on different railroads, under which flat 
rate increase in rates which was granted railroads was less 
than aggregate of increases on the several constituent rates, 
held inapplicable to carriers participating in shipment, where 
initial and intermediate carriers did not concur with final car- 
one in application of such rule (49 U. S. C. A., sec. 15 (3)).— 
Ibid. 





(District Court of Appeal, First District, Division 1, Cali- 
fornia.)—-Where truck driver who contracted to transport 
plaintiff’s goods asked plaintiff to ride along in order to direct 
him as to route, which plaintiff did, and plaintiff was injured 
due to ordinary negligence of driver in operation of truck, serv- 
ices rendered by plaintiff were sufficient consideration for con- 
tract of carriage so as to exclude plaintiff from operation of 
statute barring guest action in case of ordinary negligence (St. 
1931, p. 1693, sec. 141%; Civ. Code, sec. 1605). (Lerma vs. 
Flores, 60 Pac. Rep. (2d) 546). 

Consideration sufficient to support contract for carriage and 
to exclude operation of statute barring guest action against 
motorist in case of ordinary negligence is any benefit conferred, 
or detriment suffered, into the adequacy of which the law will 
= —* (St. 1931, p. 1693, sec. 141%; Civ. Code, sec. 1605). 
—Ibid. 


Where agreed consideration for carriage has been accepted, 
though consideration was valueless services, acceptance by 
motorist constitutes waiver of any claim of inadequacy and 
prevents motorist setting up as bar to action, statute denying 
guest action against motorist in case of ordinary negligence (St. 
1931, p. 1693, sec. 141%; Civ Code, sec. 1605).—IBid. 





Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Ohio, Summit County.)—Shipper re- 
fusing to accept goods consigned to itself by common carrier 
because of damage caused by carrier held to have right to order 
goods redelivered to it at shipping point. (Broadway Express 
vs. Fidelity & Guaranty Fire Cor., 3 N. E. Rep. (2d) 805). 

Insurer of motor carrier against accidental loss by fire held 
not liable for destruction of goods shipped prior to effective 
date of policy to shipper as consignee and destroyed on return 
trip from point of consignment after refusal by shipper because 
of damage during carriage and request for return to shipping 
point subsequent to effective date of policy, since redelivery ar- 
rangement was continuation of original shipment.—Ibid. 





(Supreme Judicial Court of Massachusetts, Suffolk.)— 
Where goods are shipped over connecting lines and arrive at 
their destination in damaged condition, presumption arises that 
damage was caused by last carrier. (Goodman vs. New York, 
N. H. & H. R. Co., 3 N. E. Rep. (2d) 777). 

Transportation of goods by “truckman” from wharf of 
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steamship company accepting initial carriage of goods to freight 
station of railroad which delivered them held not to break 
continuity of route of “common carriers” so as to render pre- 
sumption that damage to goods was occasioned by last carrier 
inapplicable, where bill of lading described railroad as deliver- 
ing carrier from city of transshipment and railroad collected 
all transportation charges. 

“Common carrier’ is one who undertakes for hire or reward 
to transport from place to place the property of those who 
choose to employ him. He is generally bound to take without 
discrimination the goods of all who offer to employ him, unless 
special reasons justify a refusal. “Truckman” commonly indi- 
cates a private carrier, although a truckman may be a common 
carrier.—Ibid. 

If truckman transporting goods from wharf of initial car- 
rier to freight station of delivering carrier was agent of either 
initial or delivering carrier, truckman would be participant in 
transportation of goods for principal as common carrier, and 
hence presumption that damage to goods was occasioned by last 
carrier would not be inapplicable on ground continuity of route 
of common carriers was broken.—Ibid. 

That initial carrier was steamship company and conducted 
its business on water held not to prevent application of pre- 
sumption that damage to goods shipped over connecting lines 
was occasioned by last carrier, since steamship company was 
“common carrier” with general liability of insurer except 
against losses peculiar to transportation on water.—lIbid. 

Issuance of new bill of lading by carrier delivering goods, 
which was not issued to either original consignor or original 
consignee, held not to affect liability of carrier as delivering 
carrier under presumption in that damage to goods carried over 
connecting lines was occasioned by last carrier.—lIbid. 





CARRIAGE OF LIVE STOCK 


(Supreme Court, Trial Term, Tompkins County.)—Provi- 
sion of uniform live stock contract that claims for damages to 
shipment must be filed in writing with receiving or delivering 
carrier within nine months after delivery cannot be waived. 
(Dworsky’ vs. Pennsylvania R. Co., 289 N. Y. S. 932.) 

Written claim to carrier for damages to shipment of live 
stock to be sufficient must possess characteristics of demand 
for compensation or amount to notice of intention to claim 
compensation for loss suffered.—Ibid. 

Required written report made out by carrier’s local agert 
and filed with proper party identifying shipment of cattle and 
giving notice of damages to shipment held insufficient to con- 
stitute required written claim for damages in absence of state- 
ment that consignee was making or intended to make claim 
for compensation for damages.—Ibid. 


C. G. W. LABOR SITUATION 


The railway brotherhoods and the Switchmen’s Union of 
North America, in an answer to the petition of the Chicago 
Great Western asking for instructions from the federal court 
as to whether or not the awards ordered by the National Rail- 
way Adjustment Board to certain switchmen on the railroad in 
Des Moines and Kansas City should be paid, have asked the 
court to direct the trustees of the Great Western to pay the 
awards (see Traffic World, Sept. 19, p. 525, and Oct. 10, p. 685). 
The adjustment board’s award directed the railroad to pay 
some $60,000 to abélt 15 members of switch crews because of 


violations of the rules as to hours of beginning and stopping: 


work. Hearing on the railroad’s petition for instructions has 
been set for November 2 before Judge Woodward in the 
federal court at Chicago. 

It was reported that the strike vote taken on the question 
had resulted in favor of such a’strike. The vote, however, was 
understood to be permissive only. Its object, it was under- 
stood, was principally to strengthen the hand of the labor 
leaders in their negotiations and litigation. 

The answer of the unions was received by the court Octo- 
ber 22. It was signed on behalf of the brotherhoods and the 
switchmen by Leo J. Hassenauer as counsel. It asserted that, 
under the railway labor act, the court could do nothing other 
than direct the payment of the awards. It said that the law 
forbade setting aside awards of the adjustment board except 
on petitions of those for whose benefit the awards were made. 
The railroad, the answer said, had brought out no facts in its 
petition that had not been brought out in the hearings before 
the adjustment board. 


FURNITURE PACKING BOOKLET 
The freight container bureau of the Association of Amer- 
ican Railroads, New York, has issued a bulletin on the crating 
and packing of steel office furniture. The bulletin discusses the 
types of lumber to use for such packing and the manner in 
which the crates and bracing should be constructed. It is illus- 
trated with many photographs and diagrams. 
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CAR SUPPLY STATUS 


“Despite the fact that volume of freight traffic, measured in 
cars loaded with revenue freight, has been greater so far this 
year than in any corresponding period since 1931, the demand 
for freight cars has been met with no actual shortages of any 
consequence, although the demand for certain special types of 
cars, in some instances, has been close to the supply,” said the 
car service division of the Association of American Railroads, 
in a statement issued by the association October 19. 

“The car service division believes that the shipping public 
can be assured of the ability of the railroads of this country to 
fill the demands for freight cars during the remainder of the 
year without car shortage. 

“Car loadings reported by the individual railroads to the 
association normally reach their peak some time in the months 
of September and October. The loadings for the week ended 
on October 10, this year, totaled 820,195, which exceeded the 
previous week by about one thousand cars and was greater than 
any preceding week since November 8, 1930. It is to be ex- 
pected that loadings from now until the end of the year will 
follow the usual seasonal downward trend to the low point 
usually reached at the holiday period. 

“Lake navigation closes from a month to six weeks hence 
and the coal cars now engaged in that service will be available 
for general coal loading. The supply of coal and gondola cars 
will also be built up as there is curtailment or cessation of 
construction and road building activities with the approach of 
cold weather. Box cars which have been used for the transpor- 
tation of the 1936 grain crop to elevators and mills have been 
released from that service and are increasingly available for 
general loading.” 

A shortage of coal cars “continues in some sections, notably 
Kentucky and certain districts in Pennsylvania,” says the Na- 
tional Coal Association. No-bill coal held at mines has material- 
ly decreased and only 23,000 cars were reported held throughout 
the country as of October 10, according to the association. The 
association quoted the Railway Age as saying that railways and 
shippers recently had been experiencing their first car shortage 
since 1923; that it had not been serious, but it had been real. 

Traffic directors of automobile production plants are be- 
ginning to express concern about the available supply of auto- 
mobile freight cars. Speaking at a meeting of the traffic di- 
rectors of members of the Automobile Manufacturers’ Associa- 
tion at Detroit October 22, J. S. Marvin, general traffic man- 
ager for the association, said: 

“It will be necessary for the railroads to give close atten- 
tion to prompt movement and return of their cars to the fac- 
tories without delay if they are to participate as fully as they 
should in this attractive revenue that is offered to them by 
the automobile industry. Automobile dealers to whom these 
cars will be consigned have been asked in their own interest 
to see that they are unloaded with the greatest possible dis- 
patch so that the railroads may return them to the factory 
territory.” 

It was reported that 147,043 carloads of automobiles will 
be shipped from the factories in November and December. Of 
these, 85,848 carloads will be shipped from the Michigan terri- 
tory and 61,245 from outlying assembly plants. It was reported 
that there were at present less than 28,000 cars equipped with 
automobile loading devices in service. 

The meeting voted to have the association participate in 
‘Commission hearings involving export rates on automobiles 
to New Orleans, New York and Canadian ports. 

Class I railroads in the period September 15-30, inclusive, 
had an average daily surplus of 125,410 cars, as compared with 
137,882 in the preceding period, according to the Association of 
American Railroads. It was made up as follows: Plain box, 


58,937; auto box, 12,142; total box, 71,079; flat, 4,119; gondola, 
13,801; hopper, 9,275; total coal, 23,076; coke, 473; S. D. stock, 
16,588; D. D. stock, 2,401; refrigerator, 6,831; tank, 248; mis- 
cellaneous, 595. Canadian roads reported a surplus of 5,490 
cars, made up of 3,378 plain box, 272 auto, 340 flat, 432 gon- 
dola, 330 S. D. stock, 390 refrigerator, and 348 miscellaneous 
cars. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 17 totaled 
826,155 cars—5,960, or seven-tenths of one per cent, above 
the preceding week, 93,851, or 12.8 per cent, above the corre- 
sponding week last year, and 185,428, or 28.9 per cent, above 
the corresponding week in 1934. It was 133,337, or 13.9 per 
cent, under the. corresponding week in 1930. Miscellaneous 
loading totaled 342,922; merchandise, 168,999; coal, 157,144; 
grain and products, 32,582; live stock, 22,612; forest products, 
36,033; ore, 55,281; coke, 10,582. , 

Railroads the week ended October 10 loaded 820,195 cars 
of revenue freight (see Traffic World, Oct. 17), according to 
the Association of American Railroads. All districts reported 
increases in the number of cars, compared with the correspond- 
ing weeks in 1935 and 1934. 

Léading of revenue freight in 1936 compared with the two 
previous years follow: 
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27,817,913 24,631,857 

Revenue freight loading by districts the week ended Octo- 
ber 10 and for the corresponding period last year was re- 
pone as follows: 


Eastern district: Grain and grain products, 5,181 and 5,725; live 
stock, 1,264 and 1,366; coal, 31,107 and 31,179; coke, 2,376 and 2,294; 
forest products, 1,896 and 1,721; ore, 3,987 and 2,796; merchandise, L. 
C. L., 44,500 and 42,344; miscellaneous, 72,061 and 63,658; total, 1936, 
162,372; 1935, 151,083; 1934, 130,559. 


Allegheny district: Grain and grain products, 3,078 and 3,310; live 
stock, 1,029 and 1,141; coal, 35,409 and 33,064; coke, 4,889 and 3,409; 
forest préducts, 1,470 and 966; ore, 12,505 and 6,439; merchandise L. 
Cc. L., 30,930 and 31,521; miscellaneous, 71,413 and 53,570; total, 1936, 
160,723; 1935, 133,420; 1934, 111,827. 


Pocahontas .district: Grain and grain products, 237 and 294; live 
stock, 276 and 1; coal, 42,377 and 38,985; coke, 418 and 656; forest 
products, 766 and 673; ore, 170 and 207; merchandise, L. C. L., 6,099 
and 5,403; miscellaneous, 7,746 and 6,931; total, 1936, 58,089; 1935, 
53,530; 1934, 44,768. 


Sotithern district: Grain and grain products, 1,892 and 2,318; live 
stock, 1,061 and 1,360; coal, 20,929 and 17,316; coke, 530 and 310; forest 
prod , 9,620 and 9,231; ore, 754 and 524; merchandise, L. C. L., 30,- 
599 a 28,499; miscellaneous, 45,803 and 41,950; total, 1936, 111,188; 
1935, 101,508; 1934, 86,430. 


Northwestern district: Grain and grain products, 7,868 and 11,992; 
live stock, 7,032 and 6,506; coal, 8,676 and 9,253; coke, 1,827 and 1,258; 
forest products, 10,031 and 9,489; ore, 39,411 and 20,614; merchandise, 
L. C.#L., 20,866 and 19,300; miscellaneous, 42,830 and 38,291; total, 
1936, 188,541; 1935, 116,703; 1934, 95,575. 

Central Western district: Grain and grain products, 7,754 and 


Revenue Freight Car Loading—Week Ended Saturday, Oct. 10 


Live 
stock 


Grain and 
grain prod. 
30,058 
37.014 
30,633 
31,876 


Coal 
155,714 
146,815 
120,512 
158,457 

6.1 


1936 
1935 
1934 


Total all roads 


Preceding week Oct. 3 
Per ¢ent increase over 


Mdse. 

L.C.L. Miscellaneous 
172,768 333,846 
164,612 288,571 
162,295 246,818 
172,632 332,380 

5.0 15.7 


Coke 
10,333 


Ore 
60,752 
33,734 
17,938 
57,865 

80.1 


me Be Pie scat Be 


Per cent decrease under 
Per cent increase over 


18.8 


29.2 238.7 6.5 35.3 


ee et ee a enie tet ne et me enn Mt 
ake ture > WP eats h PP 


Pes 


1.9 
1,442,817 
1,241,413 
1,345,808 

16.2 


5,228,735 
4,727,061 
4,771,714 

10.6 


1,326,943 
869,184 
720,825 

52.7 


6,473,535 
6,375,830 
6,560,014 

1.5 


11,130,822 
9,467,099 
9,184,567 

17.6 


eT) 


Per cent increase over 
Per cent decrease under 
Per cent increase over 
Per cent decrease under 


7.2 9.6 84.1 


21.2 
1.3 


<= 


Per cent to 15 year average 85.4. 


mein atl it 
ee 
an 


2 
eg Get ei 


a 
as ae 


4 








No. 17 


yondola, 
). stock, 
8; mis- 
of 5,490 
32 gon- 
llaneous 


' totaled 
, above 
e corre- 
t, above 
13.9 per 
llaneous 
157,144; 
roducts, 


195 cars 
rding to 
reported 
respond- 


the two 


SaPRERER 


q| SS88E9858% 


22 
bo 
*9 


,725; live 
ind 2,294; 
andise, L. 
otal, 1936, 


3,310; live 
and 3,409; 
landise L. 
otal, 1936, 


294; live 
56; forest 
, L., 6,099 
089; 1935, 


2,318; live 
310; forest 
Cc. L., @,- 
6, 111,188; 


ind 11,992; 
and 1,258; 
erchandise, 
291; total, 


7,754 and 


5 Total 
820,195 
734,154 
636,999 
819,126 

11.7 


28.8 
27,817,913 
24,552,212 
24,631,857 

13.3 


12.9 









October 24, 1936 


8,775; live stock, 9,341 and 9,744; coal, 12,433 and 11,724; coke, 199 
and 180; forest products, 6,887 and 6,136; ore, 3,596 and 2,874; mer- 
chandise, L. C. L., 26,577 and 24,688; miscellaneous, 59,359 and 54,209; 
total, 1936, 126,146; 1935, 118,330; 1934, 111,167. 

Southwestern district: Grain and grain products 4,048 and 4,600; 


live stock, 1,908 and 2,229; coal, 4,783 and 5,294; coke, 94 and 170; 


forest products, 4,143 and 4,188; ore, 329 and 280; merchandise, L. C. 
L., 13,197 and 12,857; miscellaneous, 34,634 and 29,962; total, 1936, 
63,136; 1935, 59,580; 1934, 56,673. 


RAILROAD EARNINGS 


The Commission’s statistics on operating revenues and op- 
erating expenses of Class I railroads for August and the eight 
months ended with August, 1936 and 1935, prepared by its 
Bureau of Statistics from carrier reports, for the country as 
a whole, follow: 





August 
1936 1935 
Average number of miles operated ....... 236,683 237,831 
Revenues : 
DE. nbn gs Gaul wes a oC is dae ack tee tet $ 283,601,766 $ 235,671,788 
NE Oe os haha eatonk bdliwnse5 39,321, 105* 33,850, 373+ 
EL! Sang Redes Coe na viv CON oD ie 7,556,694 7,319,274 
ROT SNC Pre ee ee ee 4,386,375 3,752,612 
All other transportation ............. 7,366,030 6,390,824 
ME Naess on ean chosen. cas De enees 7,531,262 6,411,899 
Pe rere ee 1,072,625 804,943 
SORE TROT. ons dik eed eed ete 251,038 212,169 
Railway operating revenues ...... $ 350,584,819 $ 293,989,544 
Expenses : 
Maintenance of way and structures ... 41,934,006 39,113,014 
Maintenance of equipment ........... 65,012,269 55,734,803 
DE Ss tcc ksc ssa nw S adaee se eed 8,297,786 7,791,336 
TORR LN Gi keen vind. nébdisneds 115,595,435 104,179,112 
Miscellaneous operations ............. 3,211,760 2,730,814 
COON dca tealers <5 8655 wed aounn esi 12,883,796 12,151,367 
Transportation for investment—Cr. 635,578 346,979 
Railway operating expenses ...... $ 246,299,474 $ 221,353,467 
Net revenue from railway operations .... 104,285,345 72,636,077 
Railway tax accruals ...... Be RD RS 27,963,417 20,504,973 
Railway operating income ....... $ 76,321,928 $ 52,131,104 
Equipment rents—Dr. balance ........... 8,295,454 7,296,459 
Joint facility rent—Dr. balance .......... 3,345,756 2,677,939 
Net railway operating income ....$ 64,680,718t $ 42,156,706§ 


Ratio of expenses to revenue (per cent) .. 70.25 15.29 
Depreciation included in operating ex- 
$ 


WOUND ove 55k oa cuted caasveiaetaee 16,126,189 $ 16,126,436 
Total maintenance before depreciation ... 90,820,086 78,721,381 
Net railway operating income before de- 

Co Sper at fo Sather 80,806,907 58,283,142 


*Includes $1,501 sleeping and parlor car surcharge. 
tIncludes $709,651 sleeping and parlor car surcharge. 


tIncludes charges to Railway Tax Accruals in the total amount of 
$5,340,994, itemized as follows: $1,521,056 for taxes under the require- 
ments of the Social Security Act of 1935, and $3,819,938 under the 
requirements of an act approved August 29, 1935, levying an excise 
tax upon carriers and an income tax upon their employes, and for 
other purposes. (Public No. 400, 74th Congress). 


§Includes credits to General Expenses in the amount of $499,825 on 
account of reversal of charges previously made for liability under the 
Railroad Retirement Act of 1934. 


Eight Months 





1936 1935 
Average number of miles operated ....... 236,936 238,127 
Revenues : 
PRE 5 oa'ce sane chmuse cd eos besinee $2,093,261,772 $1,777,113,051 
rer ee eee ae ,876,889* 236,228, 165+ 
DOE, oboe cok (Diobieutats oacnetiet ayn 61,047,529 59,735,818 
RPE RY SPE Pr Ot ee 36,517,379 33,671,679 
All other transportation .............. 55,290,307 48,613,419 
ND Sicidin eGuide hebetsouleatad 50,761,526 44,702,555 
SOURCE. Tactty Ces oe ic ce cbicvccvcccven |7,412,656 6,384,312 
Joint facility—Dr. ......cccccccccccvve 1,910,411 1,615,968 
Railway operating revenues ...... $2,573,257,647 $2,204,833,031 
Expenses: 
Maintenance of way and structures ... 301,124,601 260,754,214 
Maintenance of equipment ........... 511,102,586 445,184,587 
| pene ae a Roe 66,252,849 62,951,729 
BPOERONEOD ov ccccucsiccestantacywe 912,911,149 818,629,653 
Miscellaneous operations ............. 23,137,076 19,900,330 
TD. og aca vacctestuee thnk ec bewuoed 104,503,163 94,000,545 
Transportation for investment—Cr. 2,982,874 2,099,289 
Railway operating expenses ...... $1,916,048,550 $1,699,321,769 
Net revenue from railway operations .. 657,209,097 505,511,262 
Railway tax accruals .........scccesecsees 161,711,951 


204,542,690 
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Railway operating income ........ $ 452,666,407 $ 343,799,311 
Equipment rents—Dr. balance ........... 61,960,932 56, 386,956 
Joint facility rent—Dr. balance .......... 26,007,497 23,559,851 

Net railway operating income ...$ 364,697,978 $ 263,852,504§ 
Ratio of expenses to revenues (per cent) . 74.46 77.07 
Depreciation included in operating ex- 

SS te Pepe yee wore ry re ae $ 129,052,591 $ 130,049,910 
Total maintenance before depreciation ... 683,174,596 575,888,891 
Net railway operating income before de- © 

493,750,569 393,902,414 


SPP rt eo 


*Includes $4,193,851 sleeping and parlor car surcharge. 

t+Includes $5,974,618 sleeping and parlor car surcharge. 

tIncludes charges to Railway Tax Accruals in the total amount of 
$35,095,311, itemized as follows: $11,653,878 for tax under the require- 
ments of the Social Security Act of 1935, and $23,441,433 under the 
requirements of ah act approved August 29, 1935, levying an excise 
tax upon carriers and an income tax upon their employes, and for 
other purposes. (Public No. 400, 74th Congress). 

§Includes credits to General Expenses in the amount of $6,965,070 
on account of reversal of charges previously made for liability under 
the Railroad Retirement Act of 1934. 


RAIL CREDIT. CORPORATION 


More than 60 per cent of the loans made by the Railroad 
Credit Corporation to various railroads to enable them to meet 
their fixed charges have been repaid, E. G. Buckland, president 
of the corporation, told the board of directors at its annual 
meeting in New York, October 22. 

Loans to railroad companies outstanding as of September 
30, 1936, Mr. Buckland said, totaled $28,382,168 compared with 
$73,691,368 originally loaned. In the fiscal year ended on Sep- 
tember 30, 1936, outstanding loans had been reduced by $21,- 
388,457, according to the corporation’s statement, which con- 
tinues: ; 


Twenty-one of the 53 original borrowing railroads have made final 
settlements with the Railroad Credit Corporation. Of the present loan 
balance, $23,208,034 represents notes of 17 borrowing carriers in re- 
ceivership or trusteeship, while the remaining $5,174,134 represents 
notes of 15 solvent carriers. 

As a result of repayments of loans by various railroads, the 
Kallroad Credit Corporation has made liquidating distributions to 
participating carriers totaling $47,801,902, or 65 per cent of the net 
contributions. Of that amount, $23,235,442 has been in cash and 
$24,566,460 in credits. In the fiscal year just ended, 13 liquidating 
distributions were made to carriers participating in the marshalling 
and distributing plan, 1931, aggregating $22,045,929, or 30 per cent, 
of the fund. Of this amount, $11,570,156 was returned in cash and 
$10,475,773 credited on obligations to the corporation. 

A further distribution of $734,966, or one per cent, will be made 
to participating carriers on October 31. Of that amount, $379,605 will 
be in cash and $355,361 in credits. 


Mr. Buckland has been reelected president of the corpora- 
tion. The present members of the board of directors have also 
been reelected. They are as follows: E. N. Brown, chairman, 
St. Louis, San Francisco & Texas; E. G. Buckland, president, 
Railroad Credit Corporation; F. W. Charske, chairman, execu- 
tive committee, Union Pacific; R. E. Connolly, secretary and 
treasurer, Illinois Central; A. J. County, vice-president, the 
Pennsylvania; P. E. Crowley, president, Rutland; J. M. Hood, 
president, the American Short Line Railroad Association; W. R. 
Kenan, Jr., director, Jacksonville Terminal; R. J. Marony, vice- 
president, Chicago» Milwaukee, St. Paul & Pacific; R. S. Mar- 
shall, vice-president, Chesapeake & Ohio; H. S. Palmer, presi- 
dent, the New York, New Haven & Hartford, and G. M. Shriver, 
senior vice-president, Baltimore & Ohio. 





DUNCAN ON COORDINATION 


“Coordination is not competition; to some extent, at least, 
it is the opposite of competition,” said Dr. C. S. Duncan, 
economist of the Association of American Railroads, in an 
address on the subject, “Coordination of Transportation,” Octo- 
ber 23, at Pennsylvania State College. 

“Coordination, we say, is working together for a common 
end. Transport agencies, then, are coordinated when one begins 
at the point where the other ends. Thus, almost always there 
was a margin at the end of a rail haul for highway haul. 
Stations were placed from five to ten miles apart. The natural 
tributary territory of a rail line was supposed to be about ten 
miles on each side. Railroads and highways were built back 
inland from navigable water. Here there was coordination in 
the sense that where one began the other ended. Early toll 
canals in Ohio and Indiana were authorized and subsidized 
on agreement that no other such canal would parallel it within 
five or ten miles. And just here arose another specter— 
monopoly. 

“Now let us see what has been going on. Take the rail- 
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roads. They were begun at first as local projects. They strug- 
gled violently against exchange of traffic and exchange of cars. 

. . But economic pressure forced them into systems. Our 
railroad systems today are the result of tying these local 
projects together. . .. This was all coordination in the sense that 
system authority, system control and system interest dominate 
all activities. Under such domination operations are unified 
to a common purpose, operating practices, solicitation of traffic, 
schedules, financial support, rate adjustments are all directed 
to the common end of making the system as a whole prosperous. 
This is coordination. 

“But it also created new competition, much more powerful 
between these systems than between the individual projects. 
It also developed in the public mind a sense of monopoly. For 
certain communities and certain traffic there was, after this 
amalgamation, only one agency to deal with. The public has 
never believed in monopoly. Even regulated monopoly was 
not entirely satisfactory. There has never been legislation for 
railroads that did not contain provision for retaining competi- 
tion; indeed, enforcing competition if it became necessary. 

“So we have here three elements—competition, coordina- 
tion, monopoly. Competition has led to overdevelopment, too 
many facilities. Coordination, if carried too far, runs head 
on into monopoly. 

“What, then, can we draw out of all this? The public wants 
competition; the public wants coordination; the public does 
not want monopoly. Mix these three ingredients together and 
you get the sort of combination that may be called competition- 
coordination. That has been termed correlation. You have 
competition on a fair and equitable basis. With such coordina- 
tion of facilities and service as will give the public a complete 
service, one agency supplementing another, the result would 
be all of the advantages of competitive effort, such as effi- 
ciency in operation, a rising standard of service, a continuous 
sense of responsibility of management, without monopoly or 
action by one agency in absolute independence of another. One 
agency will supplement and complement another, pressing for- 
ward under competition to secure a larger part of the field. 

“This kind of coordination, this correlation or fitting these 
agencies together into a smoothly working national system of 
transportation can be achieved. To do so, however, there must 
be a coordination or correlation or fitting together of facilities, 
of service, of regulation.” 


Dr. Duncan said if there was to be coordination there must 
be a limit to a duplication of facilities, and he spoke of the 
public financing of highways, airways and waterways. He 
said service should be coordinated but that service followed 
facilities and without coordinated interest, coordinated au- 
thority, coordinated control, there could be no coordinated 
service. 

“If, then, we are to have competition under regulation, 
coordination requires centralized regulatory control,” said he. 

Referring to railways, highways, airways, waterways and 
pipe lines as the five national agencies of transportation, he 
said there must be a consistent, equitable treatment of them 
all, and that each must stand flat-footed on its own economic 
legs, paying all costs, meeting all requirements, facing all tests 
of usefulness. 


“These things require centralized authority and responsi- 
bility somewhere, with cooperation all along the line,” said he. 
“We can not have coordination by keeping these five great 
transport agencies in different airtight compartments.” 


Step by step, said Dr. Duncan, the railroads, as far as the ; 


law permitted, were becoming transportation, not solely rail- 
road companies. He said the law forbade them to enter water 
transportation that was competitive with rail. That was the 
result of ancient prejudice, said he, and that the railroads stood 
ready to go further. The essential thing lacking, said he, was 
a unified and consistent national policy reaching down through 
regulation, service, facilities to the grass roots, with fair treat- 
ment for all. 


THE RAILRCAD AND THE FARM 


“There can be no question as to the adequacy of railroad 
performance; the real trouble is that they do not have enough 
service to perform,” said S. T. Bledsoe, president, Atchison, 
Topeka and Santa Fe, at a luncheon meeting of the Agricultural 
Club of Chicago at the Hotel La Salle October 22. Traffic in- 
creases born of revival in agriculture and in general business, 
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on agricultural traffic for their success, but that, conversely, 
agriculture depended for its success in no small measure on the 
railroads. He described conditions on the farm on which he 
spent his boyhood, where accessibility to market was dependent 
on the rise and fall of the water in the adjacent river. “If we 
had a good flow of water we had the choice of two markets,” he 
said. “If there was only a moderate flow, we had but one 
market.” 

“Through the services of the railroads all markets are ac- 
cessible to every farmer,” he added, “regardless of how remote 
his farm may be from the centers of population.” 

The speaker described the special equipment required by 
the railroads in order adequately to serve agriculture. On his 
own railroad, he said, there was an investment of $45,000,000 in 
refrigerator cars, much of which investment was required 
merely to be in a position to handle the peak movement. The 
same was true, relatively, with box cars and cattle cars, he 
pointed out. 

The railroads, he concluded, had always felt that a fostering 
of the industry of agriculture was, in the long run, to their own 
benefit. He said he thought it might be well for the farmer to 
take the same view of the railroads. A sound railroad system 
could not but help the general situation of the people on the 
farms, he said. 


CONN DEFENDS “AMERICAN IDEA” 


“The Transportation Association of America represents the 
first comprehensive effort in America to solidify all major in- 
terests into an organized force to support the principle of private 
enterprise and to arrest the trend toward socialism in the 
conduct of our major business institutions,” said Donald D. 
Conn, executive vice-president, Transportation Association of 
America, in an address to a group of business and banking ex- 
ecutives at the Hartford Club, Hartford, Conn., October 23. 

Mr. Conn outlined the growth of the “American idea” and 
spoke of the forces at work to undermine it. Specifically, he 
pointed to efforts to bring about a change in the private owner- 
ship and operation of the railroads as an evidence of that trend. 
He said he did not deny that regulation of competition, service, 
and rates in the transportation industry had its value, but he 
asserted that regulation had long since passed the stage of 
what was necessary and sensible and that “we have now 
entered the stage of absolute control.” 

Speaking of the governmental attitude toward the railroads 
as “the most outstanding single departure from the American 
idea,” he said: 


At the beginning, private enterprise established and developed 
the American transportation system. For fifty years this development 
proceeded apace and was largely free from outside restraint or control. 
‘Yhen we embarked upon what was described as regulation and for 
the past fifty years most of what we have been doing has been done in 
the name of that term. Since 1887 we have failed in that field to 
follow the wisdom of the designers of the American idea. We have 
observed that the exercise of the so-called fostering care of the state, 
originally invoked in the name of regulation, has tended increasingly 
away from regulation toward full control. There are only two more 
steps. The next is management; the last is ownership. Then would 
come the deluge. Experience in many countries indicates that it would 
be a deluge of red ink. When it mounted so high as to threaten 
the treasury of the state the loss would be written off, defrayed 
by the taxpayers, the railroads and other forms of transportation set 
up again under private enterprise, and the process would begin all 
over. Such are the facts and the lesson of world experience. 


RAILROAD INFORMATION 


The Association of American Railroads has issued the 
following: 

Due to better plant and equipment, improved operating, methods 
and greater efficiency, the cost of transporting 1,000 ton miles, or, in 
other words, moving 1,000 tons of freight a distance of one mile, was 
reduced from $10.78 in 1920 to $6.63 in 1935. 

While gross operating revenues of the Class I carriers in the first 
eight months in 1936 were 16.7 per cent higher than in 1935, they were 
28.8 per cent below 1930, the first year of the depression. 

Freight car loadings for the 29 principal commodities are expected 
to be about 9.7 per cent greater in the fourth quarter of 1936 than in 
the corresponding period in 1935, according to estimates just made by 
the Thirteen Shippers’ Regional Advisory Boards which extend through- 
out the United States. 

Class I railroads, excluding switching and terminal companies had 
1,101,668 employes in September, this year; the greatest number for 
any month since January, 1932. 
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Because of its greater flexibility and the fact it offers a more direct 
means of communication, the telephone is now being used for the 
transmission of orders for trains operating over 63 per cent of the 
mileage of this country. 

Fewer highway-railroad grade crossings were in existence on 
January 1, 1936, than on any similar date in the past ten years. 

Apple pie is the most popular dessert served on railway dining 
cars in this country. 


he said, would increase both the gross and net revenues of the 
railroads. He added, however, that “this natural process so far 
as the railroads are concerned, depends for its success on their 
being permitted to go forward without artificial impediment.” 
In speaking of the relations between agriculture and the 
railroads, he said it was not only true that the railroads—espe- 
cially the western railroads—were in no small part dependent 


Jee 


Bae re RS Se ee 
I Fe eee 


ee 
|e 
| pee 
be he 
i H 
: 
| > 
as 
th 
ale 
t Gi 
eS 
e 
Lit 
| 
ey | 
fis 
; 
| 
| 
b 
i 


Pe Be 


ee mee eee 





« 
d 


No. 17 


versely, 
» on the 
hich he 


yut one 


are ac- 
remote 


ired by 
On his 
0,000 in 
equired 
nt. The 
-ars, he 


ostering 
eir own 
rmer to 
system 
on the 


cA” 
ents the 
ajor in- 
' private 
in the 
nald D. 
ation of 
king ex- 
r 23. 
lea” and 
‘ally, he 
> owner- 
at trend. 
service, 
, but he 
stage of 
ive now 


‘ailroads 
merican 


developed 
velopment 
r control. 
and for 
n done in 
+ fleld to 
We have 
the state, 
‘reasingly 
two more 
en would 
, it would 
threaten 
defrayed 
tation set 
begin all 
e. 


sued the 


y methods 
es, or, in 
mile, was 


1 the first 
they were 


> expected 
36 than in 
/ made by 
i through- 


yanies had 
umber for 


1ore direct 
d for the 
nt of the 


istence on 
Pars. 
ray dining 


wei 


October 24, 1936 


FREIGHT FORWARDING INVESTIGATION 
The Traffic World New York Bureau 


Hearings in the Commission’s investigation of the freight 
forwarding industry were continued this week before exam- 
iners Trezise and Rice. 

E. J. Powers, special agent for the Commission, described 
his investigation, made in July, 1936, of the practices of the 
New Haven Railroad in regard to facilities given freight for- 
warders. His testimony was similar in character to that he 
had given with respect to practices of other railroads, citing 
low rentals paid by the carloading companies for the use of 
facilities at New Haven stations and describing traffic moving 
at all-commodity rates and charges for loading and unloading. 

W. F. Barry, service agent for the Commission in New Eng- 
land, also testified regarding facilities furnished the Universal 
Carloading and Distributing Company at Hartford. 

Charles M. Young, rate specialist of the Commission’s 
bureau of traffic, presented analyses he had made of the tariffs 
of various railroads in relation to forwarding facilities. 

Mr. Powers also described his investigation of freight for- 
warding practices on the Delaware, Lackawanna and Western, 
in which he found that the bulk of the carload traffic came 
from Acme Fast Freight, Inc. He cited low rentals paid by 
Acme for its facilities on the Lackawanna, movements of bat- 
teries of from three to ten cars on one bill of lading at all- 
commodity rates, and said that, though Lackawanna employes 
loaded the cars furnished to Acme, the operation was actually 
under Acme’s direction. Refrigerator cars were placed at the 
disposal of Acme at various stations, he asserted, and empty 
cars placed at certain points were billed as stopoff cars orig- 
inating at New York. 

J. R. Turney, attorney for Acme, pointed out that Acme 
was no better off, either from the point of view of profit or 
that of service, through this practice and that it merely saved 
the expense to the railroad of transferring an empty car from 
New York to the intermediate point. W. J. Walsh, attorney 
for the Commission, brought out that the cars would have had 
to pay a higher rate if billed as originating at intermediate 
points. 

J. J. Byrne, vice-president in charge of traffic for the 
Lackawanna, said the all-commodity rates were made neces- 
sary by competition. As to long delays in execution of leases 
shown in Mr. Powers’ exhibits, he said negotiations extended 
over long periods in some cases but that the rentals were 
eventually paid up. He asserted that the railroad company 
would provide arrangements for any shipper similar to those 
afforded Acme in order to get that shipper’s business. 


Many plans for regaining L. C. L. freight which it had lost 
had come before the Lackawanna, the witness said, but it 
boiled down to a question of changing the L. C. L. rates or 
retaining a forwarding company. Lately, there had been a 
proposal for establishing a “volume rate” for first, second, and 
third class traffic, as well as consideration of a reduction of 
the L. C. L. rates, but these did not seem practical, considering 
all factors involved. He said the forwarding company had an 
efficient organization, sometimes exceeding the efficiency of the 
carrier itself. : 


As to his attitude toward collection and delivery service, 
he pointed out that the Lackawanna had not filed store door 
tariffs until all the other carriers went into it and said he 
questioned whether there would be a place for the freight for- 
warder if the service were made effective. He felt that the 
forwarders had done a good job in protecting the railroad 
against over-the-road transportation but he thought the for- 
warders should be regulated. 


Mr. Byrne furnished figures as to the Lackawanna’s rev- 
enue from the movement of freight. That moved by Acme 
amounted to an average of about $8 a ton; that from L. C. L. 
freight about $6.30 a ton. He estimated the cost of pick-up 
and delivery service at $2.40 a ton, which would leave about 
$4 a ton revenue. Mr. Walsh pointed out that Acme freight 
was mainly long-haul business on high grade freight, but the 
witness would not agree that it was of higher grade than that 
hauled for other shippers. Mr. Turney pointed out that, even 
if revenue were figured on a ton-mile basis, Acme freight 
amounted to about 2 cents, while other freight produced only 
1.5 cents a ton mile. 


E. B. Moffatt, general superintendent of the Lackawanna, 
charged that transfer of empty cars from New York to Ho- 
boken, Newark, Passaic, and other intermediate points for 
loading under the stopoff rule was a “silly and asinine arrange- 
ment.” He said he found that two or three cars went out from 
New York daily under the stopoff tariff loaded with about 200 
pounds of freight to complete loading at the intermediate 
points and that he told officials of the company he would not 
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stand for it and would put empties at the stopoff points instead. 

G. W. Rouse, attorney for the Commission, testified in re- 
gard to correspondence between F. N. Melius, president of the 
United States Freight Company and the Universal Company, 
and F. E. Williamson, president of the New York Central, and 
monthly reports from Mr. Melius to Mr. Williamson regard- 
ing the operations of the forwarding company. Exhibits were 
introduced to show how the railroad and the forwarding com- 
pany had cooperated in various ways, including interchanges 
of lists of shippers who might be induced to use the railroad’s 
or the forwarding company’s services. In one instance it was 
shown that the Universal Company had been able to divert 
passenger traffic to the New York Central. Mr. Rouse said 
his investigation revealed that, when meetings were held by 
the Trunk Line Association regarding proposed reductions in 
L. C. L. rates, Universal opposed the reductions in letters writ- 
ten to New York Central officials. He added that Mr. Melius 
had opposed further restriction of the stopoff tariffs. 

Further exhibits were introduced to show a financial tie- 
up between the New York Central and the Universal. 


It was further testified that formerly the Pennsylvania 
Railroad received very little freight from Universal but that, 
due to the Baltimore and Ohio’s tie-up with the Keeshin truck- 
ing interests, its traffic had been diverted to the Pennsylvania, 
except for some leases expiring November 15 next. 


Mr. Rouse said he understood that rental for Universal’s 
facilities at the Central’s 36th Street station in New York was 
fixed on a basis proportional to the amount of traffic that 
moved in and out over the rails, the more rail traffic moving 
the lower the rental. It was further stipulated that the rail 
tonnage must move over the New York Central and, when an 
audit later disclosed that some of the rail traffic credited to 
the Central had moved otherwise, Universal was assessed and 
paid some back rental. Recently, he added, a new lease was 
executed at $300 a month. 


He said correspondence in Mr. Williamson's office revealed 
that J..M. Davis, president of the Lackawanna, had urged a 
conference between the Universal and Acme people to settle 
certain competitive matters, but he had found nothing to indi- 
cate that the meeting was brought about. 


T. Leo Haden, examiner of the bureau of formal cases 
of the Commission, testified as to his investigation of the for- 
warding operations of the New York Central at the St. John’s 
Park, 36th Street and Westchester Avenue stations in New 
York, and described the facilities, leases executed, and rentals 
paid. 

Delbert Garman, service agent for the Commission, inves- 
tigated the New York Central's facilities for handling Universal 
freight at Erie, Pa., and Buffalo, N. Y., and gave statistics on 
this traffic. At Buffalo, he said, Universal employes handled 
the loading of Universal freight and to the New York Central 
was furnished a daily layout sheet specifying equipment needed 
and containing switching orders. Though cars were switched 
three or four times a day to the Universal tracks at the station, 
he said, there was no record of switching charges having been 
paid by Universal. Much of the Universal freight was handled 
on the Central’s fast overnight train to New York, cars capable 
of 70 miles an hour being furnished. 


F. E. Stoughton, freight agent for the New York Central 
at the St. John’s Patk station, denied there was any difference 
there in the manner of loading Universal freight as compared 
with other shippers and, though a number of cars for Universal 
might be handled on one bill of lading, this facility would be 
extended to other shippers if they asked for it. Carload traffic 
handled for certain other shippers was accompanied by infor- 
mation as to the various destinations of the shipments and, if 
more than one car were required, it was furnished. He added 
that these cars were always loaded to minimum weight re- 
quirements, however, though Universal cars were not always 
so loaded. 


C. E. York, freight agent for the New York Central at 36th 
Street, said that, if cars for Universal at that station were not 
loaded to minimum weight, Universal was informed that it 
must meet the requirements, checkups being made from time 
to time. He admitted that rental charged Universal was pro- 
portional to the amount of truck traffic handled, but said a 
new lease, March 1, 1936, had changed the situation. 

Chester A. Oakes, land and tax agent for the New York 
Central at New York, who prepared the Central’s answer to 
the Commission’s questionnaire, described the Universal’s 
leases and said an adjustment of the 36th Street station lease 
had been made and back rent for 4% years collected when it 
was found that part of the traffic credited to the Central was 
from a transfer service, whereby Universal trucked merchan- 
dise from the nearby area to the station and then sent it to 
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piers and stations of other railroads. The back rent amounted 
to $22,000. 

Cc. J. Brister, vice-president of the New York Central in 
charge of freight traffic, said his company, when it first estab- 
lished container rates, found it a desirable method, but other 
railroads in Eastern Territory felt that these rates were tak- 
ing away their traffic and decided to meet the competition by 
using box cars with a minimum weight of 30,000 pounds. The 
New York Central was then forced to follow suit in establish- 
ing the all-commodity rates, he said. He ascribed the decline 
in the use of containers partly to these rates and said that 
much of his company’s container equipment was now lying 
idle, except that there was still a demand for containers for 
shipping cement, crushed stone, sand, and like materials. He 
described precautions taken in establishing the all-commodity 
rates in order to protect traffic then moving at straight car- 
load rates. 

Truck competition, said Mr. Brister, was greater at short 
distances, about 500 miles being the lower limit at which the 
railroad could compete with trucks, except in special instances. 
The New York Central, he added, believed the use of a for- 
warding company to be a profitable and effective method of 
meeting truck competition. The Universal had a specialized 
organization that had handled this type of traffic for many 
years and the railroad could not accomplish what the forward- 
ing company had done. 

The New York Central, he said, had given much thought to 
the matter of making quick changes in rates to meet truck 
competition, which was free to make changes quickly, but he 
added that, perhaps, under the motor carrier act, this situation 
would improve. 

Mr. Brister volunteered some information as to his opinion 
on store door service. On the basis of the assumption by other 
railroads that truck competition could be met by this service 
he did not favor it. He did not believe that, on short hauls 
of 150 or 200 miles, the railroads could compete and that, to 
meet this situation, the rail carriers should have their own 
truck lines so that solicitors could solicit traffic at any point 
on the railroad at rates comparable with the trucks. At longer 
distances, he felt, the forwarder was better equipped to meet 
the competition. 

The New York Central, he said, did not follow the ex- 
ample of other railroads at first in establishing store door serv- 
ice because it thought it was throwing money away. The 
Central continued to handle a large volume of freight in spite 
of collection and delivery service on roads reaching points 
touched by the Central. Last year L. C. L. revenue was over 
$19,000,000 and this year, it was indicated, it would be $21,- 
500,000 and it was not felt that the Central was harassed by 
the service offered by the other carriers. These carriers had 
succeeded in diverting some shippers away from the Central, 
however, he said, and then argued that, if they could save the 
shipper money on L. C. L. business, they could do the same 
on carload traffic. The New York Central estimated collection 
and delivery service would cost it over $4,000,000 a year and 
that it was prepared to meet competition from railroads hav- 
ing the service by reducing all-commodity rates, even if it 
meant throwing money away, in order to retain the business 
handled by Universal. 


He said the only knowledge he had of financial connec- 
tions between the New York Central and Universal came from 
his reading such reports in the papers. Mr. Walsh brought 
out that a number of Universal officials, including Mr. Melius, 
were former employes of the New York Central. 


Mr. Brister said he thought it would be a good thing if the 
forwarding companies were under federal regulation. 


The witness added that he thought Mr. Walsh had been 
misled by some of the testimony concerning fast overnight 
freight service between New York and Buffalo to the effect 
that this was a special service furnished Universal. It was first 
started by the Lackawanna, he asserted, and the Central fol- 
lowed suit in order to meet the competition. In August, 1936, 
he said, 490 carloads were shipped in New York Central mer- 
chandise cars by this service and 550 carloads were Universal 
cars. 

Asked by Examiner Trezise whether it would not be better 
to reduce the minimum weights required for carloads to meet 
competition Mr. Brister said he was opposed to a general re- 
duction in rates and minimums because by so doing the carrier 
might go too far with reductions in one territory and not far 
enough in another. He preferred to meet each situation on its 
merits. He did not think that the reason the forwarders were 
able to meet truck competition was because they were not 
under Federal control. He expressed his personal view that 
three or four forwarders might handle the freight of all the 
Eastern railroads. 


ee — ; 
ee ee ee ee Ae Ten Ne A ee. out ; sae he 
be ne a TT Op eee are Pe eee tn ee: ee eee) ae 


The Trafic World —$ Vl. LV, No. 17 


J. R. Turney brought out that much fourth and fifth class 
traffic moving under Rule 10 actually moved under a rate lower 
than the all-commodity rates. 

Mr. Powers testified regarding his investigation of the 
Lehigh Valley Railroad’s forwarding facilities, his testimony fol- 
lowing the same general lines as that concerning other railroads. 
The principal forwarders used by the Lehigh Valley, he said, 
were the Universal, Acme and Kelleher Carloading & Distrib- 
uting Co. 

A. C. McIntyre, freight traffic manager of the Lehigh Val- 
ley at New York, said his company was strongly of the opinion 
that the forwarder was the best method of meeting competition, 
because the net return from this method was good and the 
forwarder had a specialized service. The forwarder served 
practically all points on the railroad, he added, and had recov- 
ered much business for the rail carrier. 

Mr. McIntyre favored regulation of forwarders as a gen- 
eral proposition. 

He felt that the stopoff rule was valuable in permitting the 
railroads to meet competition but he did not favor the applica- 
tion of all-commodity rates to private sidings because, he 
pointed out, the railroad had an advantage over the trucks in 
this respect because the shipper with a private siding was really 
located on the rail line and therefore more likely to use the 
rail service. 

Examiner Trezise asked the witness his opinion as to the 
“mysterious” railroad viewpoint which seemed apparent, that a 
rail carrier could not operate as a forwarder. Was it, he asked, 
because the railroad was “rail minded” and the forwarder 
“truck minded”? or was it that investments in the forwarders 
were now such that it would be inexpedient to change the pres- 
ent arrangement. Mr. McIntyre replied that he knew nothing 
of financial arrangements but that there would be no difference 
from a revenue point of view if the railroads were to act as 
forwarders. In reply to a question by Mr. Turney he agreed 
that from a cost and service standpoint the forwarder was 
more economical. 


Brief testimony was given by Mr. Powers regarding his 
investigation of the forwarding facilities furnished by the Penn- 
sylvania Railroad but it was agreed that further testimony 
would be developed by witnesses for the railroad at the Chi- 
cago hearings to follow. 


George S. Lee, former vice-president in charge of traffic 
for the Railway Express Agency, testified that a substantial 
amount of business formerly handled by the agency had been 
lost to the freight forwarding companies. He described at- 
tempts on the part of the agency to meet this competition by 
amending its classification by reducing the rate on quantity 
shipments of small packages but this, he said, was declared 
unlawful by the Commission. Mr. Turney cited figures from a 
report on L. C. L. shipments which he had helped prepare while 
a member of the Coordinator’s staff in Washington, in an 
attempt to show that the volume of business lost by the agency 
to the forwarding companies was not so great as indicated by 
the witness. 


Mr. Rouse offered testimony concerning his investigation 
of the forwarding facilities of the Baltimore and Ohio, describ- 
ing the operations of Universal, especially with regard to the 
handling of fast overnight freight service for Universal between 
New York and Pittsburgh with baggage car equipment on a 
train operated part of the way as a regular passenger train 
and the rest of the way as a fast freight train. Tenancy of 
Universal’s leases on B. & O. facilities ceased June 15, 1936, 
except for those at New York which would expire on November 
15 next, he said. Mr. Powers testified regarding a brief exami- 
nation he had made of the B. & O.’s correspondence files in 
August 1936 concerning the relationship between the railroad 
and the Keeshin trucking interests. 


O. S. Lewis, general freight traffic manager of the B. & O. 
at Baltimore, said that Universal had taken practically all its 
business away from the railroad with the exception of that 
between New York, Baltimore and Pittsburgh. He described 
the efforts which the B. & O. had made to give Universal such 
service as would enable the forwarding company to compete 
with the trucks and said that the establishment of the over- 
night passenger train service was as result of competition. Un- 
less this fast service were provided there would be none of this 
traffic to handle, he asserted, and added that at the present 
time the overnight service was by freight train all the way to 
Pittsburgh. He did not recall any tariff provision regarding 
charges for expedited service, stating that rates for transporta- 
tion of freight were for “any old train we select.” 

The witness revealed that the B. & O. had under consider- 
ation a new plan for the retention of L. C. L. freight business 
but said he was “not ready to spring it” yet. Several experi- 
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ments had been tried, he added, but the forwarder, being out- 
side the law as far as regulation was concerned, was best able 
to meet all the advantages which the trucks enjoyed, including 
those of flexibility, collection and delivery service and less rigid 


’ packing requirements. If the railroads did not give the for- 


warder the necessary service, the latter would employ trucks, 
he said. The B. & O.’s position was, however, that there should 
be some means found to handle L. C. L. freight whereby the 
railroads could get all the profit without an intermediary. 

He admitted that the loss of the Universal business could 
be summed up in one word: “Keshin.” He said that the 
only way to meet trucking competition was to meet it squarely. 
Keeshin was a large trucking outfit, operating exclusively over 
the highways and enjoyed full privileges under the motor car- 
rier act. It was felt that a tieup between the B. & O. and 
Keeshin might yield a small profit and in any event put busi- 
ness back on the rails so the scheme was announced whereby 
it was planned to make the B. & O. a party to the Keeshin 
tariffs. However, a similar situation came up with regard to 
a tieup between Keeshin and the Great Northern service be- 
tween Chicago and the Twin Cities and it was decided to let 
the B. & O. proposal wait pending the outcome of the I. & S. 
proceedings concerning the Great Northern tieup. 

Very soon after the announcement of the proposed tieup 
with Keeshin by the B. & O., Universal served notice of can- 
cellation of its leases on B. & O. facilities, Mr. Lewis said. 

Regarding the proposed pickup and delivery service, the 
witness said it had been hoped this service would supplant that 
of the forwarder to some extent. He added that if the railroads 
were given a free hand in making rates to meet other forms of 
competition, the forwarder would not be needed. He said he 
felt that all forms of transportation should be regulated to the 
same extent, including the forwarders and the water lines, and 
that the rate for any transportation service should be the same, 
no matter the form of transportation used. 

Mr. Powers offered testimony concerning the freight for- 
warding facilities of the Reading Railroad which followed the 
same general lines as that he had previously given regarding 
other railroads. He was followed on the stand by E. D. Hil- 
leary, vice-president of the Reading in charge of freight traffic. 
He admitted that as a consequence of his company’s having 
improved the facitities it offered the Universal Company, Uni- 
versal had given the Reading a larger share of business than 
previously. He denied, however, that the railroad had any in- 
terest, direct or indirect, in any forwarding company. 

Mr. Hilleary felt that there should be reasonable regula- 
tion of carloading companies. 

A surprise witness, George O. Griffith, general traffic man- 
ager of Sterling Products, Inc., submitted a statement for the 
record in which a complaint was registered that the railroads 
gave carloading companies advantages in rates which they did 
not furnish to regular shippers, which, he said, amounted to 
discrimination. 

“In my opinion,” his statement said, “the carriers should 
be ordered to do one of three things: (1) cancel all the all- 
commodity freight rates; (2) cancel specific all freight rates 
between given points where a competing shipper located else- 
where can show discrimination, preference or prejudice, or (3) 
reduce the level of the commodity rate scale generally through- 
out the territory on a given commodity or commodities to a 
percentage basis where it will clear all the all freight rates.” 

The hearings were adjourned to Chicago November 30. 


FOURTH SECTION AMENDMENT 


In preparation for renewal of efforts to obtain passage by 
Congress of a bill eliminating the long-and-short-haul clause 
from the fourth section of the interstate commerce act the 
Association of American Railroads has issued several pamphlets 
giving reasons why the railroads believe the clause should be 
taken out of the law. 

One of the pamphlets, entitled, “A Matter of Markets,” 
contains the statement of F. H. Plaisted, freight traffic manager, 
Southern Pacific Company, filed with the Senate interstate com- 
merce committee last May in support of the Pettengill bill, 
which the House passed but which was not acted on by the Sen- 
ate interstate commerce committee. Another, entitled, “Clear the 
Road,” contains a like statement made by Harry Wilson, vice- 
chairman, Traffic Executive Association-Eastern Territory, on 
behalf of official classification territory lines. A third, entitled, 
“Give Business a Chance,” contains a like statement of D. R. 
Lincoln, freight traffic manager, Missouri Pacific Railroad. 
“The Long and Short of It,” is the title of a fourth pamphlet 
containing questions and answers about the long-and-short- 
haul clause and its proposed repeal. Another folder, entitled, 
“Rail Service and Its Cost—the Farmers’ Real Interest,” says 
repeal of the long-and-short-haul clause will help to bring about 
improved service at lower costs. 
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In connection with discussion of recommended repeal of 
the long-and-short haul part of section 4, of the interstate com- 
merce act, at the annual meeting of the American Short Line 
Railroad Association at Denver, Colo. (see Traffic World, Sept. 
5, p. 431), R. P. Sohan suggested that repeal of that part of 
the fourth section would not do “us so much good as long as 
we have section 1 of the act,” the reference being to paragraph 
4, of section 1, stating that it “shall be the duty of every com- 
mon carrier subject to this part engaged in the transportation 
of passengers or property to provide and furnish such trans- 
portation upon reasonable request therefor, and to establish 
through routes and just and reasonable rates, fares and charges 
applicable thereto, and to provide reasonable facilities,” etc. 
Mr. Sohan said that, under that part of section 1, regardless 
of whether section 4 was repealed, any traffic manager of any 
industrial firm ‘still had the opportunity of going to the Com- 
mission and stating that, under section 1, where a haul was 
within a haul and a higher rate was charged for that inter- 
mediate haul than for the more distant haul, the Commission 
had held in practically every case that it was prima facie 
unreasonable, unjust and discriminatory. Mr. Sohan moved 
that the matter be referred to the legislative committee to draw 
up a bill, presuming that a bill similar to the Pettengill bill 
was to be submitted at the next session of Congress. After 
discussion, in which C. A. Miller, general counsel, spoke against 
a proposal to repeal paragraph 4 of section 1, Mr. Sohan agreed 
to a modification of his motion so that, as stated by President 
Hood, it would require “a mere study of the efficacy of the 
legislation dealing with the long and short haul clause,” and 
as modified it was adopted. 


Cc. B. & Q. ISSUES TARIFF IN NEW FORM 


A new method of tariff printing, recommended by the Na- 
tional Tariff Simplification Committee, in which the type ar- 
rangement is in two columns on each page instead of across 
the page as heretofore, has been issued by the Chicago, Burling- 
ton and Quincy. The tariff, C. B. & Q. 18763-E, I. C. C. 18826, 
naming all-freight rates between Chicago and Davenport, East 
Moline and Rock Island, Ill., is dated October 21 and will be- 
come effective November 22. According to L. H. Lamb, chief 
of the railroad’s tariff bureau, this is the first tariff printed in 
that manner issued by any western line. The theory of the 
committee was that the short lines of the columns could be 
read more easily than the long lines in the page arrangement. 
According to Mr. Lamb, the new form requires no more space 
for printing than the old. The tariff consists mainly of rules 
as to conditions and minimum weights. It is pointed out that 
the columnar form cannot be used for tariffs consisting entirely 
or mainly of rate items. 


AVERAGE PER DIEM ATTACKED 


The Port Huron & Detroit, a short line railroad, has filed a 
complaint with the Commission against the carriers participat- 
ing in the average per diem plan, requesting the Commission 
to require those carriers to pay it $1 a car a day for the use of 
its cars when on the lines of the defendants, and to establish, 
put in force and apply reasonable rules and regulations for 
the use and detention of the freight cars of the complainant 
while on the lines of the defendant. 

The complainant seeks an adjustment retroactive to May 
1, 1935. It alleges that under the average per diem plan it 
receives for its cars approximately 75 cents a day, while it is 
obliged to pay for the use of foreign cars on its line approxi- 
mately $1.26 a day. The average per diem plan, as applied to 
the complainant, is alleged to be unreasonable, arbitrary and 
capricious, and to deprive the complainant of its property 
without due process of law, in that it penalizes the complainant 
by reason of its being uneconomical for it to use foreign cars 
in its local service, and subjects the cars which the complainant 
owns to abuse on the lines of class I participating carriers, 
which, it is asserted, unconscionably delay them either by 
storing them or by using them in local service. 


STORAGE AT. NEW YORK 


On petition of the railroads the Commission has reopened 
for reargument and reconsideration Ex Parte No. 104, prac- 
tices of carriers affecting operating revenues or expenses, part 
VI, warehousing and storage of property by carriers at Port of 
New York, N. Y. It has also postponed from December 1 to 
February 1 the effective date of its order in that case. The 
proceeding has been set for argument before the Commission 
November 23 at 10 o'clock a. m. 

Petitions for reargument and reconsideration were filed by 
the carriers as a whole at the end of August and later on by 
the Erie, the New York Central and Lehigh Valley. The car- 
riers in those petitions for reconsideration allege erroneous 
conclusions of law and errors of fact. 
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MOTOR BUREAU RULINGS 


The following are administrative rulings of the Bureau of 
Motor Carriers, made in response to questions propounded by 
the public, indicating what is deemed by the bureau to be the 
correct application and interpretation of the act. Rulings of 
this kind are tentative and provisional and are made in the 
absence of authoritative decisions on the subject by the Com- 
mission, according to John L. Rogers, director: 


Question: Is the delivery of automobiles under their own power, 
for compensation, in interstate commerce such a transportation of 
property by motor vehicle as to come within the provisions of the 
motor carrier act, 19357 

Answer: The interstate transportation of automobiles by the so- 
called ‘‘caravan method,’’ if conducted for compensation by individu- 
als or organizations holding themselves out to perform such a driving 
service, as a business and not as casual, occasional, or reciprocal 
transportation, is transportation of property by motor vehicle and is 
subject to the motor carrier act, 1935. It makes no difference whether 
some of such vehicles are towed by other vehicles or whether all op- 
erate on their own power. 

Question: Where a motor carrier, which is owned, managed and 
controlled by another motor carrier, seeks to acquire all or part of 
the properties of a third motor carrier, in the computation of the ‘‘total 
mumber of vehicles involved,’’ as that language is used in section 213 
(e) of the motor carrier act, 1935, shall there be included the motor ve- 
hicles of all three motor carriers? 

Answer: Yes. The total number of vehicles owned, controlled, or 
operated by the real parties in interest to the transaction are to be 
counted as involyed, notwithstanding title and operating rights may be 
held by separate legal entities. 


RAIL VS. TRUCK MEAT RATES 


The Commission has assigned I. and S. No. 4214, meats 
and packing house products from Chicago, for argument, No- 
vember 19. That is the proceeding caused by the Commission’s 
suspension of tariffs of lines hauling meats from Chicago and 
Chicago rate points to central freight association territory in 
which material cuts were proposed to meet truck competition. 
Examiner Disque made a proposed report (see Traffic World, 
October 10, p. 667), in which he said that truck and rail rates 
should stand on their own foundations, his chief recommenda- 
tion being that the Commission find the rates justified. 

At that time, according to the notice of the Commission 
assigning the case for argument, it will also hear argument on 
the petition for investigation of certain motor rates, filed on 
behalf of Central Motor Freight Association, Inc., and Central 
States Motor Freight Bureau, Inc.; also on the petition for an 
investigation of certain highway and railway freight rates on 
meat and packing house products filed on behalf of the Na- 
tional Grange, Farm Rate Council and Northwestern Live Stock 
Shippers’ League. 

In this case protesting interests urged the Commission, 
before considering the truck rates that had been out into 
the record as bases for rates by rail, to inquire into the ability 
of truckers to live on the rates that had been put into the rec- 
ord or to maintain them indefinitely. Before the proposed 
report was made the Commission, by division 2, sustained a 
ruling made by Examiner Disque excluding from this case 
testimony on that point of stability of truck rates. The pro- 
testants desired the reopening of the case for that purpose. 
Disque said that the petitions for reopening were practically 
refiled as chapters in protestants’ briefs. 


MOTOR JOINT BOARDS 


The Commission has created the following joint boards or 
made changes in the personnel of other boards as follows: 

No. 160, for Illinois, Indiana and Missouri, A. J. Snedeker, 
supervisor, bus and truck department, Missouri commission, 
vice John C. Highberger of the Missouri commission. 

No. 124, Montana, North Dakota, and South Dakota. 
Commissioner C. W. McDonnell, North Dakota, appointed in 
place of Commissioner Elmer Cart. 

No. 124, Montana, North Dakota, and South Dakota. 
Commissioner Fred B. Ray, South Dakota, appointed in place 
of Commissioner F. S. Pickart. 

No. 172, Oregon. A. F. Harvey, chief, rate department, 
Oregon commission appointed to constitute the board. 

No. 166, Arizona, California and Nevada. Chairman 
Charles R. Howe, Arizona; Director of Transportation Warren 
K. Brown, Calfornia, and Commissioner H. R. Martin, Nevada. 
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Holden, Idaho, and Supervisor of Transportation W. D. Lane, 
Washington. 

No. 170, Kansas, Oklahoma and Texas. Commissioner 
Ernest E. Blincoe, Kansas; Special Counsel C. B. Bee, Okla- 
homa, and Commissioner C. V. Terrell, Texas. 

No. 171, Lousiana, New Mexico and Texas. Chief of Motor 
Transportation Alex Grouchy, Louisiana; Chairman Robert 
Valdez, New Mexico, and Commissioner C. V. Terrell, Texas. 

No. 173, Idaho, Utah and Wyoming. Commissioner Harry 
Holden, Idaho; Commissioner Joseph S. Snow, Utah, and Chair- 
man M. J. Foley, Wyoming. 

No. 174, Idaho and Nevada. Commissioner Harry Holden, 
Idaho, and Commissioner H. R. Martin, Nevada. 

No. 175, California, Idaho and Nevada. Transportation 
Engineer, J. G. Hunter, California; Commissioner Harry Holden, 
Idaho, and Commissioner H. R. Martin, Nevada. 

No. 63, Maryland, Virginia and West Virginia. Commerce 
Counsel, H. E. Ketner, Virginia commission, substituted for 
Commissioner H. Lester Hooker. 

No. 55, Iowa, Kansas and Missouri. John H. Gillespie, 
Iowa commission, vice Chairman Mike P. Conway. 

No. 67, New Jersey and Pennsylvania. Assistant Counsel 
John A. Bernhard, New Jersey, vice Commissioner Thomas L. 
Hanson. 

No. 139, Iowa, Kansas and Nebraska. John H. Gillespie, 
Iowa commission, vice Chairman Mike P. Conway. 

Nos. 24, Minnesota and North Dakota; 26, Minnesota and 
South Dakota; 141, Illinois, Minnesota and Wisconsin; 142, 
Minnesota and Wisconsin; 144, Illinois, Iowa and Minnesota; 
145, Minnesota; 146, Iowa and Minnesota, and 147, Iowa, Min- 
nesota and South Dakota. Commissioner Charles Munn, Min- 
nesota, vice Chairman Frank W. Matson, the substitution of 
Mr. Munn for Mr. Matson being in cases named in the orders. 


RAIL-TRUCK OIL RATE INQUIRY 


The Commission, on its own motion, in No. 27565, petroleum 
and petroleum products from California to Arizona, has insti- 
tuted an investigation of rates, charges, rules, regulations and 
practices of common carriers by railroad and by truck and the 
minimum charges, rules, regulations and practices of contract 
carriers by truck with respect to the transportation of pe- 
troleum and its products from origin points in California to 
destinations in Arizona. All rail and motor carriers are re- 
spondents in the proceeding. As to the scope of the inquiry 
into the rates and practices incident to such transportation, at 
hearings hereafter to be announced, the Commission said it 
would include a full inquiry into: 

1. All tariff provisions, rates, charges, rules and regulations pub- 
lished by respondent common carriers by railroad and by motor vehicle 
relative to or affecting the receipt, transportation, delivery, storage, 
handling, stopping in transit, loading and unloading performed by said 
respondents in connection with said traffic; 

2. All schedules containing minimum charges, rules and regula- 
tions published by said respondent contract carriers by motor vehicle 
or in lieu thereof the contracts or agreements relative to or affecting 
the receipt, transportation, delivery, storage, handling, stopping in 
transit, loading and unloading performed by said respondents in con- 
nection with said traffic; 

3. Operating practices of all said respondents in connection with the 
receipt, transportation, routing, delivery, storage, handling, stopping 
in transit, loading and unloading and all other services performed by 
said respondents in connection with said traffic; 

4. Accessorial and terminal services performed by said respondents 
in connection with said traffic such as loading, unloading, other station 
or platform service, trucking, and other terminal or delivery service, 
the costs thereof and compensation received therefor, and allowances 
to shippers in connection with such services; 

5. The volume of such traffic transported at carload and truckload 
rates during representative periods by respondents; the costs thereof 
and the net earnings theron; 

6. All other information germane to the subject matter of this inves- 
tigation, in so far as it relates to interstate commerce, with a view to 
determining whether the rates, charges, minimum charges, rules, regu- 
lations and practices of respondents or any of them, are inconsistent 
with economical and efficient management and service, or are unjust, 
unreasonable, or in any respect in violation of law, and of making such 
findings and orders in the premises as the facts may appear to warrant. 


The Commission, in I. and S. No. 4189, petroleum from 
California to Arizona and Nevada, has denied the petition of 
the protestants in that case, Tank Truck Operators’ Associa- 
tion, Truck Owners’ Association of California and American 
Trucking Association for further consideration and oral argu- 


No. 167, Arizona, California and New Mexico. Chairman 
Charles R. Howe, Arizona; Director of Transportation Warren 
K. Brown, California, and Chairman Robert E. Valdez, New 
Mexico. 

No. 168, Arizona and Nevada. Chairman Charles R. Howe, 
Arizona, and Commissioner H. R. Martin, Nevada. 

No. 169, Idaho and Washington. Commissioner Harry 


ment. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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A. T. A. Annual Convention 


’ Truck Operators at Chicago Consider Problems Under Motor Vehicle Act—Lee, Turney, Day, 
and Muntwyler, Speakers—Uniform Rate Proposal Disclosed—Rodgers Re-elected President 


Addresses by 
Commissioner 
William E. Lee, 
John R. Turney, 
formerly of the 
staff of the Fed- 
eral Coordinator, 
and William H. 
Day, manager of 
the transporta- 
tion department, 
Boston Chamber 
of Commerce, 
featured the first 
day of the annual 
convention of the 
American Truck- 
ing Associations, 
Inc., at the 
Stevens Hotel, 
Chicago, October 
19. It was re- 
ported that the 
registration of 
members and 
delegates was 
greater than at 
any previous 
meeting of the 
organization. 

The grand ballroom of the hotel was crowded when the 
first general session was called to order by President Ted V. 
Rodgers, Scranton, Pa. The seating of the delegates was ar- 
ranged in the center of the hall, each group marked with its own 
state standard, and the wings were occupied by members not 
delegates and by visitors, among whom was a considerable 
sprinkling of shippers. 





TED V. RODGERS 
President A. T. A. 


Lee’s Address 


Commissioner Lee’s address was, in effect, the keynote 
of the convention. He spoke at some length of the importance of 
highway transportation in the general industrial picture of the 
country and, after outlining the steps that led up to the adop- 
tion of the motor carrier act, said that the first year of its 
operation had been largely a year of staff organization and the 
consideration of broad fundamentals. He discussed the prob- 
able results of the enforcement of the act, venturing the sug- 
gestion that “some of those who contributed to the agitation 
that resulted in the passage of the motor carrier act were not 
without hope that regulation would . . . drive many operators 
from the highways.” He said his own view was that that would 
not be the case, that, in fact, under the law, the legitimate 
highway operator would operate “profitably and successfully 
and with more stability than has heretofore been possible.” 
Speaking of the small operator, he said: 


I do not share in the loose talk that one hears about the so- 
called small or irresponsible truck operator—that he should be taken 
off the highways, etc. It is barely possible that not so long ago some 
of our larger operators were looked upon as both small and irrespon- 
sible. While I have no prejudices against large operators, merely 
because of size, I am not certain that it is not more in the public 
interest to have a great many small operators than to have highway 
transportation throughout the country controlled by a few large 
systems. The small operator, serving a community, is, in many 
instances, furnishing a service never before rendered, which probably 
can be rendered by no other means and which, collectively, is of 
immense public importance. The small operator may be the most 
important and significant factor in the motor transport field. Any 
carrier, however, no matter how small, with a certificate or permit to 
operate, who affords the required tnsurance protection, who observes 
safety and other requirements, and adequately serves his community, 
is, so far as I am concerned, a bona fide operator, his absence of 
a rating in Bradstreets to the contrary notwithstanding. 


He said that the thesis, advanced by some, that the high- 
ways of the country were constructed primarily for carrying 
private traffic, was not wholly accurate. He told of the build- 
ing of some of the famous historical turnpikes and said they 
were made principally to carry the commerce of the country. 
He said it was ridiculous to suppose that the government had 
spent hundreds of millions of dollars for highways “solely to 


provide roads over which the mails could be carried, or soldiers 
could be marched, or for private purposes.” It was obvious, he 
added, that the 3,600,000 trucks now in operation had a right on 
those highways and that they were performing a “useful 
service.” It would be “unthinkable,” he said, in view of the 
mandate of Congress to preserve the inherent advantages of 
all types of transportation, for the Commission intentionally 
to misuse its regulatory powers to drive trucks or busses from 
the highways. 

Incident to that thought, he added, he wanted to deny 
rumors that the Commission was hiring “G-men’” to spy on 
operators in the field so as to ferret out violations of the law. 
He suggested the rumor might have been caused by the organ- 
ization of the motor carrier bureau field forces. As a matter of 
fact, he said, the bureau forces were organized in that manner 
to bring the Commission in closer touch with the operators in 
their own environments and to be of help to those operators. 


Safety Regulations 


He next took up the matter of safety regulations, and 
after discussing what had been done up to the present to for- 
mulate a code of safety rules, he said: 


Our approach to the question as to what safety regulations should 
be issued has been a very practical one. Those in immediate charge 
of the matter have conferred with a large number of organizations 
of all kinds, and with several hundred individuals, in the preparation 
of the initial proposals. The assistance of the A. T. A. and of many 
of its affiliated associations in the states, has been of special benefit 
in this connection, and indicates anew the value of organized rep- 
resentation for a great industry which is as diverse and as wide- 
spread as that of motor transport. Since the publication of the initial 
proposals, further conferences have been held with carriers, state rep- 
resentatives, and, in fact, with practically every one who showed 
an interest in the subject. 

Finally, because of its importance, the matter was set for hearing 
before the division. This hearing was participated in by every one 
who desired to be heard. It was very instructive and beneficial. Fur- 
ther hearings will be held on the west coast. What the rules and 
regulations will be, I do not know. We hope to get them out within 
a short time. In general, however, they will be based on an objective 
which is considerably easier to state than to attain: ‘‘a safe driver on 
a safe vehicle.”’ To attain the end embodied in this slogan places 
on us a complicated and difficult task, yet a task which we do not 
shirk—a task, instead, for which we have real enthusiasm. We be- 
lieve that, with the complete understanding and support of your 
industry, we can establish and maintain uniform yet reasonable 
safety requirements which will help to make interstate motor trans- 
port the safest operation on the highways, and, by the force of ex- 
ample, promote in some measure the whole cause of highway 
safety. * * * 

We are entering upon this work with the full realization that 
it will be impossible to devise safety rules, the observance of which 
will prevent all accidents with respect to vehicles under our jurisdiction. 
With the experience of the railroads before us, however, it would 
appear that it is not too much to expect that the enforcement of 
reasonable, practicable, and uniform safety regulations may also re- 
sult in a great lesfening of the number of deaths and injuries in 
which trucks and busses participate. There is no phase of our duties 
under the motor carrier act which holds greater potentialities for the 
public welfare, and I am glad that you, the operators, and we, the 
Commission, have this opportunity to work together in this great 
cause. 


The speaker next outlined efforts to formulate regulations 
so as to assure financial responsibility on the part of truck 
operators. With reference to the insurance rules, he said the 
Commission would welcome information from carriers and 
insurance companies as to how they were working so that that 
body could “rectify oversights or errors which may develop 
in the application of such rules.” 


Not “Railroad-Minded” 


The Commission was not “railroad minded,” nor could it 
be, under the mandate of Congress as expressed in its declara- 
tion of policy, he said. Continuing along that line, he added: 


Congress has now charged the Commission with the duty of regu- 
lating both rail and motor carriers, and under the law we owe the 
same duty to each carrier. There was a good deal of feeling before 
the motor act was passed that the Commission was rail minded, and, 
in a way, I do not know why it should not have been. Its jurisdic 
tion was practically limited to the railroads. Since we now have 
jurisdiction over both rail and motor carriers, no honest man should 
expect that we would deal other than impartially between the two. 
While we have made comparatively little headway in the regulation 
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of motor carriers, I believe that you are safe in accepting from me 
the assurance that, with both motor and rail carriers the Commission 
will deal even-handedly; that it will be impartial; that it will be 
as fair to the one as to the other. The future may, and no doubt 
will, bring criticism to the Commission in its administration of the 
two parts of the act, but, whatever may be the outcome of this great 
experiment in regulation, I firmly believe that it will be the final 
judgment of unprejudiced observers that the Commission has not 
played any favorite. 

Many questions have been raised and many inquiries have been 
made as to what policy the Commission will adopt in given cases, how 
it will construe the act in this or that respect, what latitude it will 
permit for accomplishing various plans, and how far it will go in 
assisting to this or that end. Manifestly no authoritative answer can 
be made by any individual. All such questions will have to await 
the formal expression of the Commission. It may be said, however, 
that the Commission has no policy other than to administer the act 
so as to accomplish the purposes outlined by Congress in its declara- 
tion of policy. 

It is my view that motor carriers will be restricted only to the 
extent that the law requires it, and that otherwise they will be as 
free as ever to conduct their operations. This, I am confident, will be 
the attitude of the Commission in the administration of the act. Prob- 
ably the most important announcement the Interstate Commerce Com- 
mission has made during its existence of fifty years, as indicating its 
conception of its duty under the law in the regulation of railroads, 
was that ‘‘we are not the managers of the railroads.’’ That principle 
has been repeatedly reiterated and the Commission has fairly con- 
sistently shaped its course of regulation accordingly. Throughout the 
years it has refused to substitute its judgment for that of the car- 
riers in the broad field of management. It is, in my opinion, this gen- 
eral conception of the purpose of the law and the duty of the Com- 
mission that has resulted in whatever success the Commission can 
claim in the regulation of the railroads. Thus far the entire Com- 
mission has not had occasion to make any similar declaration with 
respect to motor carriers, but I recently stated publicly and with 
confidence that ‘‘in its regulation of motor carriers, the Commission 
will proceed on the assumption, as it has done with respect to the 
railroads, that it is not the manager of the motor carriers; that they 
are private enterprises charged with a public interest; and that they 
will be hampered by Commission regulation only to the extent that 
they run counter to the law.’’ This means that, in the field of man- 
agement, the Commission will not substitute its judgment for that of 
the managers of motor carriers, but that, within the law, they will 
continue to manage their own affairs. 

And, finally, in this great field of transportation, it is the hope and 
expectation of the Commission that the carriers, both by rail and by 
motor, will go forward within the law and afford this great country 
that high character of transportation service to which it is entitled, 
with the Commission merely sitting on the side lines, possessing a 
restraining hand, to be extended sparingly and only when necessary 
to protect the public interest. 


Turney Speaks 


The second address at the first general session was deliv- 
ered by Mr. Turney. He spoke at length about truck rate and 
tariff policies and pointed out the error of following railroad 
precedent in those matters. He admitted that, in the transition 
period, it might have been necessary to adopt modifications of 
railroad classifications and tariff structures, but insisted that 
work ought to begin at once revising truck classifications along 
simpler lines. Tariffs, too, he insisted, could be compressed 
into a single volume instead of being published in a mass of 
separate publications as at present. Eventually, he said, both 
railroad and truck rate structures would take on a much simpler 
pattern than that at present in use. In part, he said: 


Your association has begun by fitting in somewhat simplified form 
the principles indicated in the rail classification. As quickly as the 
industry becomes a unit behind this classification, the march toward 
greater simplicity should begin. The process must be evolutionary and 
not revolutionary. 

A phase of ratemaking which holds large possibilities of trouble 
for the industry lies in tariff publication. With this problem realistic 
thinking and practice of a high degree are required, if motor carriers’ 
tariffs are to avoid the morass of unintelligibility presently encountered 
in rail tariffs. 


The object of a tariff primarily is to advise a prospective customer 
of the carrier’s price, and secondarily, to fix definitely the rates which 
are legally applicable for a movement. There are over 5,000 commod- 
ities which move in vehicle lots. There are over 34,000,000 individual 
points in the United States between which they can move, and thousands 
of common carriers over which the commodities can move. The correla- 
tion of the multitude of combinations which arise out of the many 
variable elements to accomplish the foregoing objectives presents a 
problem, the chief difficulty of which lies in the avoidance of com- 
plexity upon the one hand and multiplicity upon the other. 

There are currently on file with the Commission about 500,000 
rail tariffs and supplements containing about 2,500,000 pages. An- 
nually over 100,000 rail tariffs are filed. It is estimated that there 
have been filed with the Commission over 40,000 motor carrier tariffs 
since April 1, 1936, and it is apparent that this number in time will 
be multiplied several times over. Many carriers issue tariffs which 
apply only locally on their lines and in some instances with respect 
to certain named commodities, joining with other carriers in publishing 
joint tariffs through common agents. Other carriers maintain joint 
rates by concurring with one another. Still others publish all tariffs 
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through joint agents. All of this means, in the aggregate, an enormous 
file of tariffs which requires maintenance of a tariff file and a corps of 
experts to run it, a procedure wholly out of the question except in 
large organizations—shipper or carrier. Indeed there are few if any 
places outside the tariff files of the Commission where anything ap- 
proaching completeness is attained. Even there I challenge anyone 
to find the applicable rate upon a rail movement within less than 
one day, if, before he begins the search, he does not know in what 
tariff that rate is published. 

Present-day rail tariffs are among the most technical and com- 
plicated documents extant. The necessity for attaining the secondary 
objective of legal definiteness largely obscures the primary objective 
of publicity. The need for this condition arises entirely out of the 
lack of systemization—a condition difficult to attain under present 
conditions in view of the large number of publishing agencies, includ- 
ing carrier local publishings. 

The Commission has been very liberal thus far with respect to 
its tariff requirements for motor carriers. It is evident, however, that 
urgent action is essential if the evils inherent in the rail system are 
to be avoided. This action can be taken by the carriers themselves 
more effectively than by the Commission. Several fundamental essen- 
tials are indicated: First, an integration of all ratemaking and tariff- 
publishing functions which, by means of a competent central authority 
will correlate all ratemaking activities into a single nonprofit tariff 
publishing agency; second, simplification of classification; third, group- 
ing of all points of origin and destination into a limited number of 
rate blocks and the determination of the distance between these 
blocks, somewhat in the same manner as the express blocks pre- 
scribed by the Commission. If 60-mile equigraphic zones be used for 
illustrations, all possible shipments within the country automatically 
fall into one of 60-rate or mileage blocks. 

There is considerable misapprehension as to the need for specifica- 
tion of rates between individual points rather than. between market 
areas. Based on a study of railway traffic in 1932, two-thirds of all 
carload traffic was terminated at 701 trade centers, being the prin- 
cipal cities in as many trade areas covering the entire United States. 
Since generally each of these trade areas falls within a separate zone, 
it is obvious that the determination of the distance between these trad- 
ing centers—a simple task when compared with determining that be- 
tween some 35 thousand points—will fairly measure the transportation 
service between other cities and towns embraced within the same area. 

The system of tariffs above outlined, including a complete geo- 
graphic guide to all points within the country and the trade area in 
which located, merchandise and vehicle classification and complete rate 
tables of all commodities, between all trade areas, can be conveniently 
published in a single volume of a size less than that now required for 
the rail classification alone. Thereafter a future rate change is a matter 
of a few simple sheet substitutions. 


The general session of October 19 ended with the annual 
report of the president. Mr. Rodgers spoke in detail of the 
work of the association in the year since the last annual con- 
vention. He outlined the legal work done in watching such 
matters as the eastern pick-up and delivery case and told of 
the association’s participation in some of such cases. Other 
matters touched on in his report included the truck classifica- 
tion and the formation of truck tariff agencies; advice and 
assistance to the Commission in formulating insurance rules; 
cooperation with state associations in the solving of intrastate 
problems; taxation; safety; carrier classification; definition of 
municipal areas; legislation, and such internal association 
affairs as the handling of service calls by the office staff. 


Luncheon Session 


William C. Winkler, Chicago, presided at the luncheon 
session.. In his address Mr. Day paid tribute to the trucking 
industry and to the way in which it had gone about adjusting 
its business to the new federal law. There were several 
particulars, however, he added, that required careful watching 
1 the part of responsible operators. He outlined them as 
ollows: 


I suppose it was only natural that the steadily growing demand 
for truck transportation should encourage newcomers to enter the 
field. For some years about all that appeared to be necessary for 
anyone to embark in the trucking business was a desire so to do. 
Enterprising truck salesmen did the rest. Generally speaking, these 
newcomers knew little, if anything, about the trucking business and 
very few manifested any interest in placing their operations on a 
sound basis. They had no idea as to costs and apparently cared less. 
Their disposition was to charge for their services whatever they 
could get and they usually found plenty of shippers willing to take 
advantage of the situation even though many had learned by bitter 
experience that when they suffered losses or damages they were 
simply out of luck. Obviously, no truckman could operate along 
such lines indefinitely and sooner or later they passed out of the 
picture. But, unfortunately, for every one who went out two came 
in, and the fight for supremacy went merrily on, to the detriment 
of everyone interested in sound transportation. 

Another bothersome situation has been the so-called contract 
carrier. I have in mind particularly those who under the terms of 
a contract regularly haul truckloads of merchandise traffic to certain 


_ points and, having fulfilled their obligations, are disposed to solicit 


return loads for whatever they can get on the theory that a load is 
desirable and that any revenue obtainable is all velvet and, con- 
sequently, a contribution toward keeping down their overhead. Neces- 
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sarily, this practice has had a most’ disastrous effect on all common 
carrier truckmen disposed to render a dependable service at just and 
reasonable rates as well as upon competitive forms of transportation, 
such as railroads and steamship lines. * * * 

. Conditions such as I have cited long ago prompted most shippers 
to view federal regulation as the only known means of forcing ir- 
responsible truckmen off the highways, of eliminating cut-throat com- 
petition and enabling the truckman disposed to operate along sound 
lines so to prosper as to be able to profitably render the sort of 
service so essential to modern business. Whether or not the sort 
of regulation imposed will prove workable time alone will tell. In 
the meantime it is the duty of everyone to live up to both the letter 
and the spirit of the law in every respect. With the coming of regu- 
lation some of the vicious practices I referred to automatically dis- 
appeared, others are still with us and, unfortunately, in an aggravated 
form. 


As illustrated, there is apparent a growing disposition on the part 
of sellers of truck transportation to cut rates to an indefensible level. 
Prior to the advent of federal regulation when a truckman lost a 
customer he had a pretty good idea that a competitor had cut his rate, 
but, unless the customer was disposed to talk, this was mere guess- 
work on his part. Now when a truckman loses a customer he im- 
mediately endeavors to check up on the other fellow’s rates, which may 
or may not be filed with the regulatory authorities in the manner 
prescribed by law. If, perchance, the rates are filed, they may be 
in the form of a schedule of minimum rates, which meets the present 
requirements of contract carriers and, while there is no assurance that 
the rates filed are actually charged, the truckman who has lost a 
customer assumes such to be the case and in an effort to safeguard 
his most desirable accounts he immediately proceeds to file tariff sup- 
plements reducing the rates on specific commodities to a basis some- 
what comparable with the minimum rates filed by his competitor, 
the contract truckman. Now when some other common carrier truck- 
man observes what he has done he proceeds to go a bit further in 
an effort to safeguard his best accounts, and so the vicious circle is 
started, to the general disadvantage of everyone interested in sound 
highway transportation. Obviously, this condition should be corrected 
and the sooner the better. 


Shippers Partly to Blame 


Now a word about shippers. Unfortunately, some continue to 
pursue practices which to my mind are deserving of both comment 
and criticism. Specifically, I refer to those disposed to use one truck- 
man against another as a means of forcing rates down to an inde- 
fensible level and apparently there are still plenty of truckmen dis- 
posed to favor such method of rate-making. I sincerely hope that 
such buyers of highway transportation as are indulging in the ques- 
tioned practice are mindful of that section of the law which makes 
it an offense for them knowingly to pay anything less for services 
rendered than the charges lawfully on file with the regulatory au- 
thorities. However, such practice is not at all general. It is pursued 
by a small percentage of the whole. The average shipper aspires to 
do business with responsible carriers. He desires the best service 
procurable and naturally expects to pay for same just and reasonable 
rates, no more or less. Further, I believe that shippers generally 
are looking forward with keen anticipation to the time when the 
regulatory authorities can and will force both buyers and sellers of 
truck transportation to live up ‘to the law in every particular. 


Due largely to such practices as I have cited, many truckmen are 
not receiving a new dollar for an old one and as a result there exists 
in the trucking business a most unhealthy situation, which in my 
opinion should in the public interest be corrected, and personally, I 
believe that organizations such as yours should assume a position 
of leadership in bringing same about. However, if, as appears to be 
the case, those making up the industry are not disposed voluntarily 
to abandon such vicious and unnecessary rate-cutting practices ‘as 
are now going on then, obviously, the time will come when those 
shippers who are interested in sound transportation will find it neces- 
sary to initiate such formal action as will clear the atmosphere. In 
this connection you may be interested to learn that in Massachusetts 
the regulatory authority has recently issued an order requiring all 
truck operators to justify within a prescribed period of time their 
commodity rates and providing that failure so to do will constitute 
disapproval of such rates. Perhaps a similar ruling by the Interstate 
Commerce Commission would have a most wholesome effect in stabil- 
izing such interstate rates as are now causing those interested in 
sound transportation real concern. 


I now want to discuss very briefly some practices and conditions 
which, while not as important as the rate question I have dealt with, 
are, nevertheless, unjustifiable and in the interest of sound transporta- 
tion should be corrected. I have in mind, the apparent lack of desire 
on the part of many common carrier truckmen to render small shippers 
the sort of service they have a right to expect. As illustration, when 
a small shipper places an order for a truckman to call, the first ques- 
tion asked is what is the size of the shipment and if it happens to 
be a small one as measured by weight he is simply out of luck, be- 
cause the average truckman forgets to call. Obviously, such a practice 
is indefensible. 


Many truckmen, while parties to classifications which carry rules 
as to the bill of lading conditions that apply, do not as a matter of 
fact issue either bills of lading or receipts as provided for in the act. 
A great many truckmen are not issuing freight bills at all and a 
goodly number of those who do fail to show the information required 
under the Commission's notice of June 29. In fact, many instances have 
come to my attention where truck operators when delivering mer- 
chandise present a blank freight bill to consignee with the request 
that he fill same out. 

And now, the matter of tariffs. While much could properly and 
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perhaps profitably be said on this subject, I propose to limit my 
remarks to a few troublesome situations which those making up 
the industry can and should correct. First, many truckmen are parties 
to agency tariffs which they do not pretend to live up to and ap- 
parently do not understand. Particularly is this true where joint rates 
are involved. Steps should be taken to familiarize all truckmen with 
the tariffs they are parties to and their personal responsibilities. Sec- 
ond, I find that in many cases where shipments are delivered to a 
truckman for an interline haul under joint through rates published 
in an agency tariff they do not reach destination via the delivering 
carrier a party to the tariff, with the result that consignee is re- 
quired to pay charges based upon combination rates which exceed the 
published joint through rates. Third, it is not uncommon for an agency 
tariff to show certain truckmen as serving a destination point, yet 
when offered traffic they decline to accept same on the grounds that 
they do not serve that particular point and never have. It should not 
and I hope will not be necessary for buyers of truck transportation 
to carry such matters-to the Commission for adjustment along proper 
lines, 


interstate Group Conference 


Speaking on the subject “The Pitfalls of Regulation,” Glenn 
W. Stephens, attorney, Madison, Wis., at the afternoon session 
of the interstate carriers’ group, said that, while regulation was 
a boon to the responsible operator, it was not a cure-all. He 
pointed out several ways in which regulation could go wrong. 
The first, he said, was in the selection of personnel. In the first 
place, he said, although regulatory bodies usually had to select 
employes under civil service, that method was not free from 
abuse; secondly, he pointed out, civil service employes were 
sometimes prone to take a proprietary attitude. 

“From a beginning as a regulator, it is a short step to 
an attempt at becoming a manager. Beware of the proprietary 
attitude in commission employes,” he said. 

He said that while, generally, regulatory bodies in this 
country had given little cause for charges of partiality, never- 
theless the possibility of such a thing ought not to be over- 
looked. “There is always the human equation,” he said. 

A thing to be watched especially in state regulation, he 
pointed out, was the possibility of the taxes assessed to pay 
the cost of regulation becoming burdensome. Again, he added, 
there was a tendency toward overlapping in state and federal 
regulation that would bear careful watching. Finally, he said, 
the tendency toward bureaucracy was always present in regula- 
tory bodies. That was always apparent, he added, when one 
contemplated the manner in which they handled their public 
relations. Newspapers were prone to print hand-outs released 
by government bureaus, he said, where counter-releases pre- 
pared by industries often found only editors’ wastebaskets. 

At the group session there were discussions of railroad col- 
lection and delivery and the fight being waged against it in 
the east by the association; on the standardization of. vehicle 
equipment, and on hours of labor and working conditions. 


Vehicle Classification 


_ Leland James, Portland, Ore., spoke on vehicle classifica- 
tion. He read from the report prepared by the association’s 
classification committee. This report did not pretend to solve 
the problem, he said, but was merely a clear statement of the 
issue. He said it would be submitted to the Commission for 
whatever help it could be to that body in fixing vehicle classi- 
fications. It was not intended to be acted on either by the group 
or by the association, he said. This, he added, was the first 
time the report had been made public. Significant parts of it 
were as follows: ™ 

The term private carrier of property by motor vehicle means any 
person not included in the terms common carrier by motor vehicle or 
contract carrier by motor vehicle who or which transports in inter- 
state or foreign commerce by motor vehicle property of which such 
person is the owner, lessee, or bailee, when such transportation is for 
purpose of sale, lease, rent, or bailment, or in furtherance of any com- 
mercial enterprise. Under this definition a private carrier is one who 
does not transport goods belonging to others for compensation. The 
act of issuing bills of sale to or assuming ownership of the goods being 
transported for the period of transportation does not make the carrier 
of these goods a private carrier if the principal profit derived from 
the sale of the goods is for the transportation of them. 

There is no need of further reclassifying this carrier for the 
purpose of prescribing rules. 

There is need of prescribing the same general and special rules 
governing the safety equipment, hours of labor and qualifications of 
employes as is presented for motor carriers and these rules should 
be prescribed at the same time and not left to future consideration. 


The term contract carrier by motor vehicle means any person not 
included in paragraph 14 of this section, who or which under special 
and individual contract or agreements, and whether directly or by 
lease or any other arrangemént, transports passengers or property in 
interstate or foreign commerce by motor vehicle for compensation. 
Under this definition the question of whether a carrier is actually a 
contract carrier or not can be only determined by weighing all the 
facts in connection with the operation. Two important facts are the 
terms of the contract or contracts and the kind of solicitation used 
to secure the contracts. 
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A contract carrier can operate in cities, between cities or within 
areas; however, he cannot hold a permit and a certificate to operate 
over the same route or within the same territory except upon approval 
of the Commission. 

It is suggested that while there is not the need for such a compre- 
hensive classification of contract carriers as there is for common car- 
riers, these carriers may be broken down into two subclasses known 
as limited contract carriers and general contract carriers. Limited 
contract carriers are to be all those contracting with a shipper or 
shippers for the exclusive use of a vehicle or vehicles. General con- 
tract carriers are to be all other contract carriers. 

It is thought that this reclassification will be helpful when the 
time arrives for the issuance of rules for compliance with section 218 
and section 202. 

It is suggested that contract carriers both limited and general 
be required to file a schedule of the minimum rates under each con- 
tract. 

It is suggested that any requirement as to public liability and 
property damage issuance be made uniform as to all motor carriers. 

All the general and special rules on safety equipment, hours of 
labor and qualifications of employes should be applied to contract 
carriers both general and limited. 

It is suggested that a simplified plan of accounting for the gen- 
eral contract carrier, with possible slight modification as to billing for 
the limited contract carrier, be prescribed. 

It is suggested that the permit limit the scope of the operation 
to the terms of the contract or contracts which have been entered into. 

The term common carrier by motor vehicle means any person who 
or which undertakes, whether directly or by lease or by any other 
arrangement, to transport passengers or property, or any class or 
classes of property, for the general public in interstate or foreign 
commerce by motor vehicle for compensation, whether over regular or 
irregular routes, including such motor vehicle operations of carriers 
by rail or water, and of express or forwarding companies, except 
as to the extent that these operations are subject to provision of part I. 
Under this broad definition there is included within this classification 
every carrier who makes it his business to undertake the transporta- 
tion of property for those who may choose to employ him in the 
manner in which he proposes to operate. Thus a common carrier may 
be an operator of equipment especially constructed so it will handle 
only one commodity. In the same way such a carrier may operate 
over a regular route or on a fixed schedule or haul anything or limited 
number of commodities to any place or a limited number of places. 

Under the general classification of common carrier the committee 
suggests the creation of certain subclasses for purpose of varying the 
rules and applying them to such classes. 

The committee urges that a proper subclass is the city drayage 
carrier, which class may again be divided as limited and general. 
Limited city drayage carriers are to be those who limit their services 
to hauling a few commodities or special services. General city dray- 
age carriers are all others. This class of carrier both limited and 
general may be defined as those who operate vehicles within the 
boundaries of a metropolitan area. It is suggested that the boundaries 
of this area be laid down by rule of the Commission. 

It is suggested that city drayage carriers both limited and gen- 
eral may file joint rates with other carriers and that rules providing 
for this should be prescribed. 

It is suggested that a simplified schedule of commodity rates 
applying either between points or within or between zones or both 
be filed by the limited city drayage carrier. 


It is suggested that simplified schedule rates and a simple classi- 
fication of commodities for use in connection therewith be filed by 
the general city drayage carrier. 

It is suggested that a simplified receipt to satisfy bill of lading 


requirements be used by both general and limited city drayage car- 
riers. 


It is suggested that any requirement as to public liability and 
property damage insurance be made uniform to all motor carriers. 

It is suggested that general rules as to safety of equipment be 
applied to city drayage carriers both limited and general. 


It is suggested that a simplified plan of accounting be prescribed 
for the city drayage carrier both limited and general. 

It is suggested that a city drayage carrier be issued a common 
earrier certificate authorizing service within the metropolitan area in 
which he has operated. This certificate in case of limited city dray- 
age carrier may be limited to the handling of particular commodities 
or rendering of particular services. 

A further proper subclassification of common carrier is the irregular 
route carrier. This class does not operate on a time schedule or over 
a regular route or exclusively within a metropolitan area. He is com- 
monly known under the terms call and demand carrier—radial carrier 
—anywhere for hire carrier. He may transport general commodities 
or only a limited number of commodities. This class may, therefore, 
be further classified as limited irregular route carriers and general 
irregular route carriers. Coming within the classification of limited 
irregular route carriers are such specialized commodity haulers of 
household goods, bulk petroleum products, assembled cars and boats, 
logs, coal, construction materials, films, oil field equipment, etc. It 
is suggested that certain special rules may be prescribed and applied 
applicable to the hauling of these commodities only. 

It is suggested that limited irregular route carriers file a schedule 
of commodity rates either from point to point or on mileage or other 
basis definable together with rules and regulations governing the 
application of these rates for the particular commodities handled. 

It is suggested that the general irregular route carrier not only 
file a similar schedule of commodity rates but also file proper rates 
and, if necessary, classifications for transporting general commodities. 

It is pointed out that the essential difference between the rates 
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of an irregular route carrier and a regular route carrier is the size 
of the minimum shipment. The rates and minimum charges of an 
irregular route carrier must be calculated to make a compensatory 
charge for the loaded movement of the vehicle performing the service. 

Generally a standard bill of lading should be used by all irregular 
route carriers except household goods haulers. A special bill of lading 
should be prepared for this commodity and possibly for other com- 
modity haulers. 

Cargo insurance to the amount of the average value of a full 
vehicle load should be prescribed for all irregular route carriers. 

Such public liability and property damage insurance as is pre- 
scribed for other motor carriers should be required of irregular route 
carriers. 

All general and special rules as to safety of equipment, hours of 
labor and qualifications of employes should be applied to irregular 
route carriers. 

A simplified plan of accounting should be prescribed for irregula: 
route carriers except that this requirement may be relaxed as to the 
hauling of certain specific commodities when transported principally off 
of state highways. 

It is suggested that common carrier certificates be issued irregular 
route carriers for the area actually served or which they bonafidely 
held out to service previous to June 1. Certificates may be limited 
as to commodities to be handled or special services to be rendered 
and by excluding commodities or services. 

A further proper subclass of common carrier is the regular route 
carrier. This carrier operates on a regular schedule and aggregates 
individual shipments for transportation. He operates on schedule re- 
gardless of the number of shipments at hand and therefore must 
be protected against a loss of this type of business by competition 
from a class of carrier who does not afford such a regular service. 
This carrier may limit his service to the carrying of special com 
modities (such as milk picked up on a regular route) and when doing 
so should receive a limited fixed termini certificate. 

It is suggested that limited fixed-termini carriers file schedule of 
point to point commodity rates together with rules and regulations 
governing same. 

It is suggested that general fixed termini carriers file schedule of 
point to point rates and classification of commodities. 

It is suggested that uniform bill of lading be prescribed for all 
fixed termini carriers. 

It is suggested that cargo insurance in amount of the average value 
* load of full vehicle should be prescribed for all fixed termini car- 
riers. 

Such public liability and property damage insurance as is required 
for other motor carriers should be required of fixed termini carriers. 

All general and special rules as to safety of equipment, hours of 


labor and qualifications of employes should be applied to all fixed 
termini operators. 


A plan of accounting in sufficient detail to develop necessary in- 
formation as to costs, level of rates, etc., should be prescribed fo: 
fixed termini carriers. 

It is suggested that common carrier certificates be issued to fixed 
termini carriers authorizing service between the actual points served. 
These certificates may be restricted so as not to authorize service 
between any two specific points, local service within a metropolitan 
area, or irregular route service. Extensions of certificates and ‘new 


certificates should be issued only upon proper showing of convenience 
and necessity. 


H. D. Horton, Charlotte, N. C., presided at the interstate 
group meeting. There was some discussion as to the advisability 
of changing the executive set-up of the group by the election o/ 
a board of directors with representatives from each state. It 
was decided, however, that such a controlling organization 
would be too unwieldy, and a nominating committee was ap- 
pointed to bring in nominations for a chairman and a vice- 
chairman only. The chairman, it was pointed out, would 
automatically become a member of the board-of the A. T. A. 

Other group meetings were held by the automobile haul- 
ers, the dump truck operators, the oil field haulers and the 
haulers of household goods. The meeting of the National Con- 
ference of Truck Tariff Bureaus, scheduled for the afternoon 
of October 19, was postponed to the following morning. 


Committee Appointments 


The following committee appointments for the association 
were announced: 

Credentials: Chairman, Paul E. Bellamy, South Dakota; 
Dawson Ditt, Rhode Island; Ted Fickey, Jr., New York; 
Charles Pimper, District of Columbia; C. C. Shaffer, Georgia; 
E. W. King, Tennessee; C. J. Farquhar, Illinois; S. J. Beau- 
champ, Arkansas; P. S. Peterson, Iowa; Marion F. Jones, 
Colorado; P. W. Fuller, Utah; J. P. Spaenhower, California. 

Resolutions: Chairman, Frank Hardy, Minnesota; H. E. 
Sheridan, New York; W. H. Brearly, Pennsylvania; R. K. 
Carter, Virginia; M. S. Denny, Kentucky; E. G. Rice, Michigan; 
Frank Smith, Ohio; Evans Nash, Oklahoma; D. S. Adams, Mis- 
souri; E. N. Cannon, Wisconsin; C. S. Reynolds, Washington; 
R. D. Thompson, California. 


Nominations: Chairman, Guy Dunton, Maine; J. F. Win- 
chester, New Jersey; J. H. Smith, Jr., West Virginia; J. C. 
Wilkinson, North Carolina; D. M. Miles, Kentucky; William 
Fitzpatrick, Michigan; Henry English, Texas; A. W. Boquet, 
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Nebraska; Roy Steller, Minnesota; Elton Cooley, Colorado; 
George Eastes, Washington; Edward Collinge, California. 

Mr. Rodgers presided at the banquet held in the grand 
ballroom in the evening. Edward S. Brashears, general coun- 
sel for the association, was toastmaster, and Chester G. Moore, 
executive director, Central States Motor Freight Association, 
Chicago, and chairman of the convention committee, was master 
of ceremonies. There was no speaker but there was an elab- 
orate program of entertainment. 


Tariff Simplification 


Representatives of truck tariff bureaus discussed prob- 
lems of bureau operation and tariff simplification at a meeting 
of the National Conference of Truck Tariff Bureaus, the second 
day of the convention, Edgar Watkins, Jr., Atlanta, Ga., chair- 
man of the conference, presided. Earl Cannon, Wisconsin, 
led a discussion on the functions of the truck traffic bureaus. 
He said such bureaus had functions other than the compi- 
lation and publication of tariffs. So far as the physical 
tariffs were concerned, he said, operator members of bureaus 
were not much interested, except that they wanted them 
simple and small. He said in his opinion a far more im- 
portant function of the bureaus was to maintain contact 
among the operators themselves so that they might know what 
was going on in the field and adjust their rates and services 
to general trends. He said the formation of central publication 
bureaus gave the local bureaus more time for establishing such 
contacts, and in that lay the chief value of the central bureaus. 
He said much of the value of any bureau was dependent on 
having within its folds all of the operations between two given 
points. When some of such operators belonged to one bureau 
and others to another bureau, the work of rate leveling was 
much more difficult, he said. He added that, happily, the trend 
was in such concentration of operators in single bureaus. Other 
important functions of the bureaus, he said, were contact with 
shippers and cooperative contact with the railroads. 


John L. Rogers, director of the Commission’s motor carrier 
bureau, spoke briefly. He said that, after safety, rates were 
the most important thing in the trucking industry. While it 
was within the power of the Commission to prescribe just and 
reasonable rates, he said, it was the view of the bureau that 
the industry itself should work out its rate problems. As far 
as they had gone, he added, the truck rate bureaus seemed to 
have done a good job. 


W. L. Meyers, publishing agent, Central States Motor 
Tariff Bureau, Chicago, spoke on truck tariff simplification. 
He said that, unfortunately, the bureaus up to the present have 
had little time to pay to simplification of tariffs, because their 
time and facilities were taken up largely in efforts to establish 
rates to meet competition. He said the first job of the bureaus 
was to help in stabilizing trick rates. When that was done, 
he added, an effort should be made to evolve an entirely new 
plan of truck rates. He said he thought the trucking interests 
might well give some study to the Railway Express Agency 
rate structure as a model of a plan to be followed in making 
truck rates. All commodity rates, he added, ought to be con- 
centrated in fewer items and tariffs and all of them ought to 
be made in relation to the first class truck rates. ; 


Other agency men spoke on the subject. Progress made 
in cooperative rate making in Oklahoma, Kansas and Arkansas 
was described. It was said that shortly all truck rates in those 
states would be contained in five publications—a classification, 
a class rate table, a commodity tariff and a distance table. 
There was some comment on the difficulty introduced in truck 
tariff compilation by the fact that upwards of 85 per cent of 
rail rates were either Comniission made or related to Commis- 
sion made rates. It seemed to be agreed that, for the most 
part, truck rates, especially truck commodity rates, had in some 
way to be related to the rail rates if the trucks expected to 
get any traffic. 


C. L. Lawson, chairman of the standing rate committee 
of the Central States bureau, described the work of his com- 
mittee. He spoke in a pessimistic tone, describing the proposals 
so far brought to his committee as almost entirely requests for 
reductions. For three months, he said, the trend in truck rates 
had been “down, down, down,” and he warned that a con- 
tinuance of the trend would be disastrous. 

R. A. Anderson, an operator from St. Louis, Mo., wanted 
to know what the bureaus were doing to stop this downward 
trend. He said he thought that, where competitive rates were 
obviously too low to be compensatory, the bureaus ought to step 
in with formal complaints before the Commission. 

“The bureau members have a right to expect that kind of 
protection from the bureaus,” he said. 


Several bureau men said they were preparing to do just 
that sort of thing. It was added that the chief difficulty seemed 
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to be a lack of education as to rates and tariffs among the 
individual operators. Many of them, it was stated, did not 
know how to read a tariff and many freight bills were now 
being rendered and paid on rates other than the lowest appli- 
cable on the traffic covered. 

In the course of the session there were several vague ref- 
erences to a “new plan” that would be explained later in the 
meeting. The inference was that the so-called committee of 
eleven, which has been sitting in Chicago intermittently for 
several months, expected to submit a new plan of truck rate 
publication on which it had completed its work. 

At the adjournment of the morning session, however, it 
was announced that the afternoon session would be closed to 
all except those whose names appeared on a list of agency men 
in the chairman’s possession. 


Luncheon Session 


Baird H. Markham, director, American Petroleum Indus- 
tries Committee, New York City, spoke on “The Philosophy of 
Transportation” at a luncheon session of the association Octo- 
ber 20. Fisher G. Dorsey, Houston, Tex., presided. 

Mr. Markham spoke of progress in industry and transpor- 
tation and added that the price of progress was always “the 
surrender of certain rights because of the narrowing limits of 
public welfare.” Because of this tendency, he added, industry 
ought always be on the watch to safeguard its fundamental 
rights. He spoke at length of the mounting taxes of the auto- 
mobile industry, citing figures which he totaled to $1,000,000,000 
a year. 

“Commercial vehicles, thoush few in number, carry a 
heavy end of the tax load,” he said. 

It was up to the automotive industry to assume the task 
of seeing that that load did not become too heavy, he added, 
and to see that the money collected in these taxes was properly 
spent. Especially in the highway transportation industry, he 
said, “special-benefit taxes have tended to become general- 
purpose levies.” Other legislation, too, he said, had gone too 
far in undermining the rights of the highway operators. He 
cited as examples a 7,000-pound load limit law in Texas and 
the ports-of-entry laws in some of the western states. Pro- 
tection against such laws was also a duty of the industry, he 
said. 

In the petroleum industry the problem had been attacked 
by setting up the Petroleum Industries Committee, he said. He 
recommended similar action by the highway transportation 
industry, after describing the program of his committee as 
follows: 


Through our committees we are making a thorough study of the 
intents and of the probable effects of all taxes and legislative measures, 
and we are offering to our representatives in government the benefits 
of our experience. We are operating in the open, with full publicity 
for every activity that conceivably could be of public interest or im- 
portance. We are determined that no taxes shall be imposed upon the 
petroleum industry or its customers, nor legislation enacted, without 
a full and clear understanding of the purposes and probable effects by 
all concerned. 

Our studies to date have enabled us to establish certain definite 
policies in which you should be interested. We favor reasonable state 
taxes on motor fuel for the exclusive purpose of financing highway 
construction, improvement, and maintenance. We are opposed to the 
duplicating taxation of motor fuel by federal, county, or municipal 
government for any purpose whatsoever. We are opposed to the di- 
version of revenues from special additional taxes paid only by highway 
users to purposes unrelated to highway financing, construction, or 
maintenance. 


We favor the long-term planning and financing of highways based 
upon surveys of present and prospective traffic needs, soil and climatic 
conditions, and other pertinent factors. We favor legislation designed to 
give the freest and fullest possible use of the nation’s highways com- 
mensurate with public safety, interest, and welfare. We favor the 
economic and economical development of the nation’s highway system 
through effective use of revenue. We are opposed to the excessive, puni- 
tive, or regulatory taxation of any individual, industry, or commodity. 

We are working with the states to strengthen gasoline tax laws, to 
collect the revenue in full, to prevent tax evasion and substitution of 
inferior fuels, and to assure the expenditure of the revenue exclusively 
for highway purposes. We are opposing increases in state gasoline tax 
rates, and are advocating reduction of gasoline tax rates which are 
excessive. We are seeking the repeal of the duplicating federal gasoline 
tax, of county and municipal gasoline taxes, and of the federal tax 
on lubricating oil. 


I place this program before you as evidence of the petroleum indus- 
try’s current interest in the welfare of operators of commercial motor 
vehicles and of other good customers. We believe that only through 
organization for study and action can these objectives be achieved. I 
would like to leave with you the thought that if you and other high- 
wvay users similarly would organize, study, and act upon your particular 
problems of taxation and legislation, our combined efforts could be 
most productive. 

In promoting and protecting highway transportation there is more 


































































4 
i samme 


oe eo ee 
at 


rata gp 4 


ea ee ee ee ae 
i PS ts oe ee 


Beth nnclnd aptaaateinn sittabeemedel 


ee 


ee we ee 
Ty = 


PAGE 812 


at stake than present and prospective profits. Because of present trends, 
the future welfare of a great public service is in the balance. We sup- 
port no selfish cause when we uphold the principle of free highways 
and the unabridged right to use them. Those principles are funda- 
mental to our democratic ideals of government. 

The true philosophy of transportation views highway development, 
administration, and use as real tests of public ownership. In this field 
government can demonstrate its ability to govern. It can make high- 
ways safe, modern, and adequate. It can hold upkeep and operating 
costs to a minimum, so that the taxation of highway users may not 
make highway use prohibitive in cost. And, finally, enlightened man- 
agement of the highway system can pay a profit through public em- 
ployment, and enjoyment, of a great public utility. 

To accomplish these desired results government must have the co- 
operation of all of us who use the highways. At the same time real 
progress toward reducing our tax burden, developing adequate yet eco- 
nomical highways, and assuring the greatest public benefit from high- 
way transportation would result if our practical experience should be 
given greater consideration by government. 

Sound highway policies and programs, both financed by reasonable 
taxation, can be developed and made effective if we all will cooperate 
to that end. This means largely a better coordination of our individual 
efforts so that we can all travel the same road in the same direction. 


Safety Session 


The general session of the afternoon of October 20 was 
devoted to safety. There were addresses on the subject by 
H. H. Kelly, chief of the section of safety of the Commission’s 
motor carrier bureau; Sidney J. Williams, director of public 
safety, National Safety Council; Howard C. Rogers, operator, 
Akron, O., and Paul E. Bellamy, operator, Rapid City, S. D. 
L. L. Doyle, of the Commission’s bureau of service, spoke on the 
regulations for the transportation of dangerous articles. 

John L. Rogers, motor carrier bureau director, made the 
annual awards of the national truck safety contest. He pre- 
sented each plaque to the winner with a few words of con- 
gratulations. The winners were: 


Class 1-A, 1 to 3 vehicles operating in a radius of 25 miles: A. M. 
Paulie Express, Milwaukee, Wis. Class 1-B, 4 to 24 vehicles operating 
in a radius of 25 miles; Kedney Warehouse Company of North Dakota, 
Grand Forks, N. D. Class 1-C, 25 or more vehicles operating in a radius 
of 25 miles; Dunn Beverage Company, Inc., Indianapolis, Ind. Class 
2-A, 1 to 3 vehicles operating in unlimited radius: Don E. Weber 
Freight Lines, Beatrice, Neb. Class 2-B, 4 to 24 vehicles operating in 
unlimited radius: St. Johnsbury Trucking Company, St. Johnsbury, 
Vt. Class 2-C, 25 or more vehicles operating in unlimited radius: Carter 
Brothers, Inc., Richmond, Va. Award for associations: Indiana Motor 
Traffic Association. 


Group Meetings 


At the session of the household carriers’ bureau, the morn- 
ing of October 19, a resolution was adopted pledging the group 
to a revision of truck rates on household goods from a cubic 
basis to a weight basis. John L. Wilkinson, Charlotte, N. C., 
was elected chairman of the group. 


The interstate carrier’s group accepted the report of its 
nominating committee and elected Evans Nash, Oklahoma City, 
ae chairman, and Everett Arbour, Hartford, Conn., vice- 
chairman. 


Other group chairmen elected were: Automobile haulers, 
W. F. Carey, Detroit, Mich.; dump truck operators, Frank 
Flanagan, West Roxbury, Mass.; oil field haulers, B. H. Meg- 
ginson, Tulsa, Okla.; private carriers, J. T. Winchester, New- 
ark, N. J.; carters, H. E. Sheridan, New York, N. Y. Under 
the constitution of the association, these chairmen automatically 
become vice presidents of the association. 


ee 


Insurance 


The report of the insurance committee, presented by H. D. 
Horton, North Carolina, chairman, at the morning session of 
the closing day of the meeting, October 21, evoked consid- 
erable discussion. The report contained three recommenda- 
tions: First, that the committee continue its efforts to bring 
about an association of insurance companies able and willing 
to indemnify and service the trucking industry; second, that 
it continue its work to get more cooperation from insurance 
companies generally, and, finally, that it continue its contact 
with the Commission and that it carry on activities designed 
to get reasonable insurance rules from that body. Discussion 
of the report carried over to the afternoon session. 


Leland James, Oregon, proposed an amendment to 
the first recommendation which had for its intent forbidding 
the committee recommending to the association any particular 
insurance service or group of companies. The amendment was 
lost, as also was a proposed amendment to the second recom- 
mendation which mandated the committee, should its efforts 
to get cooperation from insurance companies fail after six 
months, to proceed to the organization of an insurance com- 
pany to be conducted by the association. The committee’s 
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recommendations were then adopted as presented to the meet- 
ing. 

John F. Winchester, treasurer, reported the assets of the 
association as $46,413 and its liabilities at $120,105. This deficit 
so moved a group of operators that they retired from the meet- 
ing, and at the afternoon session brought in a report that a 
group of fifty operators representing 15 states had pledged 
contributions totaling $22,500 to help meet it. There followed 
additional volunteer pledges from the floor, bringing the. sum 
to $32,000. 

Chairman Bellamy reported for the credentials commit- 
tee and his report was adopted. So was the report J. V. 
Lawrence, general manager of the association, who described 
the work of his offices in Washington. 

At the luncheon, at which John W. Blood, Kansas, presided, 
a series of eight speakers gave five-minute estimates on the 
future of the trucking business in their respective parts of the 
country. The speakers were L. A. Raulerson, Florida; James 
McArdle, New Jersey; J. L. Keeshin, Illinois; C. S. Reynolds, 
Washington; Frank C. Schmidt, Ohio; R. B. Gotfredson, 
Michigan, and Henry Howell, Connecticut, and D. S. Adams, 
Missouri. 


Muntwyler’s Address 


The principal speaker of the day was L. E. Muntwyler, 
general traffic manager, Montgomery Ward and Company, 
Chicago, chairman of the traffic group of the National Retail 
Dry Goods Association. Significant parts of his speech, which 
was frequently interrupted with applause on the part of the 
truck operators, were as follows: 


About two years ago a number of industrial traffic men in this 
country voiced the fear that rail transportation might eventually own 
or control motor truck transportation. These men were referred to, in 
a number of instances, as alarmists, and yet it is common knowledge 
that the passenger busses or motor passenger carrier agencies, at least 
all of the important ones, are today either owned outright or are con- 
trolled by rail carriers or railroad subsidiaries that, in turn, are either 
owned outright or controlled by railroads. Now, it is true that some 
of these passenger bus lines were originated by railroads, and to that 
extent it seems reasonable to expect that railroad control of the trans- 
porting of passengers by motor busses can be brought about in a much 
shorted period of time than could the control of freight transporting 
motor agencies. Nevertheless, the man who tries to keep himself in- 
formed on what is going on in the motor carrier world, cannot help 
but wonder at the enormous strides our railroads have made in acquir- 
ing motor freight lines. 

I am not attempting here to tell you that control and ownership of 
motor transportation by rail carriers is being made with the sole pur- 
pose of depriving the shipper of real competitive agencies, but it would 
be ridiculous to suppose for one moment that anyone would compete 
with himself to the same extent that he would compete with an active 
competitive agency. On this basis we are amply justified in viewing 
with fear the continued reduction in the ranks of independent thotor 
carrier operators. 

Recently, in discussing this subject with a friend he stated to me 
that the retailer was unnecessarily alarmed; that the truck lines the 
railroads were taking over were the weak, inefficient and unimportant 
ones; that the large, important truckers would continue as independent 
operators. Assuming that this is a fact, though I personally know of 
some rather important motor carriers that have been acquired by rail- 
roads, how long do you think it will take for the railroads to mold these 
little outfits that they have acquired, into a powerful competitor against 
the large motor carrier? And how many of the present day, large 
motor truck operators could stand the pressure of a railroad owned 
motor carrier if the latter decided to really go out after the business 
with the idea of reducing the independent competitor to the ranks of 
an unimportant competitor? How long could some of the independent 
motor carrier operators remain in business if another motor carrier 
competing against him had sufficient finances and could divert some 
good rail business over its lines so as to force the rates downward, at 
least until such time as the independent found himself in a position 
where he would either sell out or go into bankruptcy? 


Why should the retailer particularly be alarmed over this condi- 
tion, or why should he be alarmed to a greater extent than someone 
else? The answer is a simple one. The retailer deals exclusively in 
finished, manufactured commodities. He doesn’t deal in basic commod- 
ities that can be shipped in train-loads, in heavy carloads, in ship-loads, 
or via the slow moving, heavily laden water barges, and whenever a 
general rate increase takes place, the shipper and receiver of the fin- 
ished, manufactured product suffers most. The method of making rates 
has always included the value factor as one of the important ones. It 
seems quite logical that if a transportation agency needed more revenue, 
such additional revenue could be borne by the commodities that carried 
the highest value. The retailers’ commodities generally move at class 
rates and it is the class rates that suffer most when increases in freight 
rates are necessary. 


We need our railroads—we don't want them to go out of business. 
We don’t want the government to take them over, but by the same 
token we need our motor trucks. There is plenty of business for both 
if they are properly operated and if they are not over-regulated. The 
proper operation of the motor truck carrier is entirely within the hands 
of the motor carrier but the evil of over-regulation is of as much inter- 
est and should be combated with equal vigor by both the motor carrier 
and the motor carrier’s patrons. Transportation cost is a very impor- 
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tant element that is considered by the retailer when he routes his mer- 
chandise. However, cost does not necessarily mean that the rate the 
motor carrier publishes in his tariff is the only cost element involved 
in the shipping of merchandise. You no doubt have been told many 
times that the transportation costs to the shipper and receiver of freight 
is frequently greater than what he actually pays the carriers. Yours is 
still too new an industry to expect that all of its detailed operations 
have been brought to the point where it compares with that of the rail 
carriers’ and every time the motor carriers ignore or fail to understand 
the needs for greater attention to the details that form its shipper con- 
tact, it forces the shipper to seek other modes of transportation, thus 
bringing about a reduction in your volume; you hasten the day when 
you will be looking for a buyer for your rights as an independent oper- 
ator. Some of these things are really small and probably are the rea- 
son why they are being overlooked. As an example, how many indi- 
vidual operators sitting here today take the same care and give the 
same consideration to a shipment that has been turned over to a second 
motor carrier for transportation beyond your terminus that you do 
while that shipment is wholly within your custody, or where the des- 
tination is on your line? I assure you that you will be very much sur- 
prised, if, when you return to your homes, you will check into some of 
the examples that I will briefly outline here. 


Truck Malpractices 


There are instances too numerous to mention when the freight bill 
upon which delivery is made carries insufficient information to enable 
the receiver to close his books. Freight bills are received with no date 
of shipment, without way bill number, and what is worse, without the 
name of the consignor. Daily hundreds and thousands of shipments are 
delivered where the receiver must open the container to find out what 
the contents are with the hope that from an examination of the con- 
tents he will know who the shipper is. When it is necessary to trace a 
shipment, and the shipment is handled by more than one motor carrier 
between origin point and destination, the task is an impossible one be- 
cause of incomplete records. Frequently freight bills are illegible, and 
all of these things result in an expense on the part of the shipper and 
receiver that was certainly never contemplated at the time he was in- 
formed of what it would cost to ship his consignment via your line. 


When you solicit freight for a destination on your line you know 
something about the facilities for handling that shipment upon its ar- 
rival at destination. What efforts have you made to determine the fa- 
cilities at points served by your friendly connection? Shipments are 
delivered at garages, gas stations and the most impossible and unlikely 
places, and the method of notifying the consignee that the shipment is 
on hand awaiting his pleasure is often far from satisfactory. Many 
times the consignee wires the consignor for routing and date of ship- 
ment, but the originating line doesn’t serve that town—it isn’t known 
to the consignee—he doesn’t know who the connecting carrier is, and 
the consignee wonders what has become of his shipment. 

The Commission recently established the minimum amount of cargo 
insurance that motor carriers will be required to carry. If there are 
any motor carriers in this room who haul merchandise that values as 
high as the general run of merchandise sold by retailers, he knows full 
well that the Commission’s minimum requirement will not be satis- 
factory to the careful consignor or consignee. Your shipping public is 
going to be just as insistent that the amount of insurance that you 
carry will protect the value of the merchandise that you are hauling as 
he was before the Commission‘ entered into the picture and those car- 
riers who buy too little insurance in an effort to reduce their operating 
expenses are on the way out through bankruptcy or sale. It might be 
well to emphasize here that as carriers you have certain legal responsi- 
bilities that you cannot escape. The fact that a carrier may be inade- 
quately insured does not relieve him of his responsibility. It means that 
failing to cover your losses by insurance you will need to obtain the 
funds elsewhere. 

The manner in which claims for loss and damage are handled -by 
the motor carrier is another important element for you to consider. I 
am not going to discuss the nonpayment of claims, though I understand 
there are such cases. I am going to touch briefly upon the motor carrier 
who ignores claim correspondence entirely. I personally know of 
hundreds of instances where letters to motor carriers informing them 
of loss or damages have been ignored for months. As individuals motor 
operators probably like to write letters about as well as the average in- 
dividual, but you are no longer individuals after you set yourself up 
as a common carrier, and you are going to have to learn to answer 
correspondence promptly even when, in your opinion, the correspond- 
ence is unnecessary or the questions asked of you appear asinine. All 
of these things and many others will help to determine whether you 
will and can continue as an independent operator as well as the things 
that you consider of primary importance. 


Speed a Factor 


Recently I was told of a discussion between certain motor carriers 
in which they were seriously considering the slowing down of service 
between certain large cities. It appears that between certain cities the 
railroad time is comparatively so slow that the motor carrier could add 
an extra day to his service and still give better service than the rail- 
roads do. One of the principal reasons for the rapid growth of the 
motor carrier industry is the speed with which it was able to make de- 
liveries as compared with rail time in trafsit. The surest way that I 
know of for losing tonnage is for any transportation agency to think 
for one moment that he can slow up service, regardless of what the 
competitive service may be. Just a few weeks ago one of our important 
railroads announced overnight service between two large cities 527 
miles apart. In my opinion I doubt if there is a motor carrier in exis- 
tence today that could economically and efficiently operate under that 
schedule for that distance. Now, if any motor carrier thinks that he 
can slow up now that he has the business, he had better awaken to the 
fact that the rail carriers have taken serious recognition of the time 
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factor and any business that remains to the motor carriers in the future 
will be on a strictly competitive basis and when I speak of competition, 
I mean in every respect—speed included. 

There seems to be a tendency among motor carriers, in a great 
many instances, to ask the Commission for short notice in which to 
publish their tariffs. One of the reasons why the Commission requests 
that tariffs do not become effective until thirty days after publication 
is to give the shipping public an opportunity to study the tariff and its 
contents to determine whether that tariff will result in hardships upon 
it. No shipper likes to be caught unawares with regard to rate changes. 
Rates are used in fixing the landed cost of merchandise upon which sell- 
ing cost is based and it is only fair that he should have as much oppor- 
tunity as possible to correct his practices where they are affected by 
changes in rates. There are, no doubt, instances where permission to 
publish a tariff upon shorter than statutory notice are justified, but it 
would be well for the motor carrier industry to know that the shippers 
are getting pretty well fed up with this procedure. 

While we are discussing the tariff, I would like to leave another 
thought with you and that is that tariffs bearing expiration dates 
are not considered good business among shippers. Again there are 
instances where a departure from the regular procedure is justifiable. 
but as a regular thing, tariffs should only be published after the need 
tor such a tariff has been carefully weighed and the consequences con- 
sidered. When this has been done there is rarely need for an ex- 
piration date. Stability in rates is what we want and what we must 
have to operate economically in the industrial world. 

‘the retailer needs the motor carrier as he needs the rail and the 
water carriers, but don’t forget, he got along without it for a long, 
long time, and if because of neglect of the little things, motor service 
becomes less desirable, your competitors are going to get the business. 

While the retailer, as a matter of self interest, will go a long way 
to help you remain independent motor carriers, you can’t expect him 
to carry on unless you, as a party of some interest, do what you can 
to merit his support. Make it easy and make it a pleasure for your 
patron to do business with you and you will find him a valuable ally. 
Don’t stick your neck out by trying to haul all the freight in the 
world. Develop a satisfactory volume for distances in which you can 
operate efiiciently and at a profit. 

Don’t try to change your rates, your rules and your classification 
without discussing it with your customer; after all, he, too, is vitally 
interested. You'll never get much support from folks you ignore and 
you are going to need a lot of support from shippers in the years to 
come, if domination of the motor carrier industry by railroads is to 
go no farther. Some rather large shippers are beginning to wonder 
a little bit as to just how sincere some of the truck operators are 
about their desire to remain free from railroad control. Now would 
be a good time to convince them that you operators are in the motor 
carrier business to haul freight and not to find a purchaser for your 
business. 


Election of Officers 


W. G. Fitzpatrick, Michigan, read the report of the nom- 
inating committee, in the absence of G. F. Dunton, Maine, 
chairman. The recommendations of the committee for election 
to office were as follows: 


President, Ted V. Rodgers, Pennsylvania; first vice-presi- 
dent, H. D. Horton, North Carolina; second vice-president, G. B. 
Holman, New Jersey; third vice-president, C. S. Reynolds, 
Washington; fourth vice-president, F. G. Dorsey, Texas; treas- 
urer, L. A. Raulerson, Florida; secretary, C. G. Moore, Illinois; 
regional vice-presidents, F. I. Hardy, Massachusetts; W. H. 
Brearly, Pennsylvania; L. J. Benton, Kentucky; J. B. Godfrey, 
Michigan; John W. Blood, Kansas; J. E. Edell, North Dakota; 
J. F. Rowan, Colorado; A. Myers, California. All of these 
recommendations were unanimously accepted by the associa- 
tion, with the exception of that of Mr. Hardy for regional vice- 
president. Mr. Hardy declined and nominated from the floor 
M. B. Emerson, Vermont. Mr. Emerson was elected. 


Resolutions 


Mr. Hardy reported as chairman of the resolutions com- 
mittee. There were the usual resolutions of thanks to the com- 
mittees and others responsible for the success of the meeting. 
Other specific resolutions adopted were: 

A recommendation that the association cooperate with 
state associations in attempts to include courses in highway 
safety in the schools; a recommendation that the insurance 
committee bend its efforts to have the suspension of the Com- 
mission’s insurance rule No. 8 made permanent; a statement 
opposing the social security act as discriminating against the 
trucking industry and favoring other comparable industries, not 
such a great proportion of the income of which was paid out 
in payrolls; an endorsement of the association’s vehicle classi- 
fication committee’s proposed breakdown of vehicle classifica- 
tions and a recommendation that efforts be made to urge the 
Commission to speed up its work in that matter; a recom- 
mendation that a committee be set up to study and recommend 
uniform load and dimensional limitations for highway vehicles; 
a recommendation that a committee be appointed to wait on 
officials of the War Department and the directors of the Civilian 
Conservation Corps to protest against the increasing use of 
government trucks by both organizations in competition with 
privately owned trucks; a recommendation that the associa- 
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tion embark on a campaign of publicity to educate the public 
to the function of highway transportation and to “sell” that 
type of transportation to the public. 

A resolution instructing the officers of the association to 
work toward a 25-day limitation for the payment of freight 
bills instead of the 15-day rule now in effect, was tabled. An- 
other, proposing that the Commission rescind its rule requiring 
contract carriers to place contracts on public file with it, was 
also tabled. Recommendations of the executive committee and 
the policy committee shifting the state of Utah from the region 
embracing the Pacific northwest to that embracing Colorado, 
New Mexico and Wyoming; raising the schedule of dues of the 
associations in several states, and creating a new division of oil 
field haulers, were adopted. A proposal to enlarge the nom- 
inating committee from its present number of one representing 
each of the association’s twelve regions to one representing each 
state, was tabled. 

L. J. Benton, Kentucky, moved that the 1937 convention 
be held at Louisville, Ky. The motion was adopted. 

In addition to the divisional chairman selected earlier in 
the convention, Glenn R. Ward, Ohio, was elected to the chair- 
manship of the intrastate carriers’ group. He, like the others, 
automatically became a vice-president of the association and 
a member of its board of directors. 


Uniform Rate Plan 


It became known, October 21, that the “new plan” to which 
reference had been made at the open session of the tariff 
agents’ conference on the day before, was, as had been inferred, 
the result of months of meetings by the so-called committee of 
eleven. The new plan, which will be applied uniformly to truck 
movements in Central Freight Association Territory, goes much 
further than was originally planned when the committee was 
formed. Under it there has been prepared a new classification 
in which the differences in the varying classifications hereto- 
fore in use in the territory have been adjusted; a tariff naming 
new class rate scales for uniform application, and a scheme 
for the abolition of all commodity rates based on minima of 
less than 5,000 pounds and the rigid restriction of all other 
commodity rates. 


The plan is to be explained to the member lines of the 
local bureaus at a series of meetings beginning October 26 and 
ending on November 6. Proof copies of the tariffs will be 
laid before those attending the meetings for inspection. At 
these meetings the operators will also be told that they will 
have to present evidence to justify the continuation of any 
commodity rates they may wish to retain at hearings of the 
Central States Motor Tariff Bureau’s standing rate committee 
to be held at about thirty points immediately after the first 
series of meetings is concluded. These hearings will be con- 
ducted by Charles L. Lawson, chairman of the standing rate 
committee. Shippers interested in the preservation of existing 
commodity rates will also be invited to attend these hearings 
to present evidence and arguments in support of their wishes. 
The schedule of these standing rate committee hearings, it was 
said, would be announced later. 


Since it is the hope of the committee and the Central States 
Bureau to file the new classification and rates to become effec- 
tive December 1, bureau officials indicated that other work 
would be sidetracked until then. There will, for instance, be 
no regular scheduled meetings of the standing rate committee, 
to hear proposed changes in rates, such as have been held fort- 
nightly. In effect, this will mean a moratorium on truck rate 
changes in C. F. A. territory until December 1 at least. 


ITINERANT TRUCK REGULATION 


Speaking on “Itinerant Truck Merchants” at the annual 
meeting of the Grain and Feed Dealers’ National Association 
at Milwaukee, Wis., October 13, W. R. Scott, executive vice- 
president, Associated Southwest Country Elevators, and presi- 
dent of the National Industrial Traffic League, said the unfair 
advantage now enjoyed by the itinerant trucker over the estab- 
lished trucker could only be overcome by subjecting the former 
to the same taxes and regulations now borne by the latter. 

“In the nature of things,” he said, “it is not possible to 
expect a reduction in the taxation and regulation borne by the 
regular trucker.” 

He said that, while, in some quarters, the itinerant trucker 
was considered a carrier, in relation to the legitimate trucking 
business, he was actually a merchant. As a merchant he was 
not subject to the restrictions of a carrier. To meet this situa- 
tion he said legitimate truckers and grain dealers ought to set 
themselves the following objectives: 


1. The itinerant who expects to buy or sell should be required 
to register such intention in every state in which he expects to do 
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business. The purpose of the registration is to enable him to be 
located for the purpose of taxation and in the event of fraudulent or 
other illegal operations. 

Z. He should be required to secure a license to do business as a 
merchant, for which he should pay a fee in each state in which he 
operates as such, not less than $100 a year. 

3. He should be required to carry adequate insurance to cover 
bodily injury and property damage to others. 

4. He should be prohibited from offering grain for sale by grade 
or making any representations as to the grade of the grain. 


The speaker said there were some states where itinerant 
trucking was encouraged by the low level of truck registration 
fees. He advocated raising such fees in such states, or better, 
the substitution of a ton-mile tax for mere license fees. 

“We hold to the view that the highways have been built 
primarily for private use and that when they are utilized by 
dealers for purposes of profit a different measure of compen- 
sation should be required and such compensation should be 
based on the use made of the highways,” he said. 

He added that he thought the adoption and enforcement of 
reasonable safety regulations would help to keep the itinerant 
trucker off the road. His equipment, he pointed out, was often 
not in good condition and not infrequently his trucks were 
overloaded. Finally, he said, efforts must be made to get ade- 
quate enforcement of existing regulations. He pointed out that 
there was not much point in having good highway regulations 
if no consistent effort were made to put them in practice. 


MOTOR TRANSPORT WEEK IN NEW JERSEY 


Governor Harold G. Hoffman has proclaimed the week of 
November 2 as motor transportation week for the state of New 
Jersey. The proclamation recommends “that all persons en- 
gaged in commercial automotive transportation and related in- 
dustries devote their best efforts during that week to pro- 
moting full realization of the benefits which motor transporta- 
tion has brought to all citizens and all industries in the state 
of New Jersey.” The third annual motor truck show of the 
New Jersey Motor Truck Association will be held that week at 
the Centre Market, Newark. 


ROAD USER TAX DIVERSIONS 


Diversions of taxes paid by road users and motor carriers 
to other than highway purposes amounted to $146,449,711 in 
1935, according to reports to the Bureau of Public Roads from 
state authorities. This is an increase of more than $24,000,000 
over the diversions in 1934, says the bureau. 

Diversions were made in largest amount to general state, 
county and municipal funds. More than $86,000,000 was so 
diverted, in greater part, to state funds. More than $15,000,000 
was diverted to relief of unemployment or destitution. Nearly 
$31,000,000 was diverted for education. Approximately $14,- 
000,000 was diverted for miscellaneous purposes, such as air- 
ports, navigation, service of nonhighway debts, irrigation, parks, 
oyster propagation and other purposes. 


CAMPBELL ON TARIFF SIMPLIFICATION 


“There is nothing that complicates a tariff more quickly 
than the exceptions,” said R. W. Campbell, chairman of the 
traffic committee of the National Paper Trade Association, at 
the recent meeting of the Midwest Shippers’ Advisory Board 
at Rockford, Ill. Some exceptions, he added, might be neces- 
sary “but they should be few and far between.” He said his 
experience among industrial traffic men led him to believe that, 
in routing shipments, most of them “took the line of least re- 
sistance,” and that, he thought, complicated tariffs and excep- 
tions, and actually drove traffic from the routes over which they 
were effective. 

“IT suggest,” he said, “that the carriers start from the 
premise that there should be no exceptions unless they are 
absolutely imperative; that when an exception does develop, 
its effect on shippers and tariff complications be considered 
carefully. The need for protecting gateways would seem to 
justify exceptions to general application. Perhaps the free and 
unrestricted flow of commerce would have some benefits under 
simpler tariffs that would offset expected gains from gateway 
restrictions.” 


ILLINOIS CENTRAL “BICYCLE TRAIN” 


The first “bicycle train” in the Chicago area was operated 
over the Illinois Central Sunday, October 18, from Chicago to 
Kankakee, Ill., and return. The group of 246 left the Central 
Station at 8:30 a. m. and returned at 8:00 p. m. Passengers 
were permitted to bring their own bicycles or to rent them at 


the station. From Kankakee the party made a 17-mile tour 
through the Kankakee Valley, stopping for luncheon at Hieland 
Lodge. A squad of highway police acted as escort. Other train- 
roe trips are planned by the Illinois Central for the near 
uture. 
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U. S. MARITIME COMMISSION 


The Traffic World Washington Bureau 


The United States Maritime Commission made prepara- 
tions this week to take over the dutes of the Shipping Board 
Bureau and Merchant Fleet Corporation of the Department of 
Commerce next Monday, October 26, when, under the provisions 
of the merchant marine act, 1936, these remnants of the old 
Shipping Board will cease to exist and the new Maritime Com- 
mission will be in position to exercise complete authority under 
the act. 


The act provided that, except as otherwise provided, “this 
act shall take effect thirty days after a majority of the mem- 
bers of the commission have taken the oath of office.” The 
present members of the commission, Rear Admirals Wiley and 
Taylor, U. S. N., retired, and George Landick, Jr., took the 
oath of office September 26. They constitute a majority under 
the act and may administer the law. The act provides for a 
commission of five members but there are two vacancies. 

Prohibition in the act aganst members of the commission 
or its employes beng interested in or connected with carriers 
by water and others as specified is contained in paragraph (b) 
of section 201, which reads as follows: 


No person shall hold office as a member of the commission who, 
within three years prior to his appointment, shall have been employed 
by, or have had any pecuniary interest in, any carrier by water or sub- 
stantial pecuniary interest in any other person who derives a substan- 
tial portion of his revenues from any business associated with ships or 
shipping. Each member shall devote his full time to the duties of his 
office. It shall be unlawful for any member, officer, or employe of the 
commission to be in the employ of any other person, firm, or corpora- 
tion, or to have any pecuniary interest in, or hold any official relation- 
ship with, any carrier by water, shipbuilder, contractor, or other per- 
son, firm, association, or corporation with whom the commission may 
have business relations. 


This provision of the act has been called to the attention 
of the members and employes of the Shipping Board Bureau 
and Fleet Corporation who will be transferred to the staff of 
the commission. 


“3 The commission issued the following general order October 


Pursuant to the authority vested in it by the merchant marine act, 
1936, Public No. 835, the United States Maritime Commission will, 
on October 26, 1936, take over the powers and functions theretofore 
exercised by the Department of Commerce as the successor to the 
powers and functions of the United States Shipping Board, by virtue 
of the President’s executive order of June 10, 1933, which are trans- 
ferred to it by section 204 (a) of the said merchant marine act, 1936. 

The commission is authorized by section 204 (b) of said act to adopt 
all necessary rules and regulations to carry out the powers, duties, and 
functions vested in it by the act. By virtue of this authority it is 
hereby ordered that, effective October 26, 1936, all orders, determina- 
tions, rules, regulations, permissions, and agreements which have been 
issued or authorized by the United States Shipping Board, the Mer- 
chant Fleet Corporation, or the Department of Commerce in the ex- 
ercise of the functions, powers, and duties transferred to this com- 
mission by the merchant marine act, 1936, and which are in effect 
at the time of such transfer, shall continue in effect, in so far as 
not in conflict with said act, until modified, terminated, superseded, 
or repealed by this commission or by operation of law; and that all 
proceedings, hearings, or investigations then pending before the 
Vepartment of Commerce in connection with the administration of 
such functions, powers, and duties shall be continued before the 
commission. 


Under the regulations prescribed by the U. S. Maritime 
Commission with respect to those who appear before it, counsel 
who appear for steamship companies covered by section 807 
in connection with regulation of shipping will have to comply 
with the regulations, it is pointed out. The language in the 
section is so broad that it is held to be inclusive of such practice 
though the authors of the section probably had in mind only 
activities relating to subsidy contracts. 

In taking over the activities of the Merchant Fleet Cor- 
poration, the operating agency of the Shipping Board Bureau, 
the Maritime Commission is under the injunction of Congress 
to discontinue within one year from June 29, the date the 
merchant marine act was approved, operation of the govern- 
ment shipping lines on the basis they have been operated 
through the Fleet Corporation. The lines to be taken over by 
the commission are those operated by the Roosevelt Steamship 


Company, the Cosmopolitan Shipping Company, C. H. Sprague 
& Son, Inc., and the Southgate Nelson Corporation. These 
services are operated by the companies named under the trade 
names of American Pioneer Line, the America France Line, the 
American Republics Line, and the American Hampton Roads- 
Yankee-Oriole Lines, respectively. 


Private Operation Favored 


All vessels transferred by the Fleet Corporation to the com- 
mission, under the act, may be chartered or sold. The com- 
mission may temporarily continue the operation of the vessels 
through the managing agents but “the commission shall arrange 
as soon as practicable to offer all such lines of vessels for 
charter . . . and all operation of the Commission’s vessels by 
private operators under such operating agreements shall be dis- 
continued within one year after the passage of this act.” 

The act provides that as soon as practicable after the pass- 
age of the act the commission shall arrange for the employment 
of its vessels in steamship lines on such trade routes, ex- 
clusively serving the foreign trade of the United States, as the 
commission shall determine are necessary and essential for the 
development and maintenance of the commerce of the United 
States and the national defense, provided that such needs are 
not being adequately served by existing steamship lines private- 
ly owned and operated by citizens of the United States and docu- 
mented under the laws of the United States. 

“Tt shall be the policy of the commission,” says the law, 
“to encourage private operation of each essential steamship 
line now owned by the United States by selling such lines to 
citizens of the United States in the manner provided in section 
7 of the merchant marine act, 1920, and in strict accordance 
with the provisions of section 5 of said act, or by demising its 
vessels on bare-boat charter to citizens of the United States who 
shall agree to maintain such line or lines in the manner herein- 
after provided.” 

Operating subsidies may be accorded charterers of com- 
mission vessels on the same basis in respect to payments of such 
subsidies to operators of privately owned vessels. 


As additional charter hire, charterers will be required, 
under the law, to pay to the commission one-half of cumulative 
net voyage profit in excess of 10 per centum per annum. Chart- 
ers may be made for three years or less up to January 1, 1940, 
after which the commission may execute charters for such terms 
as its experience shall indicate are to the best interests of the 
United States and the merchant marine. 


Government Ownership 


The act provides that, if the commission shall find that any 
essential trade route cannot be successfully developed and 
maintained and the commission’s ship replacement program 
cannot be achieved under private operation of such trade route 
by a citizen of the United States without further government 
aid in addition to the, financial aids (operating and construction 
subsidies) authorized by the act, the commission is authorized 
to have constructed the vessel or vessels of the types deemed 
necessary for such trade route, and to demise such vessel or 
vessels on bare-boat charter to the American flag operator 
established on such trade route, without advertisement or com- 
petition, on an annual charter, hire of not less than 5 per 
centum of the construction cost. Such charter may contain an 
option for purchase of the vessel or vessels so constructed with- 
in five years after the execution of the charter. 

Congress has provided in the merchant marine act, 1936, 
that it shall be the duty of the commission to make a survey 
of the American merchant marine, as it now exists. to deter- 
mine what additions and replacements are required to carry 
forward the national policy declared in section 101 of the act 
with respect to an adequate merchant marine, and the com- 
mission is directed to study, perfect and adopt a long-range 
program for replacements and additions to the American mer- 
chant marine so that as soon as practicable the following ob- 
jectives may be accomplished: 


First, the creation of an adequate and well-balanced merchant 
fleet, including vessels of all types, to provide shipping service on 
all routes essential for maintaining the flow of the foreign commerce 
of the United States, the vessels in such fleet to be so designed as 
to be readily and quickly convertible into transport and supply ves- 
sels in a time of national emergency. In planning the development 
of such a fleet the commission is directed to cooperate closely with 
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the navy department as to national defense needs and the possible 
speedy adaptation of the merchant fleet to national defense require- 
ments. 

Second, the ownership and the operation of such a merchant fleet 
by citizens of the United States in so far as may be practicable. 

Third, the planning of vessels designed to afford the best and most 
complete protection for passengers and crew against fire and all 
marine perils. 


Super Liners and Air Service 


Under sections 211 and 212 of the merchant marine act 
the commission will investigate and study many subjects related 
to the development of the merchant marine. Among these 
subjects are the following: 


To study, and to cooperate with vessel owners in devising means 
by which— 

(1) The importers and exporters of the United States can be 
induced to give preference to vessels under United States registry; 
and 

(2) There may be constructed by or with the ald of the United 
States express liner or superliner vessels comparable with those 
of other nations, especially with a view to their use in national 
emergency, and the use in connection with or in lieu of such vessels 
of transoceanic aircraft service. 

To collaborate with vessel owners and shipbuilders in develop- 
ing plans for the economical construction of vessels and their pro- 
pelling machinery, of most modern economical types, giving thorough 
consideration to all well-recognized means of propulsion and taking 
into account the benefits accruing from standardized production where 
practicable and desirable. 

To establish and maintain liaison with such other boards, com- 
missions, independent establishments, and departments of the United 
States government, and with such representative trade organizations 
throughout the United States as may be concerned, directly or in- 
directly, with any movement of commodities in the water-borne ex- 
port and import foreign commerce of the United States, for the 
purpose of securing preference to vessels of United States registry in 
the shipment of such commodities. 

To investigate, under the regulatory powers transferred to it 
by this act, any and all discriminatory rates, charges, classifications, 
and practices whereby exporters and shippers of cargo originating 
in the United States are required by any common carrier by water in 
the foreign trade of the United States to pay a higher rate from any 
United States port to a foreign port than the rate charged by such 
carrier on similar cargo from such foreign port to such United States 
port, and recommend to Congress measures by which such discrimina- 
tion may be corrected. 


To make recommendations to Congress, from time to time, for 
such further legislation as it deems necessary better to effectuate the 
purpose and policy of this act. 

The commission shall make studies of and make a report to 
Congress as soon as practicable on: 

(a) The scrapping or removal from service of old or obsolete 
merchant tonnage owned by the United States or in use in the 
merchant marine; 

(b) Tramp shipping service-and the advisability of citizens of the 
United States participating in such service with vessels under United 
States registry. 

(c) The relative cost of construction or reconditioning of com- 
parable ocean vessels in shipyards in the various coastal districts of 
the United States, together with recommendations as to how such ship- 
yards may compete for work on an equalized basis. 


Regulations for Registration 


Acting under section 807 of the merchant marine act, 1936, 
the Maritime Commission has prescribed regulations requiring 
registration of persons appearing before it. The section in 
question follows: 

It shall be unlawful for any person employed or retained by any 
shipbuilder or ship operator holding or applying for a contract under 
the provisions of this act, or employed or retained by any subsidiary, af- 
filiate, associate, or holding company of such shipbuilder or ship op- 
erator, to present, advocate, or oppose any matter affecting any such 
shipbuilder or ship operator or any subsidiary, affiliate, associate, or 
holding company thereof before the Congress or any member or com- 
mittee thereof, or before the commission, or any other governmen- 
tal agency or any member, officer, or employee thereof, unless such 
shipbuilder or ship operator shall have previously filed with the 
commission in such form and detail as the commission shall by rules 
and regulations or order prescribe as necessary appropriate in the 
public interest, a statement of the subject matter in respect of which 
such person is retained or employed, the nature and character of 
such retainer or employment, and the amount of compensation received 
or to be received by such person, directly or indirectly, in connection 
therewith. It shall be the duty of every such person so employed or 
retained to file with the commission within ten days after the close of 
each calendar month during such retainer or employment, in such form 
and detail as the commission shall by rules and regulations or order 
prescribe as necessary or appropriate in the public interest, a statement 
of the expenses incurred and the compensation received by such person 
during such month in connection with such retainer or employment. 
Whosoever shall violate this provision shall be guilty of a misdemeanor. 


Admiral H. G. Hamlet, sent to the Pacific coast by the 
U. S. Maritime Commission in an effort to bring about a set- 
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tlement of the disputes between maritime labor and employers, 
reported to Admiral H. A. Wiley, chairman of the commission, 
October 20, that he had conferred with representatives of labor 
and of the employers and that he was hopeful that an amicable 
settlement would be effected in the near future. 


RATES TO AND FROM SAN DIEGO 


In a report in Shipping Board Bureau docket No. 413, Gulf 
intercoastal rates to and from San Diego, Calif. (No. 2), the 
Secretary of Commerce has found not unlawful proposed can- 
cellation of through intercoastal transhipment rates between 
San Diego, Calif., on the one hand, and United States ports on 
the Gulf of Mexico and Mississippi River, on the other. An 
order of suspension has been vacated and the proceeding dis- 
continued. 

.The report said the purpose of the suspended schedules 
was to cancel not only joint through rates but also through 
routes between San Diego and the Gulf and inland points in- 
volved, as to freight transhipped at Los Angeles. If the can- 
cellations become effective, according to the report, it is pro- 
posed to move any such cargo as separate shipments between 
San Diego and Los Angeles on local bills of lading. It said 
it was not known what the resulting rates would be except that 
they would not be published as through rates, and that no 
change in other rates or direct call service was involved, nor 
was the measure of future rates in issue in this proceeding. 

Respondent carriers operating through the Panama Canal 
offered the following grounds in support of the suspended 
schedules: 


(1) Small volume of transshipment cargo between San Diego and 
Gulf ports, (2) absence of prompt and dependable service between Los 
Angeles and San Diego, (3) inability of the canal lines to fix or control 
the rate factor between Los Angeles and San Diego and the trucking 
an terminal charges incidental to the transshipment, and (4) the fact 
that the bulk of traffic between San Diego and Los Angeles moves over 
competitive rail and motor carrier lines. 


The Harbor Commission of City of San Diego, protestant, 
urged that the proposed cancellation would result in unreason- 
able, unjustly discriminatory and unduly prejudicial and prefer- 
ential rates. In disposing of the case the report said: 

Testimony concerning alleged undue prejudice consists of general 
statements regarding competition between distributors in Los Angeles 
and San Diego. No San Diego shipper or receiver of freight appeared 
at the hearing, and the general statements made by protestant’s wit- 


nesses are not sufficient to support a finding of undue preference or 
prejudice. 

It is desirable to point out here that carriers maintaining through 
routes and joint rates are expected to furnish reasonable service to 
the public. This record is convincing that respondents cannot profitably 
maintain reliable and satisfactory service between San Diego and Gulf 
and Inland points under the present transshipping rates and low volume 
of San Diego tonnage. As hereinbefore pointed out, however, the meas- 
ure of rates resulting from the suspended schedules is not here in issue. 
The purpose of the suspended schedules is not to increase rates appli- 
cable on a through route movement, but to cancel the through routes 
themselves. In the absence of a through route a movement on local 
bills of lading between Los Angeles and San Diego becomes intrastate. 
Any movement between points within the same state is not subject to 
this department’s jurisdiction unless it constitutes part of a through 
route movement in interstate or foreign commerce. If through routes 
are again established, the question of the lawfulness of the applicable 
rates may be the subject of future consideration. 


As a sequel to its decision, the Depatrment of Com- 
merce has denied petitions of the Harbor Commission of the 
City of San Diego for the suspension of schedules, effective 
October 22, filed by R. C. Thackara canceling rates and routes 
from and to San Diego, to and from U. S. Atlantic ports, via 
the Luckenbach Steamship Co., individually, and jointly with 
the McCormick Steamship Co., Pacific Steamship Lines, Ltd., 
and the San Diego-San Francisco Steamship Co. The Amer- 
ican-Hawaiian Steamship Co. has filed similar cancellation 
schedules against which protest has been made. 


FORWARDERS AND CUSTOM BROKERS 


In 1935 there were 716 freight forwarding and custom 
house broker establishments in the United States, according 
to a preliminary report of the Census Bureau on its census 
of business for that year. Receipts of these establishments 
totaled $28,524,000. There were 374 active proprietors and firm 
members, and 9,235 full-time and part-time employes, and pay 
roll of $12,441,000. 


IMPROVEMENT OF WATERWAYS 


The War Department has announced allotment of $600,000 
for dredging James River, Va., in connection with the project 
providing for a channel 25 feet in depth to Richmond, Va., and 
of $18,000 for work on Tacoma Harbor, Wash. 
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ipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





(District Court, S. D. New York.)—-Under Italian Commer- 
cial Code, owner of vessel which strands as result of negli- 
gence of her officers in her navigation is not entitled to con- 
tribution in general average from her cargo toward expenses 
and sacrifices arising out of cargo. (The Maria, 15 Fed. Supp. 
745.) 

Under bill of lading providing that carrier shall not be 
liable for loss not resulting from want of due diligence by 
owners of ship, as interpreted by Italian courts, vessel owner 
may secure contribution from cargo in general average if vessel 
is unfit, but such condition has no relation to disaster.—Ibid. 

Under provisions of Harter Act, vessel owner may secure 
contributions from cargo owners toward his own expenses and 
sacrifices in connection with casualty resulting from negligence 
of vessel owner’s employes to extent that statute permits ves- 
sel owner to escape liability for damages to cargo resulting from 
such negligence (Harter Act, 46 U. S. C. A., sec. 190 et seq.)— 
Ibid. 

To secure contribution toward his own expenses and sac- 
rifices in connection with casualty resulting from negligence of 
vessel owner’s employes under contractual provisions, vessel 
owner has burden to establish that vessel was in all respects 
seaworthy, properly manned, equipped, and supplied, or that he 
exercised due diligence to make her so (Harter Act, 46 U.S. C., 
sec. 190 et seq.)—Ibid. 

Evidence held to establish that owner of stranded vessel did 
not use reasonable diligence to equip vessel with sufficient 
data to insure her reasonably safe navigation into port outside 
of which vessel stranded, and hence consignees of cargo shipped 
under bill of lading exempting vessel owners from liability for 
loss not resulting from want of due diligence by owners were 
improperly required to make deposits to secure delivery of 
cargo free of liens for general average.—Ibid. 

Ship owners should be held to as strict accountability as 
modern facilities enable them, with reasonable diligence, to 
provide.—Ibid. 

Ex parte decree of Italian court directing master of ship to 
turn over general average deposits collected to general average 
adjusters held not res judicata of whether general average 
contributions were properly collected in subsequent suit in 
American court by subrogees of cargo owners from whom con- 
tributions were collected (Harter Act, 46 U. S. C. A., sec. 190 
et seq.) .—Ibid. 





(Circuit Court of Appeals, Second Circuit.)—Bill of lading 
which both parties intend shall operate as receipt rather than 
contract of carriage has legal effect of receipt, whether shipper 
is charterer or subcharterer. (Flat-Top Fuel Co. vs. Martin, 85 
Fed. Rep. (2d) 39.) 


Bill of lading given by master to shipper operated as 
receipt and not as contract of carriage, notwithstanding that 
shipper was subcharterer and not charterer, where bill left 
blank the space provided for insertion of freight rate.—Ibid. 


Owner of barge who had no contract relation with sub- 
charterer who shipped cargo of coal did not expressly or im- 
pliedly warrant seaworthiness of barge, and therefore did not 
owe subcharterer absolute duty to have barge seaworthy, but 
only duty not to cause damage to subscharterer’s property by 
negligent use of barge.—Ibid. 

Owner of barge had duty of exercising reasonable care to 
have barge safe for carriage of cargo which he knew was to be 
shipped on her by subcharterer, with whom he had no contract 
relations, whereby he expressly or impliedly warranted sea- 
worthiness of barge.—Ibid. 

Owner of barge who had no contract relations with sub- 
charterer whereby he expressly or impliedly warranted sea- 
worthiness of barge was responsible for negligent failure of 
barge captain to ascertain unseaworthiness of barge for car- 
riage of cargo which owner knew was to be shipped on barge 
by subcharterer.—Ibid. 

Unexplained sinking of barge containing cargo of coal 
which owner knew had been shipped thereon by subcharterer, 
with which owner had no contract relations, whereby he ex- 
pressly or impliedly warranted seaworthiness of barge, estab- 
lished prima facie case of negligence of owner in not taking 
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— care to have barge safe for carriage of such cargo. 
—Ibi 

Evidence that barge had been in dry dock some five months 
before voyage for repairs, that local inspector gave her ticket 
of seaworthiness before loading began, that pumps were taking 
only normal daily amount of water, and that captain made 
visual examination of seams visible from deck, held insufficient 
to rebut presumption of negligence arising out of unexplained 
sinking of vessel, as respects owner’s liability for loss of coal 
cargo shipped by subcharterer.—Ibid. 

Evidence that barge owner, who had duty of taking reason- 
able care to have barge safe for carriage of cargo of coal 
shipped thereon by subcharterer, had employed competent mas- 
ter whom he relied on to inspect barge before loading, and that 
he had had barge dry docked for overhauling at reasonable 
intervals, held to show that owner was personally diligent, en- 
titling him to limitation of liability for loss of cargo through 
unexplained sinking of barge, notwithstanding that owner failed 
to rebut presumption of negligence arising from unexplained 
sinking.—Ibid. 

Lack of due diligence which forfeits limitations of liability 
must be personal to owner of vessel.—Ibid. 

Owner of vessel who relies on experienced and reputedly 
efficient master for inspection of vessel before loading and who 
has vessel dry docked for overhauling at reasonable intervals 
has exercised “personal diligence” which will entitle him to 
limitation of liability for loss of cargo.—Ibid. 





(Circuit Court of Appeals, Second Circuit.)—Evidence held 
to show that contract of carriage did not require shipment of 
grass seed wholly by water but permitted shipment by both 
rail and water, precluding shipper’s recovery for loss of grass 
seed on ground that shipment of seed by rail for part of way 
was a deviation. (Rudy-Patrick Seed Co. vs. Kokusai Kisen 
Kasushiki Kaisha, 85 Fed. Rep. (2d) 17.) 

So far as their language allows, contracts must be read 
as parties would have wished, had occasion been presented to 
them in advance.—Ibid. 





(Circuit Court of Appeals, Second Circuit.)—Evidence held 
to justify decree for shipper for water damage to tobacco ship- 
ment claimed by carrier to have been due to sweat. (Alliance 
Tobacco Co. vs. United States, 85 Fed. Rep. (2d) 86.) 

Exception to limitation upon time for bringing suits in ad- 
mirality as to certain suits commenced prior to January 6, 1930, 
and dismissed because not properly commenced, held not to 
cover dismissal because suit was defective as ordinary action or 
suit (Tucker Act, 46 U. S. C. A., sec. 745; Suits in Admiralty 
Act, 46 U. S. C. A., sees. 741-752) .—Ibid. 


Where action was brought by shipper against carrier in 
state court within time authorized under bill of lading to re- 
cover for damage to shipment, discontinuance of such action by 
stipulation, if because federal Supreme Court’s decision had 
made success impossible, would be within exception to statutory 
limitation upon time for bringing suits in admiralty, and there- 
fore libel to recover for same damage would not be barred by 
limitation, although brought more than two years after service 
of notice of loss (Suits in Admiralty Act, sec. 5, as amended, 
46 U. S. C. A., sec. 745; Supreme Court Rules of New York, 
promulgated April 9, 1929, rule 301; Laws N. Y. 1926, c. 539, 
sec. 65) .—Ibid. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


3475-C between Compania Naviera Del Pacifico S. A. (Keene Line, 
agents) and American-Hawaiian Steamship Company, canceling agree- 
ment 3475, which provides for the transportation of green salted shark 
hides under through bills of lading from Topolobampo, Mexico, to 
United States Atlantic Coast ports, with transhipment at Los Angeles 
Harbor. 

5333 between States Steamship Company and Koninklijke Neder- 
landsche Stoomboot Maatschappij N. V. providing for the transporta- 
tion of cargo under through bills of lading from Pacific Coast ports 
to the East Coast of Central America, with transhipment at Cristobal 
or Balboa. 

5334 between States Steamship Company and Koninklijke Neder- 
landsche Stoomboot Maatschappij N. V. providing for the transporta- 
tion of cargo under through bills of lading from Pacific Coast ports to 
the East Coast of Colombia, with transhipment of Cristobal or Balboa. 

5335 between States Steamship Company and Koninklijke Neder- 
landsche Stoomboot Maatschappij N. V. providing for the transporta- 
tion of cargo under through bills of lading from Pacific Coast ports 
to Venezuela, with transhipment at Cristobal or Balboa. 

5336 between States Steamship Company and Koninklijke Neder- 
landsche Stoomboot Maatschappij N. V. providing for the transporta- 
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tion of cargo under through bills of lading from Pacific Coast ports 
to Curacao, Aruba, and Bonaire, with transhipment at Cristobal or 
Balboa, 

5337 between States Steamship Company and Koninklijke Neder- 
jandsche Stoomboot Maatschappij N. V. providing for the transporta- 
tion of cargo under through bills of lading from Pacific Coast ports 
to Haitian ports, with transhipment at Cristobal or Balboa. 

5338 between States Steamship Company and Koninklijke Neder- 
landsche Stoomboot Maatschappij N. V. providing for the transporta- 
tion on cargo under through bills of lading from Pacific Coast ports 
to Dominican ports, with transhipment at Cristobal or Balboa. 

9339 between States Steamship Company and Koninklijke Neder- 
landsche Stoomboot Maatschappij N. V. providing for the transporta- 
tion of cargo under through bills of lading from Pacific Coast ports 
to Trinidad. Barbados, and Demarara, with transhipment at Cristobal 
or Balboa. 

9340 between States Steamship Company and Koninklijke Neder- 
landsche Stoomboot Maatschappij N. V. providing for the transporta- 
tion of cargo under through bills of lading from Pacific Coast ports 
to Paramaribo, Dutch Guiana, with transhipment at Cristobal or Balboa. 

5493 between Kokusai Kisen Kabushiki Kaisha (Kokusai Line) and 
American Caribbean Line, Inc., providing for the transportation of 
cargo under through bills of lading from ports in Japan to St. Thomas, 
and Frederiksted and Christiansted, St. Croix, Virgin Islands, with 
transhipment at New York. 

5499 between Anchor Line, Ltd., Baltimore Mail Steamship Co., 
inc., Cunard White Star, Ltd., Ellerman’s Wilson Line, Ltd., Furness, 
Withy & Co., Ltd., Manchester Lines, Ltd., Red Star Line G. m. b. H., 
and United States Lines Company and the Bull Steamship Line, Agwi 
Lines, Inc., Merchants and Miners Transportation Co. and Refrig- 
erated Steamship Line, Inc., providing for the transportation of citrus 
truit under through bills of lading from Jacksonville, Fort Pierce 
and/or ‘Tampa to the United Kingdom, with transhipment at United 
States North Atlantic ports. 

5oUl between Baltimore Mail Steamship Co., Inc., Campagnie 
Generale Transatlantique, Compagnie Maritime Belge (Lloyd Royal) 
S. A., Hamburg-Amerikanische Packetfahrt Actien Gesellschaft, N. V. 
Nederiandsche-Amerikaansche Stoomvaart-Maatschappij, Norddeutscher 
Lioyd, Red Star Line G. M. b. H., and United States Lines Co. and 
the Bull Steamship Line, Agwi Lines, Inc., Merchants and Miners 
iransportation Co., and Refrigerated Steamship Line, Inc., providing 
for the transportation of citrus fruit under through bills of lading 
trom Jacksonville, Fort Pierce, and/or Tampa to ports in the Havre/ 
Hamburg range, with transhipment at United States North Atlantic 
ports. 

5503 between Frank C. Strick & Co., Ltd., for itself and on behalf 
of Strick Line (1923), Ltd., and Luckenbach Steamship Company, 
inc., providing for the transportation of dates from Basrah, Iraw, on 
through route and under through bills of lading to Los Angeles Harbor, 
San francisco, and Oakland, Calif.; Seattle and Tacoma, Wash., and 
Portiand, Ore., with transhipment at New York. 

5506 between Agwilines, Inc., and American Scantic Line, Inc., 
providing for the transportation of citrus fruit under through bills 
of lading from Jacksonville and/or Tampa to Gothenburg and Stock- 
holm, with transhipment at New York. 

5514 between Frank C. Strick & Company, Ltd., for itself and 
on behalf of Strick Line (1923), Ltd., and Panama Mail Steamship 
Company (Grace Line) providing for the transportation of dates on 
through route and under through bills of lading from Basrah, Iraq, 
to Los Angeles Harbor and San Francisco, Calif., with transhipment 
at New York. 

5515 between McCormick Steamship Co. and Roamer Tug & Lighter- 
age Co. providing for the transportation of cargo under through bills 
of lading from United States Atlantic Coast ports to Vancouver, Wash., 
with transhipment at Portland, Ore. 

5525 between Frank C. Strick & Co., Ltd., for itself and on behalf 
of Strick Line (1923), Ltd., and Dollar Steamship Lines, Inc., Ltd., 
providing for the transportation of dates on through route and under 
through bills of lading from Basrah, Iraq, to Los Angeles Harbor and 
San Francisco, Calif., with transhipment at New York. 

5528 between Agwilines, Inc., and Swedish American Line pro~ 
viding for the transportation of citrus fruit under through bills of 
lading from Jacksonville and/or Tampa to Gothenburg, with tranship- 
ment at New York and to Malmo, Norrkoping, and Stockholm, with 
transhipment at New York and Gothenburg. 


Agreements Canceled 


519¥ between Pacific-Atlantic Steamship Company and the Cali- 
tornia iransportation Company, Sacramento Navigation Company, 
and Fay transportation Company providing for the transportation 
of cargo under through bills of lading between United States Atlantic 
Coast ports and Sacramento and Stockton, with transhipment at San 
rrancisco. 


5203 between States Steamship Company and the California Trans- 
portation Company, Sacramento Navigation Company, and Fay Trans- 
portation Company providing for the transportation of cargo under 
through bills of lading between United States Atlantic Coast ports 
and Sacramento and Stockton, with transhipment at San Francisco. 


VESSEL FOR U. S. LINES 


John Franklin, president, and Cletus Keating, general coun- 
sel, of the United States Lines, conferred with the U. S. Mari- 
time Commission, October 21, with reference to the procedure 
that should be followed in connection with the plans to con- 
struct a new ship for the U. S. Lines to take the place of the 
Leviathan. Bids for the ship were recently referred to the 
Department of Commerce and the matter has been turned over 
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to the Maritime Commission. A construction subsidy may be 
granted for the ship by the commission. 

It was indicated in the conference that, under the merchant 
marine act, 1936, the Maritime Commission could proceed in 
the matter only under the provisions of that act, and that, 
therefore, the United States Lines would have to file an applica- 
tion with the commission to pave the way for the construction 
of the ship under the terms of the act. It was further indi- 
cated that in following out that procedure new bids would have 
to be called for. The proceedings leading up to the obtaining of 
the recent bids under the old law authorizing ship construc- 
tion loans up to 75 per cent of the cost. That law was re- 
pealed by the new merchant marine act, construction subsidies 
and loan aids being substituted therefor. Under the new law 
it is provided that a contract may be entered into between a 
shipowner and the commission whereby the shipowner shall be 
required to pay the commission a sum equal to 25 per centum 
of the construction cost of the vessel paid by the commission, 
excluding cost of national defense features, and pay the balance 
within 20 years, the deferred payments to bear 3% per cent 
interest. 


WATER LINE FIGURES 


In the calendar year 1935, the Federal Barge Lines, op- 
erated by the Inland Waterways Corporation, the government 
barge line agency, paid total taxes of $67 compared with $8,116 
in taxes paid by its competitor, the Mississippi Valley Barge 
Line Company, which is privately owned and operated, accord- 
ing to the annual statement (No. 3668) issued by the Bureau 
of Statistics of the Commission on selected financial and oper- 
ating data from annual reports filed with the Commission. 

The statement showed that the Federal Barge Lines had 
paid $55 in federal government taxes and $12 in other than 
government taxes. The Mississippi Valley Barge Line Co. paid 
$2,850 in federal taxes and $5,266 in other taxes. 

For the Mississippi Valley Barge Line a deficit in net in- 
come of $1,452 was reported for 1935 as against a net income of 
$607,598 reported for the government barge line. The Mis- 
sissippi Valley Barge Line had total interest accruals of $4,869 
while the government barge line had none. 

Other data in the statement relating to these two barge 
line companies follow: 

Federal Barge Lines—Investment in real property and 
equipment, $23,290,615; other investments, $1,854,183; cash, 
$689,168; material and supplies, $205,168; total working assets, 
$4,425,841; capital stock, $12,000,000; total working liabilities, 
$285,223; accrued depreciation, $5,045,227; total corporate sur- 
plus, $369,866; freight revenue, $5,778,376; operating revenues, 
$5,964,764; operating expenses, $5,317,477; operating incqme 
$647,220; average number employes, 3,011; compensation, $2,- 
448,545; total revenue tons carried, 1,732,059. 

Mississippi Valley Barge Line Co.—Investment in real 
property and equipment, $4,388,009; other investments, $4,330; 
cash, $381,105; material and supplies, $49,941; total working 
assets, $561,353; capital stock, $3,500,000; unmatured funded 
debt, $784,913; total working liabilities, $115,420; accrued de- 
preciation, $1,094,968; total corporate surplus, deficit of 
$586,277; freight revenue, $1,999,566; operating revenues, $2,- 
040,113; operating expenses, $2,005,938; operating income 
$26,059; average number of employes, 538; compensation, $561,- 
422; total revenue tons carried, 384,168. 

All water carriers covered by the statement, operating 
along the Atlantic and Gulf coast, on the Great Lakes, on the 
Mississippi River and tributaries, and along the Pacific coast 
paid total taxes in 1935 of $1,560,698, made up of $680,734 fed- 
eral taxes and $879,964 in other taxes. Interest accruals totaled 
$1,370,184. 

For all groups there was a deficit in net income of $386,495. 
Dividends declared totaled $4,385,668. The average number of 
employes was 33,605 and the compensation, $34,437,782. Revenue 
passengers carried totaled 18,366,066, and total revenue tons 
carried, 18,506,297. 


FOREIGN TRADE CONFERENCE 


The sixteenth annual middle west foreign trade and mer- 
chant marine conference will be held at the Hotel Cleveland, 
Cleveland, O., October 26 and 27. A. E. Reed, chairman, for- 
eign trade committee, Cleveland Chamber of Commerce, will 
preside at the first session at which George F. Bauer, manager, 
export department, Automobile Manufacturers’ Association, will 
speak on “Farming and Industry as Natural Partners Under 
the Reciprocal Trade Program,” and John Abbink, chairman, 
National Federation of Foreign Trade Associations, will speak 
on “Storm Signals in Foreign Trade.” At the afternoon session 
of the first day, W. S. Murtfeldt, president, Cleveland Retail 
Credit Men’s Association, will be in the chair. C. K. Moser, 
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chief of the Far Eastern division, Bureau of Foreign and 
Domestic Commerce, will speak on “Future Possibilities in the 
Far Eastern Situation,” and W. S. Swingle, director of the 
foreign department, National Association of Credit Men, on 
“International Credits and Finance.” 

O. L. Carlton, president, Cleveland Export Club, will pre- 
side at a luncheon at which F. H. Chapin, president, National 
Acme Company, Cleveland, will speak on “Observations in Ger- 
many.” At the banquet in the evening, C. J. Stilwell, vice- 
president, Warner and Swasey Company, Cleveland, will be 
toastmaster. James S. Carson, vice-president, American and 
Foreign Power Company, Inc., will speak on “The Significance 
of Inter-American Trade Relations,” and Royal S. Copeland, 
senator from New York, on “The American Merchant Marine.” 

Upson, vice-president, Upson Walton Company, 
Cleveland, will preside at the final session the morning of 
October 27. The speakers will be E. J. Unruh, executive sec- 
retary, Midwest Council on International Relations, on “World 
Trade and National Prospevity,” and Franklin Johnston, pub- 
lisher, American Exporter, on “Observations in South Africa.” 

The conference is sponsored jointly by the Cleveland Cham- 
ber of Commerce, Cleveland Export Club, Cleveland Associa- 
tion of Credit Men, Lake Carriers’ Association, Midwest Coun- 
cil of International Relations, Bureau of Foreign and Domestic 
Commerce, and Middle West Foreign Trade Committee. 


OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 


The full cargo market situation has continued virtually 
unchanged in the last week, with rates remaining firm and 
prompt tonnage difficult to ‘obtain because of owners’ ideas 
as to rates. In London the Tramp Shipping Administrative 
Committee decided to advance basic minimum rates on grain 
from the St. Lawrence to U. K./Antwerp-Rotterdam range 
ports, effective October 15 and to include all sizes of vessels. 

Activity in the grain trade from the St. Lawrence con- 
tinued unabated and some six fixtures were made in this direc- 
tion but with the advent of higher rates chartering slackened. 
Other grain fixtures included a steamer of 1,705 net tons from 
the Atlantic range to Norway, done on private terms for 
November loading. 

One transatlantic sugar fixture which developed was a 
steamer from Cuba to U. K./Continent on the basis of 16s 6d 
for November loading. 

The time charter market was active, with a large number 
of charters for West Indies trading, a number of them for 
periods varying from short periods to as much as a year’s time. 
There were several long voyage charters as well, including a 
vessel of 2,618 net for three or four round trips in the West 
coast of South America trade, done at $1.25 for November 
loading; another similar fixture for three round trips at $1.05, 
a steamer of 2,612 net; a similar fixture for two round voy- 
ages for a vessel of 3,891 net tons, and a 7,300 ton steamer 
engaged for two years’ general trading at £1,300 a month, 
delivery River Plate in February, 1937. A motorship of 2,350 
net was chartered for two or three round trips in the North 
Atlantic-River Plate trade for early November loading. 

In the export coal trade activity was restricted to scattered 
West Indies business but an inquiry for a cargo to the East 
coast of South America was reported as being worked. 

Among the tanker fixtures reported was that of a 5,000 ton 
dirty part cargo from Philadelphia to London and Antwerp on 
the basis of 12s for December loading. 

Numbers and net tonnages of vessels entering and clearing 
at the Port of New York in the foreign trade showed increases 
during September as compared with August, according to sta- 
tistics compiled by the marine division of the office of the 
Collector of the Port. Figures for the coastwise trade similarly 
showed gains in both entrances and clearances for both num- 
bers and net tonnages. The intercoastal trade, however, showed 
slight declines in numbers and net tonnages for both entrances 
and clearances. 

Closing dates for the several branches of the New York 
State Canal System have been set by H. O. Schermerhorn, Com- 
missioner of Canals and Waterways, as follows: for wooden 
boats on the Erie Canal, from either Buffalo or Waterford, 
midnight November 25, and for metal boats and self-propelled 
units, midnight November 30; Champlain Canal, midnight No- 
vember 30; Oswego Canal, midnight December 3; Locks 2, 3 
and 4 of the Cayuga and Seneca Canal, noon November 20 and 
Lock No. 1 noon December 3; Seneca Lake, November 20; 
Cayuga Lake December 3. These are deadlines for issuance 
of clearances unless sooner closed by ice. 

The Warehousemen’s Association of the Port of New York 
has appointed a committee to work with Mayor LaGuardia’s 
committee on port and terminals and to arouse New York 
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shipping, warehousing, and transportation interests to take 
more drastic steps to halt diversion of shipping from New 
York to other ports. The chairman of the committee is C. 
Whipple. W. F. Firth, F. Henderson, E. P. Simmonds, and 
H. E. Waters are the other members. 


MONTREAL-TO-NEW-YORK WATERWAY 


Hearings on the proposed deep waterway project linking 
Montreal with New York City via water routes now in existence 
via Lake Champlain and the Hudson River will be held in No- 
vember by the International Joint Commission, composed of 
the United States section and the Canadian section. The 
schedule of hearings follows: New York City, November 19, 
20 and 21; Albany, N. Y., November 23; Burlington, Vt., No- 
vember 24; Plattsburg, N. Y., November 25, and Montreal, 
November 26, 27 and 28. The rooms in which the hearings 
will be held will be announced later. 

Jesse B. Ellis is secretary of the United States section of 
the commission with offices in the Department of Justice Build- 
ing, Washington, D. C. Lawrence J. Burpee is secretary of 
the Canadian section with offices in Ottawa, Canada. Mr. 
Ellis said inquiries with respect to the hearings might be made 
of the secretaries. 

The commission’s survey is being made under direction of 
Congress, to which a report will be made. 





SPECIAL DOCKET REFUNDS 


In special docket No. 34, Southern Kraft Corporation vs. 
Luckenbach Gulf Steamship Co., Inc., the Secretary of Com- 
merce has authorized the steamship company to pay complain- 
ant $533.88 as reparation on account of an unreasonable rate 
assessed on wrapping paper from New Orleans, La., to Los 
Angeles Harbor, Calif. 

The Secretary of Commerce has authorized reparation pay- 
ment in special docket No. 51 of $1,808.96 to the Buckeye Cot- 
ton Oil Co. on account of unreasonable rate and emergency 
charge applied on shipment of soy bean oil meal from Memphis, 
Tenn., to Pacific coast ports, by Luckenbach Gulf Steamship 
Co., Inc., and Inland Waterways Corporation. In_ special 
dockets Nos. 52 and 53, he has authorized Swayne & Hoyt, 
Ltd., and the Inland Waterways Corporation to waive collec- 
tion of $1,507.47 on each of two shipments of soy bean oil 
meal from Memphis to Pacific coast ports, from the Buckeye 
company. 


PRACTITIONERS’ CONVENTION 


The program for the seventh annual meeting of the Asso- 
ciation of Practitioners before the Interstate Commerce Com- 
mission, to be held October 29 and 30 at the Hotel Mayflower, 
Washington, D. C., has been completed. 

Commissioner Meyer, of the Commission, will deliver the 
address of welcome, following which Professor I. L. Sharfman, 
of the University of Michigan, will speak on “The Significance 
of the Interstate Commerce Commission as an Agency of Eco- 
nomic Control.” Committee reports will be submitted. 

There will be a group luncheon at 12:45 p. m., October 29, 
at the Mayflower Hotel, with F. F. Estes acting as chairman. 

At the afternoon business session, October 29, there will be 
remarks by Elmer A. Smith, president, and by Commissioner 
Aitchison. Committee reports will be submitted. 

The evening of October 29 there will be a dinner and enter- 
tainment at the hotel. 

At the business session October 30 additional reports will 
be submitted. The afternoon of October 30 there will be a tour 
of inspection of the federal bureau of investigation of the U. S. 
Department of Justice. A golf-tournament will be held the 
= of October 30 at the Kenwood Golf and Country 

ub. 


NEW ENGLAND TRAFFIC LEAGUE 


There were 24 subjects on the docket of the meeting of 
the New England Traffic League held recently at New Haven, 
Conn. They included the extension of rail emergency charge 
beyond January 1, 1937; class rate revisions between Official 
Territory and Canada; rail pick-up and delivery services; 
freight forwarding; New England motor truck rates, and the 
proposed rate groupings under the North Carolina-Virginia 
border line cases. Edward L. Hefron, vice-president, Walker 
Freicht Service, Inc., spoke on truck operation and regulation. 
R. F. Bohman, general traffic manager, Heywood-Wakefield 
Company, Gardner, Mass., president of the league, presided. 
He and W. H. Day, manager, transportation department, Bos- 
ton Chamber of Commerce, chairman of the league’s executive 
committee, spoke at a dinner meeting of the New Haven Traffic 
Club in the evening. 
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RATE CHANGE PROPOSAL 


The Traffic World Washington Bureau 


The Commission has instituted a new proceeding, calling it 
“Ex Parte No. 118, petition of Class I railroads for the modifi- 
cation of certain outstanding rate orders and for fourth section 
relief.” It said that any person interested in the subject matter 
might file a reply to the petition on or before November 7, 
serving a copy of the reply on R. V. Fletcher, attorney for the 
railroads, and that, at the close of business on that day, the 
matter would be considered submitted on the petition and re- 
plies. The Commission said persons filing replies might frame 
them so that they might be considered as requests for suspen- 
sion of tariffs that might be filed pursuant to any permission 
granted on the petition. (See Page 793.) 

By direction of President McKay, of the National Asso- 
ciation of Railroad and Utilities Commissioners, John E. Benton, 
general solicitor of the association, has advised Chairman 
Mahaffie, of the Commission, that various state commissions 
will desire to protest against modification of outstanding rate 
orders as asked by the rail carriers and to be heard thereon 
and, further, that state commissions will ask suspension of 
tariffs designed to put into effect the proposed rate changes. 

In addition to the changes proposed in the petition filed 
with the Commission, the carriers expect to have ready about 
November 15 one other group of proposed rate changes. 


SOLICITORS AND CIGARS 


No more communications on the subject of solicitors 
and cigars, written after readers have had an opportunity 
to see this notice, will be published by this magazine. 
The discussion has been interesting, but it has been ex- 
hausted, and, as some of the contributors have remarked, 
there is danger of devoting too much space to an unim- 
portant matter. The value of the discussion, however, 
has been rather in the directing of attention to solicitation 
methods in general than in the matter of cigars in par- 
ticular—Editor The Traffic World. 


Editor The Traffic World: 

I will gladly chance incurring the wrath of some readers by 
further prolonging the discussion which has arisen as a result 
of Mr. Whitney’s complaint if, in so doing, I can add something 
constructive. 

The consensus of opiniun appears to be that lack of knowl- 
edge of the basic principles of salesmanship has been a cause 
of the situation. Perhaps it has. At any rate, a knowledge of 
salesmanship can do the average solicitor no harm. The study 
of the principles of modern salesmanship is quite recent and the 
reason we find so few men with such training in railroad employ 
is because the carrier’s retrenchment policy has resulted in 
the dismissal of an astoundingly large percentage of their 
younger employes. The solicitor who calls on you is, therefore, 
either the so-called natural born salesman or no salesman at all. 
The scientifically trained salesman has as infinite an ad- 
vantage over the former as the former enjoys over the latter. 

A sales organization reflects the policy of its manager and 
far too often the general freight agent or freight traffic man- 
ager in charge of solicitation is a much better rate expert or 
operating authority than a sales manager. There is not the 
urgent need of rate and operating men in railroad solicitation. 
Modern sales tactics are paramount in importance. 

There has been considerable research into the activities of 
off-line agencies and some authorities have more than ques- 
tioned the economic justification for their existence. Most of 
the solicitors of whom we speak are representatives of off-line 
agencies and, despite the fact that the need for their very 
existence is questioned, very little has been or is being done to 
—— their ability to produce results. We hope something 
wi 

F. G. Ibach, General Traffic Manager, 
E. J. Lavino and Company. 

Philadelphia, Pa., Oct. 15, 1936. 


Editor The Traffic World: 

Why, oh why, all the fuss over cigar-giving freight repre- 
sentatives? Is it because Mr. L. E. Whitney does not enjoy the 
fresh aroma of a good cigar, or, perhaps, “smoke gets in his 
eyes” and he cannot see any reason whatever to be “human” and 
give the freight solicitor an opportunity to sell his service. 
Perhaps this gentleman is one of these old birds that couldn’t 
have a civil word for anyone, cigar or no cigar. 

To my mind, the solicitor is a necessary person in this world 


The: Traffic Wether 


of traffic. The average solicitor will follow your shipments 
through like a cat watches a mouse. He can usually tell you 
more about business conditions than you yourself know. That’s 
his job, to study business conditions, to not only know “his” 
business, that of selling transportation, but to keep abreast 
of the times. 

I have been a freight solicitor and I know from actual 
experience that a friendly li’l cigar sort of warms up the con- 
versation. I do not mean to say that the average traffic man- 
ager is forever holding his hand out for a smoke—that cannot 
be said; however, on the other hand, it does offer a means of 
appreciation for any consideration that may be shown. 

Much can be said on this subject; however, I do not agree 
with Mr. L. E. Whitney’s point of view. Perhaps, if this gentle- 
man would stop fretting and worrying about this “serious situa- 
tion,” he might be able to accomplish more work without de- 
pending upon information furnished him through freight repre- 
sentatives. After all, these gentlemen are not traffic instructors. 

Yours for bigger and better cigars and may the cigar 
giving freight representative continue long after our friend has 
passed on to the promised land where I hope he will not be 
annoyed by any kind of smoke. 

Edward B. Fehr, Traffic Manager, 
The American Distilling Co. 


POLITICAL RATE MAKING 


Editor The Traffic World: 

While I appreciate that it is hardly desirable to open the 
columns of The Traffic World to discussion of partisan political 
issues, I strongly feel that a statement of the president in his 
address at the Chicago Stadium October 14 is fraught with 
such serious implications for all transportation agencies that 
criticism of it might properly be offered in your publication. 

The statement was as follows: “We have given the business 
man cheaper transportation rates.” 

If the implication in the President’s statement means any- 
thing at all, it must mean that he believes he has dictated and 
can dictate the course of the decision of the Interstate Com- 
merce Commission. I doubt that anyone seriously concerned 
with the welfare of our transportation agencies can subscribe 
to any part of such a policy or aid its proponent. 

L. E. Whitney, Traffic Counsel. 

Chicago, Ill., Oct. 17, 1936. 


WOMEN AS TRUCK SOLICITORS 


Editor The Traffic World: 

With interest we read in last week’s Traffic World regarding 
Keeshin Motor Express employing what is believed to be the 
first woman motor truck solicitor. 

It has been more than two years since we pioneered with 
the same idea, and only recently discontinued the experiment, 
reluctantly coming to the conclusion that motor solicitation 
is a man’s job. ; 

We know of an Oklahoma line that has been using a lady 
solicitor for some time, so the idea of using salesladies in the 
motor field is not especially new. 

Cc. E. Bingham, Traffic Manager, 
Adams Transfer and Storage Co. 
Kansas City, Mo., Oct. 20, 1936. 


Hoboken, N. J. 


BUSINESS MEN RIDE NEW ZEPHYR 


One of the two new 12-car streamlined diesel Zephyr trains 
to be placed in service between Chicago and Denver November 
8 was tested on a run from Chicago to Burlington, Iowa, and 
return October 21. It underwent an added test on a trip on 
which business men traveled to Denver October 23 (see Traffic 
World, October 10, p. 690). The schedule westbound for that 
trip was 13 hours, five minutes faster than the record estab- 
lished between Chicago and Denver on a run of the original 
Zephyr May 26, 1934. Among those for whom places were re- 
served on the week-end trip were Charles G. Dawes, former 
vice-president of the United States; Frank Billings, former 
Secretary of State; Ralph Budd, president of the Burlington; 
C. L. Rice, president of the Chicago Association of Commerce; 
Sewell Avery, president, Montgomery Ward and Company; 
John F. McCutcheon, cartoonist, and Charles F, Kettering, presi- 
dent, General Motors Research Corporation. Jane Garlow, 
granddaughter of Col. W. F. Cody (Buffalo Bill), was to 
christen the train with appropriate ceremonies before the 
return trip at the Denver Union Station October 24. 


FREIGHT TRAFFIC REPORT 
Appendix IV of the freight traffic report issued by the 
Federal Coordinator of Transportation has been sent to rail- 
roads by Mr. Eastman. This appendix contains statistics on 
loaded car movements. 
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Shipper and Carrier Cooperation 


NEW SERIES BY WILSON 


Immediately after the completion of the present 
series of articles by G. Lloyd Wilson, professor of 
transportation, University of Pennsylvania, and chair- 
man of the committee on education and research, As- 
sociated Traffic Clubs of America, on “Industrial 
Traffic Management,” the Traffic World will begin, 
in its November 7 number, a new series of nineteen 
articles by the same author, to be completed in six 
months, on “Railroad Organization, Operation, and 
Traffic.” 

These articles will be interesting and valuable 
to all concerned in the business of transportation, 
but they are planned especially for the information 
and guidance of the younger men on the railroad side 
of the business, or young persons intending to enter 
it. The series will be a full development of the out- 
line of a study and reading course for traffic club 
study groups, consisting of sixteen topics, prepared by 
Professor Wilson and distributed last August among 
the traffic clubs affiliated with the naaional associa- 
tion. This outline was published in The Traffic 
World, August 8, 1936. 


Thirty-fifth of thirty-six articles on Industrial Traffic Management 
by G. Lloyd Wilson, Professor of. Transportation and Public Utilities, 
University of Pennsylvania, and Chairman, Committee on Education 
and Research, Associated Traffic Clubs of America. 


the slogan of the Associated Traffic Clubs of America, 

the national organization of 83 traffic clubs in trans- 
portation centers throughout the United States from the 
Canadian border to the Gulf of Mexico and the Mexican border 
line, and from the Atlantic to the Pacific seaboard. These clubs 
include on their membership rolls over 16,000 men and women, 
most of whom are engaged in traffic work as officers or repre- 
sentatives of railroad, electric railway, railway express, motor 
truck and bus, pipe line, and air transport carriers; industrial 
concerns or commercial organizations; or are professional at- 
torneys or practitioners before administrative bodies and courts. 
There is no other group of traffic and transportation specialists 
with the catholicity of interests in transportation matters in 
the United States, representing, as do the members of this 
organization, the points of view of carriers, their patrons, and 
regulatory authority, as well as the varying points of view of 
the members as individuals. 

It is significant and encouraging that this great group 
should dedicate its efforts to advancing the proposition that the 
interests of shippers and carriers are basically harmonious, in 
spite of minor surface indications that they are discordant. 
Fundamentally, the interest of all who are engaged in traffic 
and transportation work professionally is adequate and efficient 
transportation service at reasonably compensatory rates that 
are relatively fair to all types of carriers and free from un- 
just discrimination among individuals or groups, communities, 
and types of traffic. This is not an abstract ideal but.a con- 
crete reality. Unless the aspirations of the shippers and car- 
riers are focused on this goal, users of transportation service 
cannot reasonably expect good service at fair charges and car- 
riers cannot expect to earn reasonable returns to compensate 
officers and employes fairly for their services and to earn a 
fair return on the property used in the service, with adequate 
provisions for the inevitable depreciation through wear and 
tear and inexorable obsolescence, the proper amortization of 
investment, and the reasonable assurance of new capital when 
it is needed. It is the privilege and duty of every one of us 
engaged in transportation and traffic work to .keep his feet 
firmly on the ground of reality and to keep his eyes just a 
little above the horizon so that he may see the goal—shipper 
and carrier cooperation in transportation problems in the pub- 
lic interest of better transportation services and fair rates, 
under just and constructive public regulation. If this is an ac- 


es S tte 30 and carrier cooperation in transportation” is 


curate statement of the objectives of transportation economics 
and public policy, then the slogan of the Associated Traffic Clubs 
of America is not mere words but a motivating force impelling 
toward better conditions in transportation. 

The statement of aims and purposes of the Associated 
Traffic Clubs of America says: 


Believing that the settleemnt of most transportation problems 
of national and general concern depends largely on an understanding of 
them and on a realization that the interests of carrier, shipper and 
public are, for the most part identical, the aims and purposes of the 
Associated Traffic Clubs of America are: 

To suggest educational programs of transportation subjects of na- 
tional importance, and to encourage study and discussion of those 
subjects at meetings of member clubs for the purpose of being of 
educational help to individual members. 

To promote discussion and understanding, and to provide discourse 
by persons who have studied transportation subjects deeply, and are 
most competent to discuss them. 

To inspire those in traffic work to the importance and dignity of 
their profession. 

To impress business executives with the necessity, value, and 
importance of traffic departments. 

To provide speakers of national prominence on transportation 
subjects at its general meetings as well as for member club meetings. 

To effect sound transportation policies through the study and 
discussion of all questions relating to all phases of transportation. 

To encourage those who believe it their duty unselfishly to devote 
something of their thought and effort to the advancement of their 
profession, 

To stand for private ownership and operation of transport agencies, 
fair conditions of competition as among all kinds of transport agencies, 
and an Interstate Commerce Commission composed of men fitted by 
character, ability, and training for the positions to which they are 
appointed, and 

To present a plan of coordination of the efforts of traffic clubs 
more effectively to carry out, to the fullest extent, its slogan. 


The administration of the Associated Traffic Clubs of Amer- 
ica consists of a president, an executive vice president, five vice 
presidents, a secretary and a treasurer. The board of directors 
includes a chairman and twenty other members. There are 
standing committees on finance, membership, procedure, 
speakers, research institute, and education and research. “The 
A. T. C. Bulletin” is published semiannually reporting the 
proceedings of the conventions and “The Trafficgram” is issued 
monthly as the educational program and forum publication. 


Association of Practitioners 


The Association of Practitioners before the Interstate Com- 
merce Commission was organized October 24, 1929, by leaders 
of the bar, of attorneys and other practitioners admitted to 
practice before the Commission, as a bar association “to pro- 
mote the proper administration of the interstate commerce act 
and related acts, to uphold the honor of practice before the 
Interstate Commerce Commission, and to encourage cordial in- 
tercourse among the practitioners.” * 

The organization has grown steadily, not only in numbers 
but in prestige and influence for good in the transportation 
profession. About 7,000 persons are members of the bar of 
the Interstate Commexce Commission, of whom approximately 
1,500 are members of the Association of Practitioners. 


The officers of the association consist of a president, three 
vice presidents, a secretary, a treasurer and an executive secre- 
tary. An office is maintained in the Interstate Commerce Com- 
mission Building at Washington, where the executive secretary 
devotes full time to the work. The committees of the associa- 
tion include the following: Executive, membership, professional 
ethics and grievances, education for practice, procedure, nom- 
inations, memorials, printing and publicity, and a special com- 
mittee on changes in interstate commerce law pertaining to 
procedure. 

A publication, “I. C. C. Practitioners’ Journal,” is issued 
monthly, except in July and August; its purpose of which is 
well expressed by the association’s own statement: 


A medium of expression and exchange of thought for improving 
the preparation and submission of cases to the Interstate Commerce 
Commission; a means of developing a wider knowledge and deeper 
understanding of the interstate commerce act and kindred laws re- 
lating to common carriers; and a forum for the presentation and 
discussion of technical subjects of interest to students of transporta- 
tion. 


The chairman of the committee on printing and publicity 
serves as acting editor and the executive secretary serves as 


Constitution and by-laws, article II. 


—- 


re 


heh titins aibete nee net 
NS aes ae an 





PAGE 822 


managing editor of the “Journal.” Many valuable papers on 
interstate commerce law and procedure and transportation 
economics, notes on proposed legislation, notes on reports of 
the Interstate Commerce Commission and other public trans- 
portation organizations, reviews of court cases affecting trans- 
portation, and announcements of transportation publication 
make the “Journal” invaluable to those interested in the prob- 
lems of transportation and traffic management, particularly 
those connected with transportation law or regulatory pro- 
cedure. 


At the first annual session of the association, held in Wash- 
ington in October, 1930, a code of professional ethics similar 
to the code of ethics of the American Bar Association was 
adopted by unanimous vote. The canons of ethics are designed 
to aid practitioners in compliance with the rules of practice 
of the Commission, which require that all parties appearing in 
proceedings before the Commission must conform to _ the 
standards of ethical conduct required of practitioners before 
courts of the United States. The lawyers admitted to practice 
are bound by a broad code of ethics and unwritten rules of 
professional conduct as lawyers, the practitioners before the 
Commission admitted to practice because of their technical 
training and experience having had previously no written code 
of ethics. The code of the practitioners applies to all prac- 
titioners before the Commission and does not release the lawyer 
practitioners from any of the duties or principles of profes- 
sional conduct that apply to all activities of lawyers. Neither 
should the fact that particular duties are set forth in the canons 
of ethics be construed as a denial of the existence of other 
duties “equally imperative but not specifically mentioned.” * 


National Industrial Traffic League 


The National Industrial Traffic League is the national or- 
ganization of industrial and commercial traffic managers. Mem- 
bership is restricted to actual shippers of freight taking out 
bills of lading in their own names, and to industrial and com- 
mercial organizations and associations representing such actual 
shippers. The traffic managers or those of corresponding titles 
in the organizations are the official representatives of their 
companies or associations in the League. 


Many leading industrial and commercial companies, trade 
associations, and chambers of commerce are represented in 
the League by their respective traffic managers. This gives the 
body a truly representative character. Shippers of all sorts 
of commodities with factories, warehouses and markets in 
virtually all parts of the United States are represented, so 
that the deliberations and actions of the League reflect the 
consensus of the expert opinion of industrial and commercial 
traffic men on transportation problems. Few matters of na- 
tional consequence in the field of transportation are settled 
without the League investigating the matter and expressing an 
opinion. The League cooperates with the carriers and with 
the regulatory commissions in working out problems of general 
interest and importance. A noteworthy example of this was 
the cooperation of the League, representing shippers, the Amer- 
ican Railway Association, representing the railroads, and the 
Interstate Commerce Commission, representing the federal gov- 
ernment, in working out the national car demurrage rules. 


The actions of the League’s committees are submitted to 
the members for approval at the meetings of the League and 
the members are kept advised as to developments by means /of 
circulars issued by the executive secretary. Individual mem- 
bers communicate their views to the chairmen of the League’s 
committees. Copies of their letters are sometimes sent to the 
executive secretary, so that the League may be thoroughly in- 
formed as to the effect on the interests of members and the 
policy of the organization formulated to conserve the best in- 
terests of the majority of members. 


Although the National Industrial Traffic League is the 
zealous guardian of the interests of shippers, its policies have 
won for it the reputation of an able and constructive contributor 
and cooperator in the field of transportation. Many of the 
traffic managers active in League affairs have had valuable 
experience in the employ of carriers of various types, as well 
as experience as users of transportation services. The actions 
of the League are based on knowledge and reflect an apprecia- 
tion of transportation problems from the carriers’ as well as the 
shippers’ viewpoints, though representing the viewpoint of 
shippers. The membership of the League includes the traffic 
officers of industrial and commercial companies, trade associa- 
tions, chambers of commerce, boards of trade, and similar 
commercial associations. The League claims to represent in 
all more than 200,000 shippers of freight. Annual membership 


2 “Code of ethics for practitioners before the Interstate Commerce 
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dues are paid by the member companies or associations ac- 
cording to their size and importance. Memberships are held 
in the names of the organizations. The operating expenses of 
the organization are paid from the annual dues. All members 
are eligible to vote for officers. 

A nominating committee submits to the members at the 
annual meeting a report containing the names of the officers 
and directors nominated for the ensuing year. The officers 
include a president, a general vice president, eight regional vice 
presidents, a treasurer, and a board of directors, elected after 
their names have been submitted by the nominating committee, 
by vote of the members. The directors select one of their num- 
ber as chairman. The board elects not more than 20 members, 
who, in addition to the president, vice president, regional vice 
presidents, treasurer, chairmen of all standing committees, and 
all past presidents who remain members of the League, con- 
stitute the executive committee.’ 

The chairmen of the standing committees are appointed 
by the president and are members ex-officio of the executive 
committee. Special committees are appointed by the president 
= time to time to investigate and report on special prob- 
ems. 

An executive secretary is employed by the executive com- 
mittee as the permanent administrative head of the League. 
He devotes all his time to the affairs of the organization. Other 
offices are filled by men devoting part of their time to League 
duties and they receive no compensation. The League employs 
clerical assistants needed to conduct its work under the direc- 
tion of the executive secretary. 


The president of the League presides at the general meet- 
ings and, in his absence, the general vice president acts. The 
regional vice presidents attend to membership problems in their 
respective territories and, in some cases, act as chairmen and 
members of standing and special committees. The executive 
committee holds meetings prior to the meetings of the League 
at which the important problems are discussed in advance and 
prepared for presentation to the membership at the general 
meetings. Questions relating to membership, resignations, 
finances, policy, and recent developments in transportation, in- 
cluding court decisions, orders of the Interstate Commerce 
Commission and state commissions, actions or proposed actions 
of the carriers with respect to rates or service, are discussed 
with a view to informing members of important developments 
and formulating the policy of the League on such matters. 

The treasurer performs the customary duties of taking 
custody of and disbursing the League’s funds. 


The executive secretary supervises the work of the perma- 
nent administrative staff of the organization. He prepares and 
presents financial statements of the League’s affairs«to the 
executive committee, attends to the collection of dues, obtains 
information of interest to the League by keeping in touch with 
the carriers, the Interstate Commerce Commission, the various 
state commissions, the members of the League, and the press. 
He is the official observer of the organization who gathers and 
disseminates information so that the members may have the 
benefit of the constant services of a trained man familiar with 
all developments of importance in the field of transportation. 
The results of his observations are conveyed to the member- 
ship through the executive committee in the form of circulars. 


The present standing committees of the League indicate 
the scope of its activities: Executive committee, aeronautics 
committee, bill of lading committee, car demurrage and stor- 
age committee, classification commitee, committee to cooperate 
with transportation executives, division and reconsignment 
committee, export and import traffic committee, express com- 
mittee, finance and auditing committee, freight claims and 
claims prevention committee, highway transportation commit- 
tee, inland waterways committee, legislative committee, mem- 
bership committee, ocean, intercoastal and coastwise transpor- 
tation committee, passenger traffic committee, postal service 
committee, rate construction and tariffs committee, transpor- 
tation instrumentalities and car service committee, and weigh- 
ing committee. 


Special committees include those on the budget of the 
Interstate Commerce Commission; the committee for confer- 
ence on national transportation; the committee to cooperate 
with the Federal Coordinator of Transportation and the rail- 
road coordinating committees; committee on embargo rules 
and regulations; committee on I. C. C. Ex Parte 104, Part 2; 
committee on fibre containers for export shipments; committee 
on the fourth section of the interstate commerce act; committee 
on government ownership and/or operation of the railroads: 
committee on railroad accounting rules. 


Meetings are held at least annually. A regular annual 


*Constitution paragraph 1, article VI, and paragraph 2, article VI. 
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meeting is held in November of ‘each year at such time and 
place as the executive committee may decide. Special meet- 
ings may be called by the executive committee from time to 
time and fifteen days’ notice of such meetings is given to the 
members. Meetings of the executive committee are held from 
time to time on call of the chairman or at the written request 
of ten members. The board of directors meets annually fol- 
lowing its election or at the close of the annual meeting of 
the executive committee. The board also convenes in special 
meetings on the call of the chairman or on written request of 
ten members of the board. 

The purpose and object of the League can be no better 
summed up than in the words of the preamble and Article II 
of the League’s Constitution. The preamble reads as follows: 

Believing the requirements of commerce are best served by a 
thorough understanding upon the part of railways and the shipping 
public of each other’s needs, this organization stands for and will 
undertake, through conference, publicity and other proper means, 
to promote such knowledge of transportation affairs as will aid in 
effecting such result; to assist in the enactment of clearly defined 
laws governing interstate traffic and the interchange of views regard- 
ing intrastate legislation who does or may affect interstate commerce, 
that the public may be relieved of all uncertainty as to its relations 
with the carriers, also, to acquaint the regularly established tribunals 
of the needs of the shipping interests and the effect on commerce of 
rulings, decisions and practices, either fixed or to be determined by 
such bodies. 


Article II, of the constitution, says: 


The object of the League, shall be to promote adequate national 
transportation, and to this end: to interchange ideas and information 
concerning traffic and transportation matters; to cooperate with the 
Interstate Commerce Commission and other regulatory bodies, both 
federal and state, and the transportation companies, in developing 
a thorough understanding by the public, the carriers, and the national 
and state governments, of the transportation requirements of industry; 
to obtain legislation that will be helpful to commerce, and to secure 
the modification of laws rulings and regulations that may be found 
harmful; and to promote cordial relations between shippers and car- 
riers. The activities of the League shall be confined to matters of 
national interest. 





Editor The Traffic World: 


In the thirty-fourth of a series of articles on industrial 
traffic management there were two errors for which I was 
responsible and which I should be pleased to have you correct. 

On page 628 of The Traffic World for October 3, 1936, un- 
der section 8, the paragraph should read as follows: 


Section 8 provides the statutory basis for the civil liability of 
carriers for damage to persons injured by violations of the provisions 
of the act and for attorneys’ fees in cases where recovery is had. 


The second error appears on the same page, second line 
from the bottom. The statement should be made that section 
210 and not 209, as stated, forbids the simultaneous operation 
of a motor carrier as a common carrier and a contract carrier 
over the same route or within the same territory without per- 
mission by the Commission for good cause shown. 

The reference to section 208, beginning with the fifth line 
from the bottom, should be corrected to read 209 as the section 
setting forth the conditions under which interstate motor con- 
tract carriers may apply for and obtain permits. 

I regret that these errors were made. 

Oct. 17, 1936. G. Lloyd Wilson. 


NEW SAFETY DEVICE 


The Pennsylvania Railroad has announced the invention of 
a new protective device designed to warn enginemen of the 
presence of broken or loose parts under moving trains hanging 
below the level of the tops of the rails. The new mechanism 
functions on track signal circuits and warns the enginemen 
of the hazard by operating signals 8,000 feet ahead of the point 
of detection. The warning signal also flashes in the cab. Ac- 
cording to the announcement the new device has been thor- 
oughly tested. It adds that, although accidents resulting from 
broken or hanging parts of moving trains are rare, the new 
mechanism will add to the safety of rail travel. 


MISSOURI PACIFIC VETERANS’ MEETING 


The Missouri Pacific Forty-Year Veterans’ Association will 
meet at St. Louis October 26. There will be a business meeting 
at the headquarters of the association, in the Missouri Pacific 
Building, at which officers will be elected and other business 
transacted. L. T. Newcomb, Kirkwood, Mo., president, will 
preside. After the meeting the veterans and their families will 
board a special train for a two-day visit to the Texas Cen- 
tennial Exposition at Dallas. More than 300 veterans are ex- 
pected to attend. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Delivery by Carrier—What Constitutes 


Wisconsin.—Question: Can you quote us any decision or 
authority as to when the liability of a carrier ceases and that 
of the consignee begins on a car set on consignee’s sidetrack 
at their industry, for delivery ? 

For example, if a car of material was placed on consignee’s 
sidetrack during the night and from the time it was placed 
until consignee’s place of business was opened in the morn- 
ing for business, the seal on the car was broken and some 
of the contents stolen, is the carrier liable or is the consignee? 
Also, please advise as to the same situation regarding team 
traek delivery. In neither instance has the consignee been 
notified as to the arrival and placement of the car. 


Answer: In so far as deliveries on public team tracks are 
concerned, the Supreme Court of the United States has held 
in Michigan Central R. R. Co. vs. Mark Owens, 256 U. S. 427, 
41 S. Ct. 554, that until all of the goods had been taken from 
the car the liability of the carrier as a common carrier con- 
tinues for the 48-hour period of free time, after which time 
its liability is that of a warehouseman and as such it is liable 
only for negligence, the burden to prove which is upon the 
owner of the goods. 


As to deliveries on private sidetracks, there has been no 
decision of the Supreme Court which definitely determines the 
liability of the carrier. In Y. & M. V. R. R. Co. vs. Nichols 
& Co., 256 U. S. 540, 41 S. Ct. 549, the Court said: 


But, at a station where there is a regularly appointed agent it will 
be obviously unreasonable to place upon the shipper, after a bill of 
lading has issued, the risks attendant upon the loaded car remaining 
on the public siding because it has not been convenient for the carrier 
to start it on its journey. It would likewise be unreasonable to place 
upon the consignee at such a station the risk attendant upon the 
arriving car’s remaining on the siding before there has been notice to 
the consignee of arrival and an opportunity to accept delivery. The 
situation there would be practically the same whether the loaded cars 
were left standing on a public siding or on a siding to private industry 
on the railroad’s right of way, as in Swift & Co. vs. Hocking Valley 
Ry. Co., 243 U. S. 281, or on siding, partly on the railroad’s right of 
way and partly on private land, as in Chicago & North Western Rail- 
road Co. vs. Ochs, 249 U. S. 416, and Lake Erie & Western Railroad 
Co. vs. Public Utilities Commission, 249 U. S. 422, when the siding 
is, either by state law or by agreement and in fact, a part of the 
carrier’s terminal system. 


The decisions of the courts of the several states as to such 
deliveries are not uniform. In the following cases the ques- 
tion of the carrier’s liability for goods placed on a shipper’s 
private siding was in issue: Missouri Pac. R. Co. vs. Wichita 
Grocery Co. (Kan.), 40 Pac. 899; Jolly vs. A. T. & S. F. R. Co. 
(Calif.), 131 Pac. 1057; Arkansas Midland R. Co. vs. Premier 
Cotton Mills (Ark), 158 S. W. 159; Bianchi & Sons vs. M. & 
W. R. Co. (Vt.), 104 Atl. 144; Weyl vs. Southern Pac., 156 Ill. 
App. 193; Kingman St. Louis Implement Co. vs. Southern Ry. 
Co., 112 S. W. 721; Lewis vs. N. Y. O. & W. Ry. Co., 104 N. E. 
944; 210 N. Y. 429; Manglesdorf Seed Co. vs. Mo. Pac., 280 Pac. 
896. 
In the first case above cited it was held that two cars which 
were placed on a consignee’s siding on Saturday, but which 
were burned before business on the following Monday, had 
not been delivered, and that the carrier was liable for the 
loss. In Bianchi & Sons vs. M. & W. R. Co., 104 Atl. 144, it 
was held that a car delivered on a private switch, without notice 
to the consignee, and without surrender of a straight bill of 
lading, had been properly delivered, and the carrier was not 
liable for loss of goods therefrom. It was held that the mere 
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placing of the car upon the consignee’s sidetrack constituted 
delivery by the carrier and acceptance by the consignee. To 
the same effect is Lewis vs. N. Y. O. & W. Ry. Co., 104 N. E. 
944. 

In Ward vs. Pere Marquette (Mich.), 204 N. W. 120, it 
was held that where a carrier, pursuant to custom, placed a 
car of lumber on a private siding, owned and exclusively used 
by purchaser, thus relinquishing dominion over the shipment, 
and placing it in possession and exclusive control of the pur- 
chaser, it constituted complete delivery, and where it was made 
without bill of lading being surrendered it constituted a con- 
version. 

In Jenckes Spinning Co. vs. N. Y. N. H. & H. Co., 126 At. 
753, it was held that a condition in the bill of lading exempting 
a carrier from liability for losses from cars on private sidings 
did not relieve a carrier from liability for partial loss of cot- 
ton shipment where the siding involved, though built for the 
convenience of a particular plant, was not strictly private. 


In Weyl vs. Southern Pacific, 156 Ill. App. 493, it was held 
that a complete delivery of merchandise by the carrier to the 
consignee, terminating the former’s liability takes place if the 
car containing the merchandise is placed by the carrier upon 
the usual and customary place where the consignee received 
consignments of freight in cars and notice of delivery by the 
carrier to the consignee is not essential, nor does the closing 
of the place of business of the consignee operate to continue 
the liability of the carrier for delivery made in accordance 
with instructions given. 

In the Manglesdorf Seed Company case there is a state- 
ment of the law and citations of cases respecting deliveries 
on sidetracks which are owned by the carrier but serve a par- 
ticular industry. 

The decisions of the courts of the state in which suit is 
brought, as well as the nature of the sidetrack which serves 
the warehouse, should be given consideration in the event it 
is determined to bring suit. 


Routing and Misrouting—Conflict Between Marks on Package 
and Address in Bill of *Lading 


INinois.—Question: It will be appreciated if you can ad- 
vise us of any court decisions and what the rulings of the courts 
were relative to a conflict in the bill of lading with the mark- 
ings shown on packages, both in express transportation and rail 
freight transportation. 

Answer: The Commission has held that the marks on the 
package, and not on the bill of lading, controls. The Commis- 
sion’s opinion in C. S. Brackett Co. vs. Great Northern Express 
Co., 29 I. C. C. 667, and American Agricultural Chemical Co. 
vs. B. & A. R. R., 28 I. C, C. 398, clearly hold that the marks 
on the package govern. On page 668 of the opinion in the 
first named case the Commission said: 


The Commission has recently held informally that when a shipper 
prepares a bill of lading providing for the carriage of property to a 
particular destination, and marks a different and erroneous address 
on the package the carrier will not be held responsible for the freight 
charges incurred in transporting the property to the destination shown 
on the package, although the correct destination is shown in the bill 
of lading. We think the present case is clearly within this principle. 
In view thereof we do not find that in following the instructions marked 
on the package the defendant was guilty of misrouting. See also 
Parlin & Orendorff Plow Co. vs. United States Express Co., 26 I. C. C. 
561; and — Agricultural Chemical Co. vs. B. & A. R. R. Co., 28 
Lc G q 


The cases before the Commission involve the matter of 
additional freight charges resulting from the transportation of 
the shipment to the erroneous destination due to the error of 
the shipper. 


So far as the decisions of the courts are concerned, as to 
the liability of a carrier for loss or damage, while there is 
a statement in Section 369 of Vol. 10, Corpus Juris, which 
reads as follows: 


The carriers is bound to observe the directions of the bill of lad- 
ing which is not controlled by the marks on the goods designating 
the person to whom they are sent. 


One case is cited, namely, Rome R. Co. vs. Sullivan, 25 G., 
228; this case does not seem to support the statement, at least, 
the case does not appear in other digests under the subject 
which would lead one to believe that it is in point. 

It seems apparent from the decisions in the following cases 
that as the bill of lading constitutes a contract between the 
parties, the provisions thereof should govern in determining 
the duty of the carrier in making delivery of shipments. Union 
Pacific R. Co. vs. Burke, 255 U. S. 317, 41 S. Ct. 355; N. Y. C. 
& H. R. R. Co. vs. Samuel Goldburg, 250 U. S. 85, 39 S. Ct. 
402; New York Central R. Co. vs. Lazarus, 278 Fed. 900; Guil- 
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laine vs. General Trans-Atlantic Co., 3 N. E. 489; Ocean S. S. 
of Savannah vs. Peoples Shoe Co., 81 So. 241; Lewis Poultry 
Co. vs. N. Y. C., 105 Atl. 109; L. G. Cohen & Co. vs. Davis, 142 
N. E. 75; H. & T. Co. vs. Southern Arch Cement Co., 245 S. W. 
644; Myers vs. American Ry. Express Co., 137 N. E. 554; Booth 
vs. N. Y. C., 112 Atl. 894, and Old Dominion S. S. Co. vs. Blake- 
man, 105 S. E. 752. 


Freight Charges—Liability of Consignor Where No Bill of 
Lading Issued But Notation Placed on Manifest Instructing 
Collection of Charges from Consignee 


Illinois —Question: A secured an order from B located in 
Davenport, Ia., covering fifty carloads of coal. A sent the order 
to C (the mine operator), located in Kentucky, with instruc- 
tions to ship the fifty carloads of coal via various rail routes 
to Davenport, Ia. No bills of lading were issued but, in accord- 
ance with long established practice, manifests designating C 
as shipper and consignor were issued. On the manifests exe- 
cuted by the shipper and the X Railroad, so called, Section 7 
was utilized. Railroad X delivered fifty carloads of coal to B, 
but collected only a portion of the cost of transportation based 
on published tariff rate. Railroad X learns that B is insolvent 
and sues A for the unpaid freight charges, claiming (1) that 
the manifests are meaningless and do not constitute a contract 
of carriage; (2) that since no bill of lading exists A is liable 
as owner and C, the shipper, is merely his agent; (3) that 
under the statute the owner is always liable unless Section 7 
is executed on the face of the bill of lading. 

In the absence of a bill of lading does not the manifest 
sheet constitute a valid contract as between carrier X and the 
shipper ? 

Can you supply a list of Interstate Commerce Commission 
and court decisions in support of your opinion? 

Answer: Ordinarily the person from whom the goods are 
received for shipment assumes the obligation to pay the freight 
charges; and his liability is ordinarily a primary one. The 
shipper is presumably the consignor; the transportation ordered 
by him is presumably on his own behalf; and a promise by him 
to pay therefor is inferred. L. & N. R. Co. vs. Central Iron & 
Coal Co., 265 U. S. 59, 44 S. Ct. 441. 

As a general proposition the person acting as agent for 
another is personally answerable, if, at the time of making the 
contract in his principal’s behalf, he failed to disclose the fact 
of his agency. He is subject to all the liabilities, express or 
implied, created by the contract in the same manner as if he 
were the principal in interest. If he would avoid personal 
liability, the duty is on him to disclose this principal and 
not on the party with whom he deals to discover him. The 
other party to the contract may proceed against the agent or 
against the principal. Great Nor. Ry. Co. vs. Hocking Valley 
Fire Clay Co., 156 N. W. 41; C. N. O. & T. P. vs. Vandenburgh 
Saw Mill Co., 69 Sou. 228. 

The owner of the goods for whose benefit and under whose 
direction they are shipped, is liable for the freight charges. 
Barnard & Wheeler, 24 Me. 412; Grand vs. Wood, 21 N. J. L. 
42, 47 Amer. D. 162; Chicago, etc., R. Co. vs. Floyd, 161 S. W. 
964; In re Arlington Hotel Co., 96 Atl. 186; Pa. R. Co. vs. Whit- 
ney & Kemmerer, 73 Pa. Super. Ct. 588; C. M. & St. P. vs. 
Greenberg, 166 N. W. 1073. 


While the consignor is liable for freight charges, unless at 
the time a shipment is delivered to the carrier for transpor- 
tation he discloses the fact that he is acting in an agency ca- 
pacity for his principal, and the consignee by his acceptance of 
the goods from the carrier becomes liable for the freight 
charges, this does not release the undisclosed principal from 
liability, in the event the carrier elects to proceed against him 
for freight charges. 


It has been held that, when the delivery to the carrier of 
an interstate shipment is complete, if no bill of lading is issued 
the rights and liabilities of the parties are regulated by the 
uniform bill of lading so far as applicable. Standard Combed 
Thread Co. vs. Penna. R. Co., 95 Atl. 1002; Ashton vs. Chicago 
& N. W. Ry. Co., 225 N. W. 328; Webb Sons Co. vs. Central 
R. Co. of N. J., 28 Fed. (2d) 392. 

While the receipt of goods under a bill of lading impos- 
ing the payment of freight charges on the consignee is evi- 
dence of a contract by the person so receiving them to pay 
the freight, the liability of the consignee does not depend, in 
such a case, on the assumption that the original shipper would 
not be liable, but on a new contract to pay the freight, evi- 
denced in ordinary cases by the bill of lading and the receipt 
of goods under it. There is no shifting of liability. The con- 
tract of the consignor and that of the consignee are not con- 
sidered to be inconsistent with each other; each is an original 
contract based on a sufficient consideration. 

The carrier has the right to look for his compensation to 
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the person who required him to perform the service by caus- 
ing the goods to be delivered to him for transportation, and 
that person is, generally, of course, the shipper named in the 
bill of lading, or the consignor. 

The effect of Section 7 of the Uniform Bill of Lading is 
stated in the decision of the Supreme Court of the United States 
in Louisville & Nashville R. Co. vs. Central Iron & Coal Co., 
265 U. S. 59, 44 S. Ct. 441. 

In Penna. R. Co. vs. Macelletti, 240 N. W. 4, it was held 
that where the consignor did not sign a bill of lading requir- 
ing the carrier to collect freight and other charges from the 
consignee without recourse on the consignor, an interstate car- 
rier delivering a shipment without collecting all charges could 
recover the balance from the consignor; that this is so not- 
withstanding the carrier knew that delivery was to be made only 
on presentation of a written order which read that delivery 
was to be made on payment of all freight and refrigeration 
charges, since there was nothing in the consignor’s notice ac- 
companying the shipment reciting that it was without recourse 
to him, as there would have been had he signed the portion 
of the bill of lading provided for in such cases. 

Unless the notation in the manifest with respect to the 
payment of freight charges can be said to be equivalent to the 
execution of the stipulation provided for in Section 7 of the 
Uniform Bill of Lading Contract Terms and Conditions, under 
the decision in Penna. R. Co. vs. Macelletti, 240 N. W. 4, the 
consignor, or C, the undisclosed principal may be held liable 
for the freight charges on the shipment. 


Act of God—Negligence of Carrier Concurring 


Pennsylvania.—Question: I have read with interest the 
question and answer on page 583, in your issue of September 
26, 1936, under the above heading. 

With respect to the four concluding paragraphs of your 
answer, I beg to inquire whether you have not omitted a fifth 
paragraph to the effect that on interstate, import and export 
shipments, the federal rule prevails irrespective of the fact that 
the state court rule may be to the contrary. See Barnet vs. 
N. Y. C. & H. R. R. R. Co., 222 N. Y. 195, and the federal cases, 
Prescott and White, therein referred to. The rule in the fed- 
eral courts, of course, is that enunciated in the Reeves case, 
10 Howard 176. Otherwise, I suggest your answer may be 
misleading in that it is incomplete. Will you please let me 
have your advices? 


Answer: It is our understanding that the rule applied in 
the federal courts is that, unless a carrier is chargeable with 
some negligence other than delay in moving the shipment, the 
destruction of property by an act of God not foreseen in time 
to guard against it, absolves the carrier from liability. North- 
western Consolidated Milling Co. vs. Chicago, B. & Q. R. Co., 
160 N. W. 1028. 


Liability of Carrier as Master for Acts of Station Agent as 
Service 


Pennsylvania.—Question: Please give us your opinion and 
advice, also cite Interstate Commerce Commission decisions as 
to the recovery of interest on transportation charges paid 
twice. When duplicate payments are made, such checks are 
cashed by the carrier’s agent and converted to the agent’s per- 
sonal use. 

Further wish to state that the industrial concern has been 
remitting promptly’ upon receipt of freight bills, included in 
carrier statements. On the first payment, duly receipted freight 
bills are received, but when the second payment is received by 
the railroad agent, no receipt is furnished, thereby making it im- 
possible to check for second or duplicate payments. - 


Answer: The act of a servant done to effect some inde- 


pendent purpose of his own and not with reference to the 
service in which he is employed, or while he is acting as his 
own master for the time being, is not within the scope of his 
employment so as to render the master liable therefor. In 
these circumstances, the servant alone is liable for the injury 
inflicted. If the servant steps aside from the master’s business 
for some purpose wholly disconnected with his employment, 
the relation of master and servant is temporarily suspended; 
and this is so no matter how short the time, and the master 
is not liable for his acts during such time. 


In Gleason vs. S. A. L. Ry. Co., 278 U. S. 349, 49 S. Ct. 
161, the Supreme Court of the United States held that a car- 
rier was liable for loss incurred by reason of the fraudulent 
issuance of a forged bill of lading by a servant employed by 
the carrier on the ground that the act was done within the 
scope of the servant’s employment even though the servant's 
purpose was to benefit himself by his breach of duty. In this 
case the court reversed the decision of the lower court in 
S. A. L. Ry. Co. vs. Gleason, 21 Fed. (2d) 883, and overruled 
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the decision in the Friedlander case, 130 U. S. 416, 9 S. Ct. 570, 
to the extent that that case supported an exception to the rule 
that a master is liable for the acts of a servant. 

It would seem that in the present instance, the decision 
of the Supreme Court in Gleason vs. S. A. L. Ry. Co., 278 U. S. 
349, 49 S. Ct. 161, is equally applicable and that upon proof 
of the loss sustained by reason of the carrier’s agent’s mis- 
appropriation of freight charges, recovery could be had against 
the carrier for the amount thereof. 


Proof of Loss or Damage 


Pennsylvania.—Question: A carload of perishable mer- 
chandise moved from point A to New York City and was stopped 
off at point B, both A and B being located in Wisconsin. The 
delivering railroad company delivered the shipment to the con- 
signee through their freight station after unloading same from 
car, which was on carfloat alongside of railroad pier. 

The railroad company reported a shortage of four pieces 
after delivery was completed. Claim was filed, which was 
declined, the carrier claiming that car arrived on carfloat with 
original seals. They intimated that shortage may have been 
due to error on part of either shipper account of the stop-off. 

After quite some correspondence the railroad company 
offers to adjust the claim on a one-third basis, claiming there 
were three opportunities for error, two at shipping point and 
one at destination. 

Please advise if decisions of the courts have ever been 
rendered covering similar transactions. 

Answer: A shipper showing a delivery of goods to a car- 
rier and that they were not redelivered makes out a prima 
facie case against the carrier, entitling him to damages for 
loss, and to avoid such damages, the burden is upon such car- 
rier to prove its freedom from liability. C. R. I. & P. Ry. Co. 
vs. Stouffer, 111 N. E. 809; Nustrot-Calahan Co. vs. M. K. &. T. 
of Texas, 209 S. W. 775. 

It is a question of fact whether the amount stated in the 
bill of lading was delivered to the carrier at point of origin, 
which fact must be established by the shipper. Likewise it 
is a question of fact as to whether a lesser amount was de- 
livered by a carrier at destination, which fact must be estab- 
lished by the shipper. 

Whether the amount alleged by the shipper to. have been 
delivered to the carrier for transportation was actually de- 
livered is a question of fact to be determined from the evidence 
submitted by the plaintiff, subject to rebuttal by the defendant 
carrier. The statement in a bill of lading or a shipping receipt 
of the amount received for transportation is not conclusive and 
the carrier may submit evidence to prove that the entire amount 
was not received for transportation. 


This is particularly true where the bill of lading contains 
qualifying statements as to the quantity of freight received 
for transportation thereunder, such as to place the consignee 
on notice of the fact that the carrier does not vouch for the 


accuracy of the statement. The bill of lading, as you will 


observe, contains the term, “subject to correction” in the column 
headed “weight.” 


In Brown vs. M. K. & T. Ry., 112 Pac. 147, the court, in 
discussing this term, states that the use of this term avoids 
the estoppel which would otherwise under some circumstances 
preclude the carrier from disputing the weight; that it does 
not destroy the prime facie effect of the recital in the bill ‘of 
lading as to the quantity, but merely leaves the matter open 
to further inquiry instead of being absolutely concluded. ‘See 
also Davis vs. Zimmern, 99 Sou. 307; H: & T..C. Ry. Co. vs.. 
Paris Milling Co., 240 S. W. 636, and Nye-Schneider-Fowler Co. 
vs. C. & N. W. Ry. Co., 182 N. W. 967. 


In so far as a bill of lading’ constitutes*a receipt, that is, 
the part wherein is set out the receipt of the goods, the quality, 
quantity and condition, it may, like other receipts, be explained, 
altered, varied, or contradicted by parol evidence. St. Louis, 
etc., R. Co. vs. Citizens Bank, 87 Ark. 26; Sanford vs. Seaboard. 
etc., R. Co., 61 S. E. 74; Milne vs. Chicago, etc., R. Co., 135 
S. W. 85. Consequently the carrier is not conclusively bound 
by the recital in the bill of lading as to the quantity of goods 
covered thereby. However, in an action for loss of a part of 
the goods, if you prove conclusively that a certain quantity of 
the goods was received by the carrier for transportation and 
that the same quantity was not delivered at destination, the 
burden then rests upon the carrier of proving that the loss 
occurred through some cause for which it is not liable, as an 
insurer. Galveston, etc., R. Co. vs. Wallace, 223 U. S. 481, 32 
S. Ct. 205. It has been held that this rule applies notwith- 
standing that the car moved under so-called “clear seal record.” 
See Baker vs. H. Dittlinger Roller Mill Co., 203 S. W. 798, also 
Eckman Chem. Co. vs. C. & N. W., 185 N. W. 444. 

If claim is filed against the carrier the burden will be 
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upon the carrier to show that it received less than the amount 
stated in the bill of lading, in the event that a prima facie 
case can be established by the shipper. If, however, claim is 
filed against the consignee, the burden will be upon the shipper 
to show a delivery of the weight stated in the bill of lading, 
that is, that a certain number of pounds of the commodity was 
rendered to the carrier at point of origin and that this amount 
was delivered by the carrier at point of destination. 


Limitation of Actions—Recovery of Undercharge by Carrier 


Connecticut.—Question: Please refer to the Traffic World 
of September 26, 1936, page 585. In your answer to Louisiana 
you state that claims for misrouting are “although considered 
as akin to an overcharge claim,” not subject to the three year 
limitation period, and that such a claim not filed within the 
two year period must, under the decision of the Supreme Court 
of the United States in Philip vs. Grand Trunk Western, 235 
U. S. 662, 34 S. Ct. 926, be-rejected, the lapse of time having 
destroyed the liability of the carrier. 

Alright, but let us then put the shoe on the other foot and 
assume that what is good for the goose is good for the gander. 
We have a similar problem where we had been shipping car- 
loads continuously at a certain rate, namely 8lc per hundred 
pounds from station A to C via B. There are two railroads 
involved. D and E both operate from B to C. Our warehouse 
is located at present on the D railroad but due to the fact 
that we wished to expedite this car we routed same via E 
Railroad and D Railroad as the last carrier in the routing. 
This was so that D Railroad would make the delivery at the 
warehouse. Now, had I been questioned about this routing I 
would have instructed the routing clerk to specify D Railroad 
as the delivering carrier. This the routing clerk failed to do. 
The car was forwarded April 6, 1934, and the carrier now 
wishes to collect what they claim is an undercharge due to 
misrouting. I claim it is the carrier’s error due to the fact 
that they did not notify this factory that the prepaid charges 
which they applied via this routing did not apply. How about 
the two year limit in this case? Note your answer to Louisiana. 

What answer is there to our problem and have I done 
right by refusing payment as outlined in my letter? Would 
the two year limitation period be in our favor in this instance 
as it was in the railroad’s favor in your Louisiana problem? 

Answer: While under subdivision (b), of paragraph 3, of 
Section 16 of the Interstate Commerce Act, complaints against 
carriers for the recovery of damages not based on overcharges, 
must be filed with the Commission within two years from the 
date of delivery of the shipment or tender thereof, under sub- 
division (a), of paragraph 3, of Section 15 of the act, an action 
at law by a carrier for the recovery of its charges, or any 
part thereof, may be begun within three years from the date 
of delivery of the shipment, or tender thereof. 

Where only the name of the terminal carrier is shown in 
the routing instructions that line is entitled to a line haul move- 
ment under the decision of the Commission in Fechheimer Iron 
& Steel Co. vs. Pennsylvania R. Co., 51 I. C. C. 103. If a switch- 
ing delivery is desired the term “switch delivery” or a term 
of similar import should, in our opinion, be used. If the term 
“delivery” is used without the qualifying word “switch,” the 
initial carrier would be warranted in giving the terminal car- 
rier a road haul, in the event that a cheaper rate applied via 
such carrier than via a- route giving the terminal carrier a, 
switch movement only. 

It appears that the charges on the shipment were prepaid. 
In Keeton vs. St. Louis S. W. Ry. of Tex., 39 I. C. C. 221, the 
Commission held that where the amount prepaid and the weight 
of the shipment, but not the routing instructions, were shown 
in the bill of lading, the initial carrier was liable for misroute 
in forwarding the shipment via a route other than that over 
which a rate equivalent to the amount of the prepaid freight 
charges applied. 

In Kimball Fruit Co. vs. Western Maryland Ry. Co., 178 
I. C. C. 148, the complainant contended there was a conflict 
in the routing instructions where the amount of prepaid charges 
shown in the bill of lading equaled a rate which did not apply 
via the route designated by the shipper, but the Commission 
decided the case on other grounds, and did not make a finding 
with respect to the question of whether the showing of pre- 
paid charges was equivalent to the insertion of a given rate 
in the bill of lading. 


Tariff interpretation—Commodity Rate Versus Class Rate 


Missouri.—Question: Commodity rates on potatoes from 
Minnesota and North Dakota points to stations in the states 
of Oklahoma, etc., are published in Southwestern Lines’ Tariff 
No. 163, J. R. Peel’s I. C. C. No. 2314. The tariff in question 
does not authorize the alternative application of class rates if 
lower than the published commodity rates. 
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Class rates are published in Southwestern Lines’ Tariff No. 
153A, Agent Peel’s I. C. C. No. 2606, from and to the same 
points and this class tariff is governed by exceptions to Western 
Classification, Southwestern Lines’ Tariff No. 173H, J. R. Peel’s 
I. C. C. No. 2808. The exceptions authorize the use of class 
27% on potatoes. Item 96, Supplement 85, to S. W. L. Tariff 
No. 153A, substitutes certain rates for the class 27% rates 
named in the tariff. We realize that commodity rates have 
priority over class rates, but it occurred to us that we have 
seen an opinion at one time where this only applies to the 
classification proper and not to exceptions to a classification and 
that classes named in an exception have the same standing as 
a commodity rate. 

We shall appreciate if you will advise if, in your opinion, 
when the class 27% rate in the class tariff is lower than the 
commodity rate published in S. W. L. 163, such class rate 
would be applicable. 

Answer: In Rule 7A of Tariff Circular No. 20 it is pro- 
vided: 

Where a commodity rate, either distance or mileage, or specific, 
is named in a tariff from origin to destination, such commodity rate, 
except as otherwise provided in sections (b) and (c) of this rule and 
in Rule 27, is the applicable rate and the only rate that may be used 
via the route or routes over which the commodity rate applies, even 


though a class rate (except as provided in Rule 27), or some combina- 
tion of rates may make lower. 


Inasmuch as the rates provided for in Item 96 of Supple- 
ment 85, to S. W. L. Tariff 153A, Agent Peel’s I. C. C. 2606 
are exceptions to the basis for class rates as provided Item 
90R of Supplement 85 to this tariff, in the absence of a provi- 
sion authorizing the application of the class rate where lower 
than the commodity rate, the commodity rate must be applied. 
See Beaver Products Co., Inc., vs. Chesapeake & O. Ry. Co., 
132 I. C. C. 721, in which case the Commission said that the 
establishment of a commodity rate between two points takes 
the commodity out of the classification between these points 
and that rate is the only one that may be applied. 


Tariff Interpretation—Application of Emergency Charge on 
Mixed Carload Shipments 


In our answer to Illinois, on page 583 of the September 26, 
1936, Traffic World, we failed to give consideration to the pro- 
visions of circle reference 11, which is carried in connection 
with the emergency charge on iron pipe fittings. 

While it may be debatable whether reference circle 11, 
in Group 49, which provides that the maximum emergency 
charges for this group are not subject to the 7 per cent maxi- 
mum, has application to a mixed carload shipment subject to 
Item 30A, in view of the specific provision in Item 30A ‘for 
a 7 per cent of the aggregate line haul transportation charge 
maximum, it is not clear what is meant to be accomplished by 
reference circle 11 in Group 489, inasmuch as the emergency 
charges on page 21 of the Tariff of Emergency Charges for 
this group are maximum emergency charges, except it be to 
exempt the commodities covered by Group 489 from the 7 per 
cent maximum provision in Item 30A. 

In other words, we see no basis for a maximum charge of 
7 per cent in connection with commodities listed in Part 4 of 
the Tariff of Emergency Charges, except under the provisions 
of Item 30A, as Part 4 of this tariff is an exception to the basis 
of charges provided for in Part 1, and the charges in Part 4 
are maximum charges in themselves. 

If, as appears to be the case, provision for a 7 per cent 
maximum is only carried in Item 30A of the Tariff of Emer- 
gency Charges, it must follow that the exception provided for 
by circle reference 11 in connection with Group 489 has rela- 
tion to the 7 per cent maximum which is provided for in Item 
30A, and that therefore the portion of a mixed carload ship- 
ment consisting pf commodities taking Group 489 are not sub- 
ject to the 7 per cent maximum provision of Item 30A. 


Tariff Interpretation—Application of Rule 18 of Classification 


Ohio.—Question: Would appreciate your comments on the 
following: 

A combination article is specifically named in the classifica- 
tion as such. The exceptions, however, do not likewise so pro- 
vide, but rather itemizes each of the two items that make up 
the combination with applicable ratings lower than those pro- 
vided in the classification on the combination article. 

The exceptions are subject to the classification rules and, 
as such under Rule 18, settlement should be made on the higher 
rated articles. Rule 18, however, requires that this principle 
be employed only when articles are not specifically classified. 

Is it your opinion that the article is specifically classified 
and that the provisions of Rule 18 are inapplicable under the 
exceptions rating, or that this particular rule is effective under 
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the exceptions rating because in employing the exceptions, the 
combination article has been taken out of the classification for 
rating purposes and that Rule 18 is therefore operative as 
written? 

The latter seems to be the more sensible view because 
Rule 18 was primarily written to cover articles named in the 
classification proper, and later was adopted as adequate to 
cover the exceptions. 

Answer: As Rule 18 of the Consolidated Freight Classifi- 
cation applies only when a combination article is not specifically 
classified, we are of opinion that in view of the specific classi- 
fication of the article in question in the Classification proper, 
that rating must be applied and not the separate ratings in 
the Classification Exceptions on the articles composing the 
combination article, as subjected to the provisions of Rule 18. 

It is true that the ratings in the Classification Exceptions 
are subject to the rules of the Classification proper, but it is 
likewise true that a rating in the Classification Exceptions only 
removes the application of the rating in the Classification 
proper to the extent that it applies on the same article. Rat- 
ings on the articles which are component parts of a combina- 
tion article are not ratings on the combination article and only 
become such by the use of Rule 18, which carries the qualifi- 
cation that it applies only in the absence of a specific rating on 
the combination article, which rating is present in the instant 
case, although carried in the Classification proper. 


Damages—Trade Discount 


Missouri.—Question: Please give us your ruling regarding 
the measure of loss under the following circumstances: : 

A shipment moves via rail carrier and is destroyed in 
transit. The shipment was sold F. O. B. point of origin. In- 
voice was rendered to the buyer on the basis of selling price 
and a discount of 1 per cent allowed for payment within a 
period of ten days. The buyer deducted 1 per cent from the 
invoice value and made payment within the ten day period. 

Is the buyer entitled to recover the full invoice value 

of the shipment. or invoice value less the 1 per cent cash dis- 
count? 
Answer: Ordinarily the measure of damages for loss of 
or injury to goods is the market value at point of destination, 
less freight charges, if not paid. In numerous cases this prin- 
ciple is laid down, among which are the following: Yazoo & M. 
V. R. Co. vs. Shell, 265 S. W. 758; Zimmers vs. Southern Ry., 
92 Sou. 437; Liberty Sales Co. vs. Director-General, 198 N. Y. S. 
253; Orange National Bank vs. Sou. Pac. Co., 110 Sou 329; 
Waters vs. Beckers, 186 N. W. 167; Forest Green Farmers’ Elec. 
Co. vs. Davis, 270 S. W. 394. 

Damages for loss of goods in transit are to be computed 
at the time and place of delivery and not at the time and 
nlace of shipment. Leominster Fuel Co. vs. N. Y. N. H. & H. 
R. Co., 154 N. E. 831: G. C. & S. F. vs. Buckholts State Bank, 
258 Sou. 491; Y. & M. V. vs. Delta Grocery Co., 98 Sou. 777; 
Heidritter Lumber Co. vs. C. R. R. of N. J., 122 Atl. 691; Crail 
vs. Ill. Cent., 12 Fed. (2d) 459. 

The invoice price. where there is an established market 
value at point of destination, may not be used to measure: the 
carrier’s liability under the decisions in the following cases: 
Y. & M. V. vs. Delta Grocery Co.. 98 Sou. 777; L. & N. R. Co. 
vs. Shaeffer, 280 S. W. 974; Hatch vs. N. Y. C.. 203 N. Y. S. 
807: King vs. G. H. & S. A. Ry. Co., 379 S. W. 491; P. & S. F. 
R. Co. vs. Shell, 265 S. W. 758. 

The invoice price, however, is some evidence of market 
value, but does not, in itself, constitute market value. See M. 
& M. Trans. Co. vs. Branch, 282 Fed. 494: Smith vs. L. & N. 
R. Co.. 209 N. W. 465; Kuney vs. C. & N. W. Ry. Co., 107 N. W. 
708: Collins & G. R. Co. vs. Beasley. 136 S. E. 167; Feelvater 
vs. C. M. & St. P., 190 N. W. 193, The Cabo Villano, 18 Fed. 
(2d) 220: Southern Rv. Co. vs. Northwestern Fruit Exchance, 
98 Sou. 382; A. C. L. R. Co. vs. Stovall-Pace Co., 118 S. W. 68; 
The Asuarca, 13 Fed. (2d) 222: N. Y. P. & N. R. Co. vs. Bund- 
ick-Tavlor-Corbin-Handy Co., 122 S. E. 261; Davis, Director- 
General vs. Zimmern, 99 Sou. 307. 

In the voluntary settlement of claims the invoice price is 
a convenient basis for determining the amount of the claim. 

We cannot, of course, locate cases which lay down a rule 
for the voluntary settlement of claims, nor do we locate a case 
in which the mater of a trade discount was involved. However, 
it is our opinion that if the invoice price, subject to a trade 
discount, is used as the basis for the settlement of a claim, the 
trade discount is a proper deduction, assuming, of course, that 
the discount is allowed with respect to the particular shipment. 


Tariff Interpretation—Pick-up and Delivery Service—Minimum 
Charge 
lowa.—Question: Please refer to your answer to Iowa, on 
page 639 of the Traffic World of Oct. 3, 1936. 


The Traffic World 


PAGE 827 





From your answer we take it that you agree with Iowa 
that since W. T. L. Tariff 336C, Agent L. E. Kipp’s I. C. C. 
A2705 is not subject to W. T. L. Tariff 253A, Agent L. E. Kipp’s 
I. C. C. A2365, and which in turn is governed by the Western 
Classification, that therefore shipments accorded pick-up and 
delivery service in accordance with W. T. L. Tariff 336C, Agent 
L. E. Kipp’s I. C. C. A2705 are not subject to the minimum 
charge in Western Classification. If we have correctly inter- 
preted your answer, we ask that you refer to this question 
again, as it is our belief that W. T. L. Tariff 336C, Agent L. E. 
Kipp’s I. C. C. A2705 governs only the pick-up and delivery 
charge and the minimum rate that must be applied in order 
to receive pick-up and delivery service. The pick-up and de- 
livery tariff does not govern the rates on the commodities 
shipped nor the minimum charges provided in the classification. 
In order to do so it would have to be published as an excep- 
tion to the Classification, which. it is not. The pick-up and 
delivery tariff publishes rates for auxiliary service similar to 
switching or transit tariffs and the charges for such auxiliary 
service are absorbed by the carriers as provided in such tariffs. 

It is our opinion that the reference to minimum charge 
on Nebraska intrastate traffic was eliminated from the pick-up 
and delivery tariff because this tariff is not the governing rate 
tariff and therefore should not provide the minimum charge. 

Your further opinion on this subject will oblige. 

Answer: Upon further consideration we are of opinion that 
you are correct in your interpretation of the provisions of 
W. T. L. Tariff 336C, Agent Kipp’s I. C. C. A2705, and our 
answer should be amended accordingly. 





T. & W. A. AIR MAIL PAY 


The Postmaster General has asked the Commission, in 
Air Mail Docket No. 17, to make an examination and audit of 
the books, records, and accounts of Transcontinental & Western 
Air, Inc., before assignment of this proceeding for hearing. 


AIR ACCIDENT REPORT 


An aircraft accident at Robertson, St. Louis, Mo., August 
5, in which an airplane of the Chicago & Southern Air Lines 
crashed, causing the death of six passengers and two pilots, 
was probably caused by the pilot making a turn at an ex- 
tremely low altitude, for reasons unknown, in which the wing 
of the airplane unintentionally contacted the ground, accord- 
ing to a report made to the Secretary of Commerce by Eugene 
L. Vidal director of air commerce. 


GROWTH OF AVIATION IN GREAT BRITAIN 


That civil aviation in Great Britain made notable progress 
in 1935 is revealed in official statistics on this subject which 
have been made public, according to a report to the Commerce 
Department from Trade Commissioner E. B. Lawson, London. 

The number of civil aircraft registered in the United King- 
dom increased from 1,174 at the end of 1934 to 1,535 at the 
close of 1935. Operations of commercial air service increased 
in all branches. Passengers carried in 1935 were 48 per cent 
in excess of the preceding year; mail increased 185 per cent; 
air freight gained 62 per cent. Aircraft flights in 1935 were 67 
per cent above those of the preceding year while aircraft mile- 
age advanced 67 pey cent. 

Imperial Airways, the largest and most important air 
transport operators in Great Britain enjoyed a most favorable 
year, Official statistics indicated. Airplanes on scheduled serv- 
ices flew over 4,079,000 miles and the total traffic ton milage 
was approximately 4,772,000, these totals representing gains of 
76 per cent and 51 per cent, respectively, over the 1934 ‘ 
British air transport companies other than Imperial Airways 
ee made substantial progress in 1935, according to the 
report. 

Coincident with the improved activity in aviation, airport 
traffic of the United Kingdom showed parallel gains. Croydon 
remained by far the largest and most important airport center 
in the Empire. Arrivals of aircraft at this airport in 1935 num- 
bered 21,600, compared with 17,980 in 1934; departures were 
21,629 against 17,997. Continental services operating from Croy- 
don carried 24,000 more passengers than in 1934, the trade 
commissioner reported. 


FREIGHT CLAIM PRIZE CONTEST 

The general committee of the freight claim division of the 
Association of American Railroads has announced a prize con- 
test for the most constructive suggestions concerning freight 
claim and loss and damage prevention practice submitted to the 
secretary of the division, at Chicago, before March 1, 1937. 
Rey a be one prize each of $25, $15 and $10, and ten prizes 
re) each. 
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Doings of the Traffic Clubs 


The annual dinner of the Transportation Club of Buffalo 
will be held at the Statler Hotel November 17. The speaker 
has not yet been selected. The club will hold a Hallowe’en 
dinner dance at the Buffalo Trap and Field Club October 29. 


Following the luncheon meeting of the Traffic Club of 
Minneapolis at the Hotel Nicollet October 22, members of the 
club made an inspection tour of the B. F. Nelson Manufactur- 
ing Company to observe the process of the manufacture of 
roofing. The club held a dinner dance at the Hotel Nicollet 
October 19. 

W. W. Owens, vice-president, Railway Express Agency, 
Inc., will speak at a meeting of the Charlotte, N. C., Traffic 
and Transportation Club at the Chamber of Commerce October 
30. There will be a program of entertainment. 


The members of the Traffic Club of Chicago, the Junior 
Traffic Club of Chicago and their guests will make an all-day 
inspection tour of the Chicago outer belt line of the Elgin, 
Joliet and Eastern October 27. Passenger equipment for the 
trip will be furnished by the New York Central. Luncheon 
will be served at the Joliet Country Club. The affair is under 
the direction of the club’s public affairs committee, of which 
A. H. Schwietart is chairman. 

The annual dinner of the Traffic Club of Kalamazoo, 
Mich., will be held November 17. 


Because the railroad problem has been neglected by the 
government and by the public in recent years, shippers will 
shortly be faced with a car shortage, said S. O. Dunn, editor 
of Railway Age, in an address before the Richmond, Va., Traf- 
fic Club October 19. The shortage might not be serious this 
fall, he said, but, if traffic continued to increase at the rate 
it increased in the year just past, the railways would have to 
acquire approximately 150,000 new freight cars or the shortage 
would be serious in the peak season of next year. He said 
this threatened shortage was due to the fact that the railroads 
had been operating at a loss for five years and had not had 
enough money to build replacements for retired equipment. 
There were 490,000 fewer freizht cars on the railroads at pres- 
ent, he pointed out, than there were in 1930. He said the 
financial trouble was in no small part due to the NRA, which 
increased the prices railroads had to pay for material and 
supplies, and to the railroad retirement and social security acts 
which bore heavily on them. Taxes also had been on the in- 
crease in the lean years, he said. He added that he believed 
prospects for the future were brighter. While operating in- 
come was still 54 per cent less than in 1929, it was on the 
increase, he pointed out, and the improvement might be ex- 
pected to continue if no more laws were adopted increasing 
operating expenses and taxes. 


The annual dinner of the Traffic Club of Detroit will be 
held December 15. 


The Toledo Transportation Club is planning an educational 
program under the direction of its president, U. E. McFarland, 
general traffic manager, Owens-Illinois Glass Company. The 
program will be begun with a dinner meeting at the Commo- 
dore Perry Hotel November 2, at which educational and enter- 
tainment features will be sponsored by the motor transporta- 
tion lines. 


The golf tournament of the Los Angeles Transportation 
Club, originally scheduled for October 16 at the Potrero Coun- 
try Club, was postponed because of bad weather. It was held 
at that club October 23. 

Paul Shoup, vice-chairman of the board of directors, South- 
ern Pacific Lines, New York City, will be the speaker at the 
annual dinner of the Transportation Club of Peoria, Ill., which 
will be held November 17 at the Pere Marquette Hotel. R. Z. 
Eaton, president of the club, will preside. The opening classes 
of the traffic courses conducted by the club were held October 
19 at the Peoria Association of Commerce. Enrollment for the 
advanced course was 50 and for the elementary course 23. J. 
D. McDonald, joint agent, Western and Eastern Inspection and 
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Weighing Bureau, was in charge of the elementary class. E. F. 
Stock, traffic manager, Peoria and Pekin Union Railway, had 
charge of the advanced class. Classes will meet the first and 
third Mondays of each month. 


The Milwaukee Traffic Club held a stag party and past 
presidents’ night at the Elks Club October 22. Dinner was 
served and there was entertainment. The club will hold a 
Hallowe’en dinner dance at the Hotel Pfister October 31. 


The Oakland, Cal., Traffic Club held a “chain store night” 
at the Athens Athletic Club October 20. A. C. Street, traffic 
manager, Safeway Stores, was in charge of the program. Rilea 
Doe spoke on “What the Chain Stores Mean to California.” 
There was a program of entertainment. More than one hun- 
dred students have enrolled in the club’s traffic courses. 

The Oklahoma City Transportation Club observed ladies’ 
day at a luncheon meeting at the Huckins Hotel October 19. 
R. G. Miller, Sunday editor, Daily Oklahoman, spoke on “Beau- 
tiful Oklahoma.” The Firemen’s Band furnished music. 


The Women’s Traffic Club of New York is sponsoring a 
course in the interpretation of the rules and ratings of the con- 
solidated freight classification. The classes are conducted by 
Baxter Weaver, Acme Fast Freight, Inc., and are being held 
at the Merchants’ Association of New York. The first session 
was held October 22. Rule 5 of the classification was the sub- 
ject for discussion. 

The Transportation Club of St. Paul held a luncheon meet- 
ing at the Hotel Lowry October 20. The club’s delegates to 
the convention of the Associated Traffic Clubs of America at 
Dayton made their report. There was a program of entertain- 
ment. 

The Eastern Indiana Traffic Club, at a meeting October 15, 
voted to apply for membership in the Associated Traffic Clubs 
of America. 


The Traffic Club of New York has appointed a general 
committee on arrangements for the spring convention of the 
Associated Traffic Clubs of America which will be held at the 
Commodore Hotel, New York City, April 20 and 21, 1937. The 
following are members of the committee: Chairman, T. T. 
Harkrader, traffic director, The American Tobacco Company; 
vice-chairman, G. C. Manning, assistant vice-president, Erie 
Railroad; G. C. Lucas, director of transportation, National Pub- 
lishers’ Association; J. H. Butler, traffic executive, Railway 
Express Agency, Inc.; R. P. Bird, general agent, freight depari- 
ment, Atchison, Topeka and Santa Fe; W. R. Dallow, assistant 
to the freight traffic manager, New York Central; C. W. 
Braden, general traffic manager, National Distillers Products 
Corporation; C. A. Waltz, vice-president, Universal Carloading 
and Distributing Company; J. E. D’Alton, D’Alton Shipping 
Company; W. M. Penick, passenger traffic manager, United 
Fruit Company; G. L. Cobb, general agent, passenger depart- 
ment, C. M. St. P. and P.; J. M. Fitzgerald, vice-chairman, Com- 
mittee on Public Relations of the Eastern Railroads. The 
nominating committee of the club, consisting of Charles W. 
Braden, chairman; J. E. D’Alton, T. P. Kevins, F. X. Quinn, 
C. L. Hilleary, B. L. Birkholz and J. L. Ridley, will present its 
slate of officers at the monthly meeting of the club October 27 
at the Hotel Commodore. The annual election will take place 
at the November meeting. Featuring the entertainment pro- 
gram at the October meeting will be a series of eleven amateur 
boxing bouts. 


Chairmen of committees to handle activities of the Metro- 
politan Traffic Association of New York in the coming year 
were announced by the new president, D. J. Mullane, at a meet- 
ing of the association October 22, as follows: Traffic, C. J. 
Baker; employment, Walter Kearns; entertainment, J. A. Mac- 
Neill; membership, A. A. Hiby; sports, J. F. Millett; reception, 
Albert Warn; visiting, M. Ellingsworth; house, W. A. Dowling; 
glee club, C. A. Moffett; publicity, P. J. Winters. 


The discussion group of Junior Traffic Club of Chicago will 
hold a meeting at the Palmer House October 27. The subject 
for discussion will be passenger fares, equipment and services. 
James R. Moriarty, assistant general passenger agent, Atchison, 
Topeka and Santa Fe, will open the discussion with a talk on 
“An Insight on Railway Passenger Traffic.” 


Edwin K. Borchard, technical engineer, Keystone Portland 
Cement Company, spoke on the history of cement and its uses 
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at a dinner meeting of the Traffic Club of the Lehigh Valley 
at the Hotel Easton, Easton, Pa., October 20. Motion pictures 
showing the manufacture of cement were shown after his talk. 
Other officials of the Keystone company and officials of other 


‘cement producers were guests. Tribute was paid to William F. 


Seipel, chief clerk, freight department, Lehigh Valley Railroad, 
who was observing the fiftieth anniversary of his connection 
with that railroad. F. E. Paulson, special representative, Read- 
ing-Central of New Jersey, reported as the club’s delegate to 
the Dayton meeting of the Associated Traffic Clubs of America. 





The Triple Cities Traffic Club will hold a dinner meeting 
at the Elks Club, Binghamton, N. Y., October 28. Ross G. 
Thomas, president of the club, will preside. The speaker will 
be J. H. Butler, traffic executive, Railway Express Agency, Inc., 
chairman of the speakers’ committee of the Associated Traffic 
Clubs of America. There will be a program of entertainment 
under the direction of W. M. Muir, chairman of the club’s enter- 
tainment committee. 


EXPRESS DISTRICT SALES PLAN 


Carrying forward his new sales policy in the development 
of express traffic, L. O. Head, president of the Railway Express 
Agency, has announced the appointment of a number of district 
sales managers, at key points throughout the country. They 
will coordinate their business-getting activities with those of 
the general sales department in New York, created October 1. 

The new appointees are the traffic agents assigned to the 
general manager’s staff in the operating departments of the 
express organization. They have been vital factors in the 
agency’s “more business plan,” the success of which led to 
the establishment of the new sales department, said to be the 
first of its kind in any large railway transportation unit. They 
will have active charge of business-getting procedure and prac- 
tices in their respective territories. 

The “more business plan’ was inaugurated late in 1933, 
to enlist all of the 56,000 employes of the Express Agency in 
an intensive drive for increased express traffic from principal 
lines of industry and the shipping public generally. In the face 
of unfavorable economic conditions, Mr. Head personally in- 
augurated the plan by addressing large rallies of employes held 
in the large cities and thus provided the inspiration and direc- 
tion for a nationwide unified effort that has, it is stated, accom- 
plished impressive results. 

The plan had hardly been under way a year before its 
effect began to be felt, the agency says. Express traffic started 
to show a definite upward trend that, in 1934, resulted in a 
volume increase of more than fifteen per cent over 1933 and 
in 1935 another eleven per cent, representing a traffic growth 
of approximately twenty-six per cent since the plan was under- 
taken. Last year the Express Agency’s business totaled over 
118,000,000 shipments. 


The most striking evidence of its effectiveness came in the 
recent summer months, which brought the number of ship- 
ments normally moving in this so-called ‘‘slump” season up 
to that handled in the best months of the year. , 

In the progressive steps taken to make express employes in 
contact with the public better “salesmen,” practical principles 
of increasing traffic through real salesmanship were tested and 
selected. The “selling idea” has now, it is stated, permeated 
the express organization as a whole. To consolidate and ex- 
tend these gains, the Agency recently created the sales depart- 
ment and placed K. N. Merritt, former assistant general man- 
ager of the department of public relations, which it succeeds, in 
charge as general sales manager. 


The new district sales managers in the several operating 
departments, which comprise over fifty separate divisions, each 
in charge of a superintendent, will strive to make aggressive 
and well-conceived selling thoroughly understood and practiced 
by the express employes in all these individual territories, with 
the sales department providing the inspiration and “ammuni- 
tion.” 


Steps are under consideration to expand further the “More 
Business Plan,” to tap every industrial and commercial source 
of express traffic in the country. A special drive is also in 
preparation to reach the public in residential districts of all of 
the 23,000 cities and towns where the Express Agency main- 
tains offices. 


Among the express officials who have been advanced from 
department traffic agents to district sales managers are the 
following: W. R. Richards, Boston; W. E. Rook, Buffalo, N. Y.; 
F. G. Blyth, Philadelphia; M. J. Harris, Atlanta, Ga.; E. W. 
Hull, Cleveland; H. B. Groscost, Cincinnati; C. H. Frame, 
Washington, D. C.; J. J. Fennessy, St. Paul; C. E. McGee, St. 
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Louis; M. H. Wolfe, Omaha; J. J. Boylan, Kansas City, Mo.; 
J. R. Rohrer, Houston; W. J. Martindale, Los Angeles, and R. G. 
McLain, Seattle, Wash. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Joseph B. Alexander, Seattle, Wash.; Joseph R. 
Appleabum, Pitman, N. J.; T. Q. Ashburn, Jr., San Francisco, 
Calif.; Earl A. Bagby, San Francisco, Calif.; Leon M. Bardfeld, 
Vineland, N. J.; Jesse M. Barton, Newport, N. H.; John B. Bar- 
ton, Columbus, O.; J. William Benton, Kansas City, Mo.; Abra- 
ham Binder, New York, N. Y.; Charles D. Bourne, Jr., Clarks- 
ville, Tex.; Kendrick R. Bragg, Savannah, Ga.; Abraham Bur- 
stein, New York, N. Y.; Maurice S. Bush, Minneapolis, Minn.; 
J. G. Callahan, Minneapolis, Minn.; William H. S. Callahan, 
Providence, R. I.; Anne G. Carter, Chicago, Ill.; Thomas F. 
Chawke, Detroit, Mich.; Roger R. Clouse, Cleveland, O.; E. T. 
Conmy, Fargo, N. D.; E. T. Conmy, Jr., Fargo, N. D.; James F. 
X. Conmy, Fargo, N. D.; J. P. Correia, Yreka, Calif.; Richard 
D. Daniels, Washington, D. C.; Charles H. Davidson, Jr., Wash- 
ington, D. C.; Florence A. de Haas, Washington, D. C.; William 
H. Delaney, Norfolk, Va.; Marcus E. Donnelly, Jersey City, 
N. J.; Philip B. Fisher, Philadelphia, Pa.; Stephen S. Freund, 
St. Louis, Mo.; Arthur A. Gammell, New York, N. Y.; Ernest W. 
Gibson, Jr., Brattleboro, Vt.; Samuel Gorson, Philadelphia, Pa.; 
J. C. Graber, Freeman, S. D.; Evelyn A. Green, Detroit, Mich.; 
Winston F. Groom, Mobile, Ala.; Milton C. Gunn, Helena, 
Mont.; Everett A. Harding, Philadelphia, Pa.; Charles L. 
Harmonson, Dover, Del.; Philip B. Heller, New York, N. Y.; 
Joseph J. Hemphling, South Bend, Ind.; Matt Herold, Newport, 
Ky.; Frederick F. Hillyer, Madison, Wis.; Homer R. Hines, 
Kansas City, Mo.; Claude A. Hodgman, San Diego, Calif.; Carl 
F. Jackson, Washington, D. C.; Frank Patrick Johnson, Mem- 
phis, Tenn.; J. Paul Jones, Louisville, Ky.; Eugene Jordan, 
Oklahoma City, Okla.; Robert M. Jordan, Oklahoma City, 
Okla.; Abel Just, New York, N. Y.; Louis R. Kagan, Jersey 
City, N. J.; John A. Kratz, Washington, D. C.; Theodore J. 
Labrecque, Red Bank, N. J.; Sanford I. Laken, Columbus, O.; 
Fairfax Leary, Jr., New York, N. Y.; Mark E. Lefever, Phil- 
adelphia, Pa.; David Levine, New York, N. Y.; John B. Marsh, 
New York, N. Y.; Emmett McCaffery, New York, N. Y.; E. L. 
McHaney, Jr., Little Rock, Ark.; F. J. McKevitt, Spokane, 
Wash.; J. B. McMahon, Washington, D. C.; John C. McMichael, 
Cleveland, O.; George J. Moore, Malone, N. Y.; Fred W. Morri- 
son, Washington, D. C.; Philip Wilhelm Murray, Newport News, 
Va.; George S. Norcross, Grand Rapids, Mich.; Edward S. 
North, Kansas City, Mo.; F. M. Orem, Salt Lake City, Utah; 
Lyle F. O’Rourke, Washington, D. C.; Lloyd E. Peterson, 
Nebraska City, Neb.; Charles Pieroni, South Bend, Ind.; John 
Butler Prizer, Philadelphia, Pa.; William G. Puhaty, Portland, 
Ore.; Max Rhoade, Washington, D. C.; Norman H. Robotham, 
San Francisco, Calif.; George Rogers, Washington, D. C.; Leo 
J. Rosen, Buffalo, James F. Rowan, Denver, Colo.; James L. 
Sandusky, Kansas City, Mo.; Theodore R. Schneider, St. Louis, 
Mo.; Merrell Q. Sharpe, Kennebeck, S. D.; Charles W. Shin- 
namon, Washington, D. C.; Arthur F. Shott, Cincinnati, O.; 
Edward B. Smith, South Bend, Ind.; Michael P. Smith, Balti- 
more, Md.; Park M. Smith, Chicago, Ill.; Fred L. Spalding, Salt 
Lake City, Utah; Lloyd William Spratlan, Dallas, Tex.; Joseph 
J. Stevenson, Cleveland, O.; Clarence G. Swain, Bristol, N. H.; 
George A. Tebhe, Jr., Yreka, Calif.; Phillip Tocker, New York, 
N. Y.; J. T. Trullinger, Olympia, Wash.; S. Ralph Warnken, 
Baltimore, Md.; Abraham K. Weber, New York, N. Y.; William 
D. Whitney, New York, N. Y.; Karl Leigh Wilson, Washington, 
D. C.; Robert C. M. Winter, Detroit, Mich.; Chandler M. Wood, 
Flagstaff, Ariz.; Richard F. Wood, St. Louis, Mo.; Eigbert 
Anderson Wright, Atlanta, Ga,; John Shriver Wynne, Washing- 
ton, D. C.; Joseph H. Gellman, Corona, N. Y., and John E. 
Hollett, Indianapolis, Ind. 


CHANGES IN DOCKET 


Hearing in Finance 11023, assigned for October 21, at Syracuse, 
N. Y., before Examiner Sullivan, was canceled. 

Hearing in Nos. MC 50429, MC 50525, MC 50551, set at Trenton, 
N. J., October 21, before Joint Boards 119 and 67, have been post- 
poned to November 5, at the same place before the same joint boards. 

Hearing in MC 47113, set October 22, at St. Paul, Minn., before 
Kxaminer Aplin, was postponed to November 23, before Examiner 
Peterson, Minnesota Commission, St. Paul, Minn. 


SHORT LINE REGIONAL MEETING 


Western region members of the American Short Line Rail- 
road Association will meet October 26 at the Congress Hotel, 
Chicago, Ill. The general officers of the association will attend 
the meeting. 






















































































PAGE 830 





NOTE—iItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


October 26—San Francisco, Calif.—Merchants Exchange—W. A. Hill: 
Ex Parte BMC 1i—Rules and regulations governing settlement of 
rates and charges by motor common and contract carriers. 


October 26—Washington, D. C.—Argument: 
|. & S. 4035 and ist and 2nd suppl. orders—Lumber between points 
in official territory. 
1. & S. 4097—Lumber between points in official territory (2). 
26402—Weyerhaeuser Timber Co. vs. P. R. R. et al. 


October 26—Washington, D. C.—Examiner Brown: 
* Air Mail Docket 18—Petition of National Parks Airways, Inc. 


October 26—Topeka, Kan.—State Comm.—Joint Board 36: 
BMC 50265—Application of Gardner Motor Co., Chanute, Kan., to 
operate as contract carrier. 
BMC 50424—Application of R. H. Maas, Alma, Kan., to operate as 
contract carrier. 
BMC 50443—Application of Roy N. Marlow, Chanute, Kan., to operate 
as contract carrier. 


October 26—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 


BMC 8544—Application of Galveston Truck Line Corporation, Hous- 
ton, Tex., to operate as contract carrier. 


October 26—Sioux Falls, S. D.—U. S. Court—Joint Boards 147 and 148: 

BMC 29120—Application of Wilson Storage & Transfer Co., Sioux 

Falls. S. D., to operate as common carrier also extend present 
operation. 


October 26—Sioux Falls, S. D.—U. S. Court Rooms—Joint Board 158: 
BMC 84481—Application of Wilson Storage & Transfer Co., Sioux 
Falls, S. D., to operate as common or contract carrier. 


October 26—New York, N. Y.—Pennsylvania Hotel—Examiner Griffin: 
27459—Bloch & Guggenheimer, Inc., vs. L. I. R. R. et al. 


October 26—New York, N. Y.—Hotel Pennsylvania—Joint Board 67: 

BMC 23482—Application of Gotham Consolidating Corporation, New 
York, N. Y., to operate as broker. 

BMC 50854—Application of Independent Trucking Co., Kingston, 
N. Y., to operate as common carrier. 

BMC 50905—Application of Antonio Cavallaro, Chester, N. Y., to 
operate as common carrier. 

BMC 50975—Application of Sun Ray Co., Brooklyn, N. Y., to operate 
as common carrier. 


October 26—Salt Lake City, Utah—Hotel Utah—Examiner Sullivan: 
Finance 10623—Application of Los Angeles & Salt Lake for abandon- 
ment of its Frisco branch in Beaver county, Utah. 


October 26—Greensboro, N. C.—U. S. Court Rooms—Examiner Hagerty: 
27500—Carolina Steel & Iron Co. vs. A. & W. P. et al. 


October 26—Sioux City, Ia.—Hotel Warrior—Examiner Konigsberg: 
27431—Tolerton & Warfield Co. vs. C. B. & Q. et al. 


October 26—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 
BMC 50212—Application of Joseph Darrigo, Binghamton, N. Y., to 
operate as common carrier. 
BMC 50325—Application of Charles M. Finch, Trout Creek, N. Y., 
to operate as common carrier. 
BMC 50427—Application of Clarence C. Mahoney, Port Crane, N. Y., 
to operate as common carrier. 


October 26—Aberdeen, S. D.—Alonzo Ward Hotel—Joint Board 124 
and Examiner Stillwell: 
BMC 44360—R-B Distributing Co. 


October 26—Knoxville, Tenn.—U. S. Court Room—J. E. Davey: 

MC-F 67—Silver Fleet Motor Express, Inc.—Purchase of Knoxville- 
Atlanta Freight Lines, Inc. 

M¢-F 103—Silver Fleet Motor Express, Inc.—Purchase of Kings- 
port Transfer Co. 

MC-F 83—Georgia Highway Express, Inc.—Purchase of Knoxville- 
Atlanta Freight Lines, Inc., through Silver Fleet Motor Express, 
Inc. 


October 26—Memphis, Tenn.—Peabody Hotel—Examiner Raley: 
MC-F 115—Silver Fleet of Memphis, Inc.—Purchase of Luke Motor 
Express, Inc. 


October 27—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 
BMC 50275—Application of Rueben & Hattie Hanstine, Hancock, N. 
Y., to operate as common carrier. 
BMC 50278—Application of M. T. Hastings, Bovina Center, N. Y., 
to operate as common carrier. 
BMC 50322—Application of James L. Cline, Binghamton, N. Y., to 
operate as contract carrier. 
October 27—Topeka, Kan.—State Comm.—Joint Board 36: 
BMC 50754—Application of J. F. Stapleton, Lillis, Kan., to operate 
as common carrier. 
BMC 50784—Application of Chester Tatlow, White City, Kan., to 
operate as contract carrier. 
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BMC 50866—Application of E. H. Wight & Son, Burlingame, Kan., 
to operate as contract carrier. 


October 27—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 
BMC 47970—Application of James Loyd Fauld, Jasper, Tex., to 
operate as broker. 
BMC 340—Application of Querner Truck Line, San Antonio, Tex., 
to operate as common carrier. 


October 27—New York, N. Y.—Hotel Pennsylvania—Joint Board 67: 

BMC 50245—Application of James Franciamore, Highland, N. Y., to 
opérate as common carrier. 

BMC 50476—Application of Empire Petroleum & Transport Co., 
Inc., Elizabeth, N. J., to operate as contract carrier. 

BMC 50506—Application of B. Moskofsky, Paterson, N. J., to operate 
as contract carrier. 

BMC 50698—Application of Continental Motor Express, Trenton, N. 
J., to operate as comon carrier. 

BMC 50701—Application of Ely Transport Co., Long Island, N- Y., 
to operate as contract carrier. 


October 27—Memphis, Tenn.—Peabody Hotel—Examiner Raley: 
MC-F 121—Wartena Transfer Co. and Fisher Transports, Inc., con- 
solidation as D. L. Wartena, Inc. 


October 28—Washington, D. C.—Argument: 
Finance 11039—Illinois Central construction and operation. 
BMC C-i—Investigtaion to determine extent and area of munici- 
palities of St. Louis, Mo., and E. St. Louis, Ill., ete. 
October 28—Washington, D. C.—Examiner Curtis: 
27471—The Parkersburg Rig & Reel Co. vs. B. & U. et al. 


October 28—Chicago, Ill.—Hotel Sherman—Joint Boards 13 and 17: 
BMC 43878—Application of O. K. Motor Service, Chicago, Ill., to 
operate as common carrier and extend present operation. 


October 28—Chicago, Ill.—Hotel Sherman—Joint Board 58: 
BMC 50752—Application of Howard Stahlheber, Sevenmile, O., to 
operate as contract carrier. 


October 28—Chicago, Ill.—Sherman Hotel—Examiner Disque: 
27488 and Sub No. 1—Peter M. Victoria Co. vs. C. M. St. P. & P. 
et al. 


October 28—New York, N. Y.—Hotel Pennsylvania—Examiner Griffin: 
27525—Richfield Oil Corporation of N. Y. vs. P. R. R. et al. 


October 28—New York, N. Y.—Hotel Pennsylvania—Joint Board 159: 
BMC 50081—Application of Clarence W. Banker, Peekskill, N. Y., to 
operate as common carrier. 
BMC 50393—Application of Hefner & Sons, Inc., Long Island City, 
N. Y., to operate as common carrier. 


October 28—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Konigs- 
berg: 
26954—South Dakota Independent Oil Men's Association et al. vs. 
A. & S. et al. 


October 28—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 

BMC 50859—Application of Gilbert N. Weston, Endicott, N. Y., to 
operate as contract carrier. 

BMC 50527—Application of Ralph Niggli, Binghamton, N. Y., to 
operate as common carrier. 


October 28—St. Paul—Minn. Comm.—Joint Boards 141, 24 and 26: 

MC 41475—Application of Sioux Limited Lines, Minneapolis, Minn., 
to operate as common carrier. 

‘ MC 44770—Application of Liederbach Bus Co., Inc., Minneapolis, 
Minn., to operate as common carrier and extend present opera- 
tion. 

MC 50532—Application of Great Western Stages, Minneapolis, Minn., 
to operate as common carrier. 


October 28—Augusta, Ga.—U. S. Court Room—Joint Board 130: 
MC-F 93—New South Express Lines, Inc.—Purchase of property, 
etc., of Sale Transfer Co. 


October 28—Dallas, Tex.—Baker Hotel—Examiner Taylor: 
16300 and five sub-numbers thereunder—Armstrong Packing Co. vs. 
A. & S. et al. 


October 28—Wilmington, N. C.—Wilmington Hotel—Examiner Hagerty: 
Fourth Section Applications 15438, 14702, 15477 and 15861—Syrup and 
molasses from the south and southwest. 


October 29—Wichita, Kan.—Allis Hotel—Joint Board 43: 
BMC 50313—Application of Gonder Motor Transport, Dodge City, 
Kan., to operate as contract carrier. 
BMC 50481—Application of Melton Oil Co., Colby, Kan., to operate 
as contract carrier. 


October 29—Chicago, Ill.—Hotel Sherman—Joint Board 73: 
BMC 50531—Application of Neville Transfer, Dwight, Ill., to operate 
as contract carrier. 
BMC 59310—Application of Sprout & Davis, Inc., Whiting, Ind., 
to operate as contract carrier, and also extend operation. 


October 29—Chicago, Ill.—Hotel Sherman—Examiner Disque: 
27496—Federal-American Cement Tile Co. vs. P. R. R. 
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October 29—Washington. D. C.—Argument: 
BMC C-2—Investigation to determine extent and area of municipality 
of New York, etc. 
Finance 10976—Application of Abilene & Southern to abandon opera- 
tion over the Abilene & Northern between Abilene and Anson, Tex., 
and to abandon line from Anson to Hamlin, Tex. 


October 29—Washington, D. C.—Examiners Walsh and Jameson: 
Finance 10860—Reader R. R. reorganization. 


October 29—New York, N. Y.—Hotel Pennsylvania—Examiner Griffin: 
27526—General Aniline Works, Inc., vs. N. Y. C. et al. 


October 29—Ashland, Ky.—Federal Bldg.—Examiner Stiles: 
27371—M. D. Friedman Co., Inc., vs. A. C. L. et al. 


October 29—Reno, Nev.—Federal Bldg.—Examiner Sullivan: 
Finance 11285—Application of Central Pacific Railway Co. and South- 
ern Pacific, lessee, to abandon line between Tonopah Jct., Nev., 
and Benton, Calif. 


October 29—Atlanta, Ga.—Biltmore Hotel—Examiner Hagerty: 
Fourth Section Application 16384—Automobile tires to Birmingham, 
Ala., and Memphis, Tenn. 


October 29—Binghamton, N. Y.—U. S. Court Rooms—Joint Board 67: 
BMC 50409—Application of Harry Lee, Hobert, N. Y., to operate as 
common carrier. 
BMC 50798—Application of Frank Tinklepaugh, Hancock, N. Y., to 
operate as common carrier. 


October 29—St. Paul, Minn.—Minn. Comm.—Joint Board 141 and 24: 
MC 50578—Application of Penz Bros., Winona, Minn., to operate 
as contract carrier. 
MC 50648—Application of Hamilton Transfer, Minneapolis, Minn., 
to operate as contract carrier. 


October 29—Paducah, Ky.—U. S. Court Room—Examiner Raley: 
MC-F 81—Whitney Transfer Co.—Purchase of property, etc., of 
Futrell Fast Freight. 
MC-F 114—A. M. Whitney, acquisition of control of Robinson Motor 
Lines, Inc. 
October 30—Oklahoma City, Okla.—Skirvin Hotel—Examiner Taylor: 
26070—Quanah, Acme & Pacific Ry. Co. vs. A. T. & S. F. et al. 


October 30—Portland, Ore.—Portland Hotel—W. A. Hill: 
Ex Parte BMC 1i—Rule and regulations governing settlement of 
rates and charges by motor common and contract carriers. 


October 30—Wichita, Kan.—Allis Hotel—Joint Boards 39 and 86: 
BMC 51267—Application of Culp Transportation Co., Ashland, Kan., 
to operate as contract carrier also extend present operations. 
BMC 30132—Application of Howard L. Skilling, Garden City, Kan., 
to operate as contract carrier also extend present operations. 


October 30—Chicago—Hotel Sherman—Joint Boards 149 and 111: 
BMC 50694—Application of James J. Sheridan, Chicago, Ill., to op- 
erate as contract carrier. 
BMC 66810—Application of Peoria Rockford Bus Co., Inc., Rockford, 
Ill., to operate as common carrier also extend present operation. 


October 30—Chicago, Ill.—Sherman Hotel—Examiner Disque: 
27502—-Surpass Leather Co. vs. Fonda, Johnstown & Gloversville et al. 


October 30—Washington, D. C.—Examiner Curtis: 
27504—Castanea Paper Co. and Win Schlosser vs. P. R. R. 


October 30—Washington, D. C.—Argument: 
BMC C-3—Investigataion to determine extent and area of munici- 
pality of Chicago, Ill., etc. 


October 30—Washington, D. C.—Examiner Carter: 
1. & S. 4254—Pyrophyllite from Glendon and Hemp, N. C. 


October 30—Birmingham, Ala.—Hotel Thomas Jefferson—Examiner 
Hagerty: 
1. & S. 4245—Sand, gravel and slag from Alabama to Florida. 
October 30—St. Paul, Minn.—Minn. Comm.—Examiner Stillwell: 
MC 17481, 19693, 21231, 24697 and 80532—Applications of Moore Motor 
Freight Lines, St. Paul, Minn. 
MC 33757—Application of Wesarg Truck Line, St. Paul, Minn., to 
operate as common carrier. 
MC 68767—Application of Wesarg Truck Line, St. Paul, Minn., to 
operate as contract carrier. 
October 30—Phoenix, Ariz.—Arizona State Bldg.—Examiner Croft: 
1. & S. M-29—Classes and commodities in the southwest. 
October 30—Binghamton, N. Y.—U. S. Court Rooms—Joint Board 67: 
BMC 50281—Application of Owen E. Heath, Kirkwood, N, Y., to op- 
erate as contract carrier. 
BMC 50391—Application of Otis Howard, Cooks Falls, N. Y., to operate 
as common carrier. 
October 30—Atlanta, Ga.—Atlanta-Biltmore Hotel—Examiner Binkley: 
BMC 23390—Application of C. M. Cain Tours, Atlanta, Ga., to oper- 
ate as a broker. 
October 30—Portland, Ore.—Portland Hotel—Commissioner Lee: 
Ex Parte MC-4—Matter of qualifications of employes and safety of 
operation and equipment of common and contract carriers. 
October 30—Norfolk, Va.—Monticello Hotel—Joint Board 68: 
MC-F 119—Richmond Greyhound Lines, Inc.—Acquisition of control of 
Peninsula Transit Corp. 


October 31—Washington, D. C.—Argument: 
BMC C-4—Investigation to determine extent and area of municipality 
of Los Angeles, Cal., etc. 


October 31—Harrisburg, Pa.—Public Service Comm.—Examiner Snider: 
27481 and Sub No. 1—York Ice Machinery Corp. vs. Ct. of N. J. et al. 
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27503—Wincroft Stove Works vs. C. R. I. & P. et al. 
27506—Floyd-Wells Co. vs. C. R. I. & P. et al. 


October 31—Chicago, Ill.—Sherman Hotel—Examiner Disque: 
27505—Enterprise Mfg. Co. of Pa. vs. Ct. of N. J. et al. 


October 31—Philadelphia, Pa.—Chamber of Comm.—Examiner Griffin: 
1. & S. 4256—Cast Iron Pipe from N. J. points to New England. 


October 31—Norfolk, Va.—Monticello Hotel—Joint Board 7: 
MC-F 111—Norfolk Southern Bus Corp.—Purchase. of certificates of 
Virginia Dare Transportation Co. . 
* MC 50528—Application of Norfolk Southern Bus Corporation, Nor- 
tolk, Va., for certificate. 


November 2—Des Moines, Ia.—U. S. Court Rooms—Examiner Armes: 
27492 and Sub. No. 1—Lake Shore Tire & Rubber Co. vs. Ct. Ver- 
mont Transp. Co. et al. 


November 2—Pittsburgh, Pa.—Federal Bldg.—Examiner Snider: 
27472 and Sub. Nos. 1, 2 and 3—National Mortar & Supply Co. vs. 
PF. he CB 


November 2—Tallahassee, Fla.—U. S. Court Rooms—Examiner Hagerty: 
27484—-Elberta Crate & Box Co. vs. A. C. L. et al. 


November 2—San Francisco—Merchants Exchange—Examiner Sullivan: 
Finance 11301—Application of California Western R. R. & Navigation 
Co. to abandon its Glen Blair Branch, Mendocino county, Calif. 


November 2—Columbus, Ga.—U. S. Court Rooms—Joint Board 157: 
BMC 50350—Application of Homer Jones Transfer Co., Columbus, 
Ga., to operate as common carrier. 
November 2—Los Angeles, Calif.—State Bldg.—Commissioner Lee: 
Ex Parte MC-4—Matter of qualifications of employes and safety of 
operation and equipment of common and contract carriers. 


November 2—Washington, D. C.—Examiner Molster: 
Finance 11367—Application of Maine Central to acquire control of 
Dexter & Piscataquis R. R. 


November 2—Washington, D. C.—Examiner Prichard: 
Finance 11343—Application of Gainesville Midland R. R. to acquire 
properties of Gainesville Midland Railway. 


November 3—San Francisco—Merchants’ Exchange—Examiner Sullivan: 
Finance 11378—Application of Southern Pacific to acquire Chowchilla 
branch of Visalia Electric R. R. 


November 4—Indianapolis, Ind.—U. S. Court Rooms—Examiner Stiles: 
27528—Capital Paper Co. et al. vs. N. Y. C. et al. 

November 4—Pittsburgh, Pa.—Federal Bldg.—Examiner Snider: 
27520—-Ellwood Stone Co. vs. Erie et al. 


November 4—Minneapolis, Minn.—Nicollet Hotel—Examiner Armes: 
27395—R. P. England et al. vs. C. & N. W. et al. 


November 4—Mobile, Ala.—Cawthan Hotel—Examiner Hagerty: 
Fourth section applications Nos. 15944 and 16438—Cotton from Missis- 
sippi points to Mobile, Ala. 


November 4—Tallahassee, Fla.—U. S. Court Rooms—Joint Board 64: 
BMC 50328—Application of J. L. Lodge, Whigham, Ga., to operate as 
common carrier. 


November 4—Eau Claire, Wis.—U. S. Court Rooms—Joint Boards 141 
and 142: 2 
MC 29937—<Application of Volck Brothers, Bruce, Wis., to operate 

as common carrier and extend present operation. 


November 5—Denver, Colo.—Public Utilities Comm.—W. A. Hill: 
Ex Parte BMC 1—Rules and regulations governing settlement of 
rates and charges by motor common and contract carriers. 


November 5—Washington, D. C.—Examiner Carter: 
27510—Weyerhaeuser Timber Co. vs. P. R. R. et al. 
27511—Weyerhaeuser Steamship Co. et al. vs. P. R. R. et al. 


November 5—Washington, D. C.—Examiner Worthington: 
1. & S. 4234 and 1st sup.—Coal from Va., Ky. and Tenn. to the South- 
east. 
Fourth Section Application 16411—Coal from Southwest Virginia to 
Georgia. -@ 
27457—Harlan County Coal ‘Operators’ Association vs. L. & N. et al. 
November 5—Washington, D. C.—Argument: 
27289—R. J. Reynolds Tobacco Co. vs. B. & O. et al. 
27301—-American Flange & Mfg. Co., Inc., vs. B. & O. 


November 5—Chicago, Ill.—Sherman Hotel—Examiner Koebel: 
1. & S. 4246—Restriction of W. T. L. bridge arbitraries. 


November 5—Terre Haute, Ind.—federal Bldg.—Examiner Stiles: 
27464—-Indiana Gas & Chemical Corp. vs. B. & O. et al. 


November 5—Detroit, Mich.—Fort Shelby Hotel—Examiner Snider: 
27466—-Arvey Corp. vs. Erie et al. 


November 5—Madison, Wis.—U. S. Court Rooms—Joint Board 141: 
BMC C-17—Wisconsin Motor Carriers Bureau vs. Harrison Transfer 
Service. 


November 5—Madison, Wis.—U. S. Court Rooms—Joint Board 96: 
* MC 51520—Application of Wylie Bus Station, Milwaukee, Wis., to 
operate as broker. 


November 5—Dothan, Ala.—Federal Bldg.—Joint Board 157: 
BMC 58988—Application of Alaga Coach Lines, Dothan, Ala., to oper- 
ate as common carrier, also extend present operation. 
November 5—Trenton, N. J.—U. S. Court—Joint Boards 119 and 67: 
BMC 50429—Application of Marathon Bus Line, South Amboy, N. J., 
to operate as common carrier. 
BMC 50551—Application of Edward C. Panacek, Trenton, N. J., to 
operate as common carrier. 
BMC 50525—Application of John Conover Nichols, Hightstown, N. J., 
to operate as contract carrier. 


(Continued on page 832) 
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The Traffic 


The Information Regularly Carried in This 
Publication Includes the Following: 


Se Pre 





Is Now Promptly Told of 


Bulletin 








Central Freight Association Decket 

Central Freight Association Hearings 

Central Freight Associatien Coal, Coke & Irem Ore Decket 
Eastern Commodity Rate Revision Cemmittee Hearings 


Freight Container Bureau of the Association of American 
Railroads. 


Illinois Freight Association Docket 

National Diversion and Reconsignment Committee Hearings 
New England Freight Association Decket 

New England Freight Associatien Hearings 
Southern Freight Association Docket 

Seuthern Freight Association Dispositions 
Seuthern Freight Association Ceal & Coke Committee Docket 
Southern Perts Foreign Freight Committee Docket 
Southwestern Freight Bureau Docket 
Southwestern Freight Bureau Hearings 
Texas-Louisiana Tariff Bureau Docket 
Transcontinental Freight Bureau Applications 
Transcontinental Freight Bureau Dispesitiens 
Trunk Line Association Decket 

Trunk Line Association Hearings 

Trunk Line Coal & Coke Committee Docket 
Trunk Line Coal & Coke Committee Hearings 
Western Trunk Line Docket 

Western Trunk Line Hearings 

Western Trunk Line Dispositiens 

Jeint Hearings of Rate Cemmittees 

Fourth Sectien Applicatiens 

Fourth Section Orders 

Short Notice Applications of Railroads 

Short Notice Permissions, Railroad and Truck. 


New Tariffs and Supplements Filed with the I. C. C. by Rail- 
roads and Trucks 


Tariffs Kejected by the I. C. C. 

Investigation and Suspension Orders 

Suspension Orders Vacated ’ 

Released Rate Orders 

Express Tariffs Filed with the 1. C. C. 

Shipping Board Bureau Tariffs—Iintercoastai 
Shipping Board Bureau Tariffs—Other than Interceastal 
Shipping Board Bureau Shert Netice Applications 
Shipping Board Bureau Short Netice Permissions 
Shipping Beard Bureau Suspensien Orders 
Shipping Board Bureau Orders Vacating Suspension 
Tariffs Returned by the Shipping Board Bureau 
Consolidated Classification Decket 

Express Classification Decket 

Adoption Notices 


a of Railroads, Trucks, Steamship Lines Filing First 
a 


Embargo Notices, Medificatiens and Cancellations 


. Intercoastal Steamship Docket 


Samples and full information free on request 


The Traffic Service Corporation 
Publishers THE TRAFFIC WORLD 
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Personal Notes 





R. C. Kluiber has been appointed traveling freight agent 
for the Detroit, Toledo and Ironton at Chicago. 

Fred D. Dodge, general agent, Chicago, Milwaukee, St. 
Paul and Pacific, at Boston, Mass., died at Albany, N. Y., Octo- 
ber 17. He had been with the Milwaukee in Boston since 1903. 

A. L. Griffith, for many years traffic manager for the Amer- 
ican Can Company, New York City, has retired. P. A. Champ- 
ney has been appointed to succeed him with the title of general 
traffic manager. 

The Pennsylvania Railroad has announced the following 
appointments: F. W. Nash, assistant freight traffic manager, 
Chicago; A. E. Johnston, general freight agent; Chicago; W. C. 
Sommers, assistant general freight agent, Pittsburgh; H. H. 
Young, assistant general freight agent, Philadelphia; E. A. 
Kearnes, assistant general freight agent, Chicago; E. D. Zeigler, 
New England freight agent, Boston; C. D. Linquist, division 
freight agent, Philadelphia; H. W. Large, division freight agent, 
Wilmington, Del. 

E. A. Schier has been appointed general traffic manager 
for the Pittsburgh and West Virginia at Pittsburgh, Pa. 

Roland P. Jobb has been appointed commercial agent for 
the Atlantic Coast Line at Albany, Ga. 

Velma McPeek has been appointed supervisor of passenger 
train service for the Chicago, Burlington and Quincy at Chi- 
cago. According to Edward Flynn, executive vice-president, 
she is the first woman to hold this title. 

Carl O. Blomstand, formerly general agent, Acme Fast 
Freight, Inc., at Chicago, has been appointed manager of the 
Twin City Shippers’ Association, St. Paul, Minn. 

W. B. Dixon, general passenger agent, Chicago, Milwaukee, 
St. Paul and Pacific, at Chicago, died at the Presbyterian Hos- 
pital, Chicago, October 16. He had been with the Milwaukee 
Railroad since 1888. : 

W. J. Edwards, manager of the Trunk Line Inspection 
Bureau, New York, will be guest of honor at the annual dinner 
dance of the New York District Employes ’Association of the 
bureau at the Hotel Montclair, November 28. Mr. Edwards 
has completed 35 years of service with the bureau. 

Captain William E. Carley, assistant marine superintend- 
ent of the International Mercantile Marine Company at New 
York, has been appointed general superintendent of the Panama 
Pacific Line at San Francisco, succeeding K. H. Donavin, re- 
signed. Captain Carley will assist W. H. Hoskier, Pacific coast 
manager of the company. 

Charles H. Neumann has been appointed manager of the 
Cleveland offices of the Anchor Line to handle passenger busi- 
ness in Ohio, Kentucky and the eastern half of the Michigan 
peninsula. 

F. W. Niehaus, traffic manager, Allied Mills, Inc., Peoria, 
Ill., has resigned to go into other business. H. J. Dellert, traffic 
manager at Fort Wayne, Ind., has succeeded him at Peoria. 

T. R. Brown has been appointed traffic manager at Fort 
Wayne. 

Alfred D. Davis has been appointed director of sales for 
the Keeshin motor transport system with headquarters at Chi- 
cago. He was one of the organizers and a vice-president of 
the Universal Carloading and Distributing Company and later 
a vice-president and director of the National Freight Company. 


DOCKET OF THE COMMISSION 
(Continued from page 831) 


November 6—Menominee, Mich.—Federal Bldg.—Examiner Armes: 
27522—MacGillis & Gibbs Co. vs. M. St. P. & S. S. M. et al. 
November 6—Chicago, Ill.—Sherman Hotel—Examiner Disque: 
27513 and Sub. No. 1—Roberts & Mander Stove Co. vs. C. B. & Q. 


et al. 

November 6—Chicago, Ill.—Hotel Sherman—Joint Boards 160, 16, 
135 and 54: 

* MC 30604—Application of Santa Fe Trails, Chicago, Ill., for cer- 
tificate also extend present operation. 

* MC 30606—Application of Central Illinois Bus Co., Chicago, Ill., for 


certificate. 
* MC 50298—Application of Wesley Hammond, Port Byron, Ill., for 
permit. 


November 6—Shreveport, La.—Chamber of Comm.—Examiner Hagerty: 
1. & S. 4225—Switching charges at Shreveport, La. 
November 6—Washington, D. C.—Argument: 
27210—Cast Iron Pressure Pipe Institute representing the American 
Cast Iron Pipe Co. et al. vs. A. T. & S. F. et al. 
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Let THE DAILY TRAFFIC WORLD 


provide you with a 


WASHINGTON 
REPRESENTATIVE 


at a fraction of the cost of keeping 


your own man there 


There have probahly been many occasions 
when you have w-shed you had a trained 
traffic representative in Washington to look 
after your intere:ts—someone who could 
keep in close personal contact with all gov- 
ernmental departments, more especially the 
Interstate Commerce Commission and the 
Shipping Board Bureau, who could dig out 
the particular information you need, or send 
you copies of decisions, proposed reports, or 
citations from the records; someone with 
complete knowledge of and easy access to 
the hundreds of thousands of documents 
filed in the National Capital; a specialist 
who would give you the benefit of his special 
training as to loss and damage claims or 
information about procedure; someone who 
would watch any particular rate in which 
you looked for a change, who would advise 
you promptly of any new complaint filed, 
the issuance of a suspension order, or the 
granting of short notice permission. 


You may not have been able to get just the 
man or the service you wanted. » per- 
haps, you didn’t have enough of this sort of 
work to justify the large expenditure. Here, 
then, is your opportunity to obtain for your- 
self and your organization the advantages 
outlined above. 


When you enter your subscription for THE 
DAILY TRAFFIC WORLD and TRAFFIC 
BULLETIN, the facilities of our Special 
Service Department in Washington are 
placed at your disposal. Our staff in Wash- 
ington is made up of men who have had 
years of training in rate analysis, traffic 
problems, and interstate commerce, as well 
as law. They are in daily contact with the 
Interstate Commerce Commission, the Ship- 
ping Board Bureau, and all departments of 
the government. 


You can turn your particular problems over 
to them with full confidence that they will 
receive their prompt, personal attention. 
And, best of all, the expense is reasonable 
because it is spread over a large number of 
organizations whose service requests are 
“srouped” to minimize costs, providing a 
service of the highest standard at low cost. 
The daily reports will supplement these 
services by bringing to your attention any 
unexpected action that might otherwise 
escape you. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
a complete group of personal traffic services. 


Send for sample copies, and more informa- 
tion about the special services which are 
included with every subscription. 


THE DAILY TRAFFIC WORLD 


and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 
418 South Market Street 
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November 6—Washington, D. C.—Examiner Way: 
Fourth Section Applications 16494 and 16523—Cement rates, D. & H. 
R. R. and iron and steel rates, D. & H. R. R. 


November 6—Oklahoma City, Okia—Skirvin Hotel—Examiner Clifford: 


MC-F 109—Southern Kansas Stage Lines Co.—Purchase of Davis 
Transfer & Storage Co. 


November 6—Kansas City, Mo.—Chamber of Commerce—Examiner 
Simmons: 

* MC 200—Application of Riss & Co., Inc., Kansas City, Mo., for cer- 
tificate. e 


November 7—Chicago, Ill.—Sherman Hotel—Examiner Disque: 
27447—-Stewart-Warner Corp. vs. N. Y. C. et al. 


November 7—Chicago—Hotel Sherman—Joint Boards 13, 76, 142, 162: 

* MC 50523—Application of Cal Newman, Kewanee, IIl., for permit. 

MC 31465—Application of Wesley Freight Co. and Steffke Freight 
Co., Wausau, Wis., to extend present operation. 


November 7—Valdosta, Ga.—U. S. Court Rooms—Joint Board 64: 
BMC 50428—Application of Louis W. Malloy, Valdosta, Ga., to oper- 
ate as common carrier. 


November 7—Oklahoma City, Okla.—Skirvin Hotel—Examiner Clifford: 
* MC-F 113—Sooner Distributing Co., Inc., purchase of property, 
etc., of Ross Truck Lines. 


November 9—St. Louis, Mo.—Coronado Hotel—Examiner Stiles: 
27535—Lester A. Crancer and George B. Fleischman et al. vs. A. & 
S. et al. 


November 9—Madison, Wis.—U. S. Court Rooms—Examiner Armes: 
27534—-A. J. Amundson, doing business as Wisconsin Moss Co. vs. 
A. & W. et al. 


November 9—E] Reno, Okla.—Federal Bldg.—Examiner Sullivan: 
Finance 11063—Application of C. R. I. & P. to abandon line from 
Kingfisher to Cashion, Okla. 


November 9—Washington, D. C.—Examiners Jewell and Bernhard: 
Finance 10813—Louisiana & North West Railroad reorganization. 


November 9—Washington, D. C.—Examiner Carter: 
1. & S. 4260—Classification of fish in official territory. 


November 9—Washington, D. C.—Examiner Lawton: 
* MC 67612—Application of National Truckloading & Terminals, Inc., 
Baltimore, Md., for license to operate as broker. 


November 9—Jackson, Tenn.—U. S. Court Rooms—Examiner Hagerty: 
27499—J. C. Edenton Co., Inc., et al. vs. C. B. & Q. et al. 


November 9—Augusta, Ga.—U. S. Court Rooms—Joint Board 131: 
BMC 86136—Application of Homer Larry Vining, Washington, Ga., to 
operate as contract carrier. 


November 9—Sacramento, Calif.—U. S. Court Rooms—Joint Boards 
75 and Il: 

* MC 86123—Application of Harry G. Brunk, Sebastopol, Calif., for 
permit. 

* MC 86208—Application of Sacramento Produce Terminal, Sacramento, 
Calif., for permit. 

November 9—Philadelphia, Pa.—Chamber of Commerce—Examiner Sul- 
livan: 

* MC 32236—Application of Providence & Philadelphia Despatch, Provi- 
dence, R. I., for certificate. 

* MC 41654—Application of Providence-Philadelphia Dispatch, Phila- 
delphia, Pa., for certificate or permit. 


November 9—Chicago, Ill.—Sherman Hotel—Examiner Disque: 
Fourth Section Applications 16500 and 16024—Grain and grain prod- 

ucts within the western district and Texas. 

November 9—Chicago, Ill.—Hotel Sherman—Joint Boards 17 and 21 
and Examiner Stillwell: 

* MC 50337—Application of Shirar and Clark, Flora, Ind., for permit. 

* MC 50609—Application of Rarick Bros., Hamlet, Ind., for permit. 

* MC 50885—Application of W. J. Kent and Sons, Lawrenceville, IIl., 
for certificate. 


November 9—Dallas, Tex.—Baker Hotel—Examiner Clifford: 
MC-F 88—Dixie Motor Coach Corporation—Purchase of property, 
etc., of Gainesville-Wichita Falls Bus Line, Inc. 


November 9—Augusta, Ga.—U. S. Court Rooms—Joint Board 131: 
* MC 86238—Application of Hagler Truck Co., Augusta, Ga., for permit. 


November 10—Washington, D. C.—Examiner Leasure: 
Air Mail Docket 16. 


November 10—Washington, D. C.—Examiner Sweet: 
Finance 9918—Missouri Pacific Reorganization. 


November 10—Washington, D. C.—Examiner Way: 
Fourth Section Applications 16329, 16489 and 16493—Lime from and 
to points in T. L. and New England territories. 


November 10—St. Louis, Mo.—Coronado Hotel—Examiner Stiles: 
27524—-Mack Cook Grain Co. vs. St. L.-S. F. 


November 10—Milwaukee, Wis.—Hotel Wisconsin—Examiner Armes: 
27458—Wisconsin Retail Lumbermens Assn. et al. vs. Ann Arbor et al. 


November 10—Dallas, Tex—-Baker Hotel—Joint Boards 16 and 170: 

* MC-F 95—Johnson Motor Lines purchase of property, etc., of Hardy 
Transfer & Storage Co. and Trinity Motor Freight Lines. 

* MC-F 106—Johnson Motor Lines purchase of property, etc., of West 
Texas Transportation Co. 


November 10—Chicago, Ill.—Hotel Sherman—Joint Board 13: 
* MC 50375—Application of Russell Frank Lindstrom, Kewanee, IIl., 
for permit. 


November 10—Chicago, Ill.—Hotel Sherman—Joint Board 162: 


* MC 50541—Application of Ojibway Transportation Line, Sault Ste. 
Marie, Mich., for certificate. 
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PORT 
HOUSTON 








The land locked harbor of the PORT 
OF HOUSTON means safety for ships 
and their cargoes. 


HOUSTON, by virtue of her strategic 
location, is 50 miles nearer the large con- 
suming markets of the Southwest, thereby 
offering faster and more economical ship- 
ping services. 


The personnel of the PORT OF HOUS- 
TON consists of men especially trained 
through years of experience, fully capa- 
ble of solving your warehouse and dis- 
tributing problems. 


Investigate HOUSTON’S services when 
shipping to or from the GREAT 
SOUTHWEST. 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 


SHIP THROUGH 


WILMINGION 


We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington Delaware 
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NEW YORK, 
BOSTON, 
NEw ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO ano ST. JOHN, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (trenshipment at CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 


eye Pler 3, North River New Orleans..... ms a Charies St. 
Ch Ww. Washiagten St. St. _, N. ... tw > Co. 
San Franciseo....100i Fourth Street Lon Foe. -6 ee "8.8 genes. 
ess 6s cnceccuwsns’ Long Whart tae *Adelal House, Ring Witktem 
Also regular weekly nger service (and “Guest Cruises’’) 
to the West Indies and Caribbean. 














EXPORTERS ~ IMPORTERS 
and COASTWISE SHIPPERS 


You are assured of speedy and efficient handling 
of your traffic—when you route via 


GALVESTON 


‘‘PORT OF QUICK DISPATCH” 
GALVESTON WHARF COMPANY 


Established 1854 
Geo. Sealy, President F. W. Parker, V. P. & G. M. 


Kansas City Office—434 Board of Trade Bidg. 








QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 
Albany, nom York, Philadelphia, Baltimore, Norfolk, 
Newport N 


ome, doremach, Jsksomie, tobe 


San Diego, Los A ain ea inl lt ited ilets: Manian 
ro Poiiland, Seattle and Tecome 


DAWNIC STEAMSHIP CORP. 
General Eastern Agents 
17 Battery Place, New York 


Albeny—D & H Building Chicage—327 S. LeSelle St. 
The Bourse 
Peiedeiohie Pittsburgh—Gulf Bidg. 


Sevennah—Cotton 
Boston—33 Broad Street Jacksoavitle—P, O. Box 1866 

































PAGE 836 





* MC 68515—Application of Ojibway Transportation Line, Sault Ste. 
Marie, Mich., for permit. 
November 11—Kansas City, Mo.—Chamber of Commerce—W. A. Hill: 
Ex Parte BMC i—Rules and regulations governing settlement of 
rates and charges by motor common and contract carriers. 
/ November 11—Washington, D. C.—Argument: 
; 26140 and Subs. 1 and 2—Red Star Milling Co. vs. A. & R. et al. 


NORTH DAKOTA-MONTANA SHIPPERS 


We are the only thru line from Chicago-Milwaukee 
to Fargo, N. D.—2nd Morning Delivery 


—o-— ALSO —o— 


All equipment refrigerated type—largest 
fleet in Chicago-Twin City field. 


7 Dependable Service 
; GLENDENNING TRANSFER SERVICE 


General Offices—480 Broadway, St. Paul, Minn. 


Chicago Far 
2550 W. Ma m St. 8—13th St. 


Milwaukee 
106 Seeboth St. W. 





INDUSTRIAL LOCATIONS 


in the 
NEW YORK METROPOLITAN AREA 


New York—Connecticut—New Jersey 


MANUFACTURING—INDUSTRIAL—W AREHOUSING 
WATERFRONT PROPERTIES—ACREAGE 


All inquiries treated confidentially 


HARRISON S$. COLBURN CO. 


30 Church Street, New York City * COrtlandt 7 3909 








DON’T WONDER WHAT’S WRONG! 


p iH 1 N F FOR NATION-WIDE 


AIR EXPRESS 


Then you'll be thinking fast. Three miles a minute, 2,500 miles 
overnight—it’s a natural for up-to-the-minute merchandising, whole- 
sale, retail or both, and solves your problems instantly. 
*Air Express reaches directly day and night 216 cities in the j 
United States and Canada, and 32 Latin-American countries. 
*Reaches farthest customers in half a day, nearer-bys in a few 

hours. 


*Makes swift connections with fast Railway Express trains. 
*Puts your territories in the hollow of your hand. 
*Pick-up and delivery, door-to-door, without extra charge. 


*One organization. One responsibility. One waybill. 
For general service, day or night, or for special high-speed 
musts," phone any railway Express office. 


AIR EXPRESS 


DIVISION RAILWAY EXPRESS AGENCY 


Cnt Ge tae ittinag Cent wove liilitmen® awe 


Modern in désiqn-mainlained in perfect condition 


MQDERC RED AVEREEREC AN CAR CORP. 
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November 11—St. Louis, Mo.—Coronado Hotel—Examiner Stiles: 
1. & S. 4259—Routing petroleum from southwest via M. K. T. Lines. 


November 11—Dallas, Tex.—Baker Hotel—Joint Board 171: 
* MC-F 107—Texas & Pacific Motor Transport Co. purchase of part 
of certificate of Johnson Motor Lines. 
* MC-F 108—Texas & Pacific Motor Transport Co. purchase of cer- 
tificate of Fort Worth Warehouse & Storage Co. 


November 12—Glasgow, Mont.—Court House—Examiner Koebel: 
27423—-Great Falls Traffic Association et al. vs. C. B. & Q. et al. 


November 12—Washington, D. C.—Argument: 
27277—Texas Steel Co. vs. M.-K.-T. of Tex. et al. 


November .12—Washington, D. C.—Examiner Kephart: 
BMC 2200—Application of Acme Fast Freight, Inc., et al., to operate 
as common carrier. 





November 12—Washington, D. C.—Examiner Carter: 
* |. & S. 4262—Backhaul charges on grain via Southern Ry. 








-—o-+--o-e 
418 
C 
Digest of New Complaints 
No. 27558, White Eagle Oil Corporation, Kansas City, Mo., vs. A. T. 
& S. F. et al. 
Rates, fuel oil distillate, Augusta, Kan., and Casper, Wyo., and 
other refining points in Texas, Oklahoma, Kansas, Missouri and 
Wyoming, to destinations in Illinois, the Dakotas, Minnesota, 
Wisconsin, Kansas, Nebraska, Iowa, Colorado, Montana, Wyoming, EDITO! 
and Missouri, in violation of section 6 in that estimated weight 
applied was 7.4 pounds a gallon whereas the claim made by the 
complainant was that proper estimated weight was 6.6 pounds a CURRE 
galion. Asks reparation. (H. L. McReynolds, asst. secy. and t. m., 
1400 Federal Reserve Bank Bldg., Kansas City, Mo.) DECISI 
No. 27562, West Texas Produce Co., Inc., Fort Worth, Tex., vs. Colo- 
rado & Southern et al. Benj 
Charges for refrigeration, vegetables, points in Ida., Colo. and Utah 
Utah to destinations in Tex., in violation of sections 1, 3 and 4, Ne 
the preference alleged being shown on shipments of vegetables Ches 
moving from group C points in Idaho to Cisco and Fort Worth, 26! 
Tex. Ask new charges and reparation. (Sam Lipshitz, v. p., 1201 
Jones St., Fort Worth, Tex.) Diffe 
No. 27563, Harriet Cotton Mills, Henderson, N. C., et al. vs. Gulf, se 
Mobile & Northern et al. Autc 
Rates, cotton yarn, less-than-carloads, Henderson, N. C., to R. 
Dyersburg and Trenton, Tenn., and to Cairo, Ill., in violation Vege 
of sections 1 and 6. Ask new rates and reparation. (Thaxton L 
Richardson, practitioner, P. O. Box 612, Greensboro, N. C.) Citr 


No. 27564, Kieckhefer Container Co., Delair, N. J., vs. Alton et al. an 


Rates, rules and regulations pertaining to test shipments in Cok 
fibre containers in eastbound transcontinental tariffs in violation “a 
of sections 1 and and 3, the preference alleged being for snip- ’ 
ments in other than fibre containers. Asks new rates, rules and Feld 
regulations. (A. G. Dettmer, practitioner, Three Rivers, Mich.) Bisb 

No. 27565, petroleum and petroleum products from California to Ari- su 
zona, Unic 

This is an investigation instituted by the Commission into the Diar 
lawfulness of rates, rules, regulations and practices of common car- 27 
riers by railroad and by motor vehicle, and the minimum charges, 
rules, regulations and practices of contract carriers by motor Hert 


vehicle affecting and incident to the transportation in interstate pi 











commerce of petroleum and petroleum products from origins in Inde 
California to destinations in Arizona. 26: 

No. 27566, Nashville Bridge Co., Nashville, Tenn., vs. N. C. & St. L. Gag 
et al. 

Kates, steel beams, plates, angles, channels, etc., Indiana Har- vu 
bor, ind., and South Chicago, Ill., to Nashville, there fabricated . 
into structural steel box girders and shipped to Coal Creek, Tenn., 
in violation of section 1 and 6. Asks new rates and reparation. PROPO 
(L. C. Anderson A. G. M., and T. M. Henderson, practitioner, 
Nashville, ‘lenn.) ISCE! 

WATE! 





YOUNG MAN with sixteen years’ experience, a registered prac- 
titioner, now permanently employed as traffic manager, desires posi- 
tion with progressive company or commercial organization. Will fur- 
nish A-1 references on request. Address, Box FFQ-1, Traffic World, 
418 S. Market St., Chicago, Ill. 
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A Service 
Designed for the 
Thoughtful Executive 


Like other thoughtful executives 
you are striving, week in and 
week out, to add to the prestige 
and reputation of your company 
—constantly seeking means of 
improving your product—ever 
on the alert to create a favorable 
impression among customers and 
prospects. 


But what about the cars that carry 
your product to market? Do they 
measure up to the standards you 
have set for the other “representa- 
tives” of your company? Or 
are they the weak link in your 
chain of reputation safeguards? 


Because North American Tank 
and Refrigerator Cars are main- 
tained to unusually exacting stand- 
ards, they appeal with special 
force to discriminating executives. 
To such executives, we shall be 


glad to send full details. 


A North 


American 
Car Lease 


ls Sound 










Economy 


> 


NORTH AMERICAN 
CAR CORPORATION 


327 South La Salle St., Chicago 
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NEW FACILITIES SPEED 
PICK-UP AND DELIVERY 


New York Central facilities at im- 
portant shipping points enable new 
speed-ups to and from stations. For 
instance, New York City’s new great 
bridges — the Triborough and the 
George Washington—adjacent to sev- 
eral of this railroad’s stations save time 
and money for shippers and receivers. 


Vol. LVIII, No. 18 


EW YORK CENTRAL passen- 
N ger Limiteds are famed for 
the precise timing of departure and 
atrival. The movement of New 
York Central freight trains is gov 
erned by the same kind of accuracy. 
Frequency and regularity of trains 
enable shippers to know in ad 
vance when their merchandise will 
be available at its destination... 
another reason why New Yot 
Central is the Sure Way to Ship 


G@Ba NEW YORK CENTRAL ™ 2,” 








